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THE MILEAGE BOOK DECISION 

The Supreme Court of the United States, in declaring 
invalid the order of the Commission requiring Class I car- 
riers to issue scrip coupon tickets at a reduction of 20 per 
cent from the regular fare, administered a just rebuke to the 
Commission for ordering the reduction because it believed 
that Congress, while not saying so, desired that such a re- 
duction be made. Congress said the carriers should be 
required to issue the tickets at just and reasonable rates. 
The effect of the decision of the Supreme Court was that 
the Commission had no business reading into the law what 
was not there. 

In a dissenting opinion in the interchangeable mileage 
ticket investigation report, Commissioner Eastman said: 

“The law merely directs us to require carriers to issue 
‘interchangeable mileage or scrip coupon tickets at just and 
reasonable rates.’ Nothing is said about rates ‘less than 
the standard fare,’ and I am not ready to believe that 
Congress wished us to imply something which it was un- 
willing to say openly.” 

Commissioner Hall, now chairman of the Commission, in 
a dissenting opinion, in which Commissioner Potter con- 
curred, contended strongly for an interpretation of the mile- 
age book amendment “as shall be consistent with the rest 
of the act.” Continuing, Mr. Hall said, in part: 

“The amendatory statute is one of nine bills introduced in 
Congress in April, 1921, all requiring issuance of inter- 
changeable mileage 4ickets or books at reductions of either 
20 per cent or 33 1-3 per cent from the regular fare, except 
one which named 2.5 cents per mile, subject to modification 
by us in proportion to substantial alterations in the average 
rate level. Two of these bills specified that the mileage 


books were to be for the use of commercial travelers. The 
majority say: 

““The spirit and the apparent theory of the law is that 
carriers shall be required to sell stich a ticket at something 
less than the standard fare, * * * ’ 

“That requirement was omitted from the bill before it 
became law. In place of it was substituted the direction 
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to us to require, after hearing, issuance and acceptance of 
tickets at just and reasonable rates. I submit that the 
fairer construction of the act is that the Congress expected 
us to determine in this case, as in any other, what the just 
and reasonable rate would be. If that rate is the standard 
rate—and to my mind nothing in this record shows that 
any lower rate would be just and reasonable—we should 
prescribe that rate and give our reasons in our report.” 
The theory on which the three commissioners dissented 


has now been upheld by the highest court, while the theory 
of the majority of the Commission stands repudiated. We 
think the decision of the court and the dissenting opinions 
of Commissioners Hall, Eastman and Potter, are sound 
expositions of the principle of rate making as enunciated by 
Congress itself in the interstate commerce act, and that 
departures from that principle are disastrous. 

We think, moreover, that the decision of the Commission 
was an excellent example of what we have been calling 
political rate-making. ,It issued its order, as the Supreme 
Court points out, merely because it thought Congress wished 
it to do so, though Congress had not even said so, and 
though it found no other reason for its action. 


THE SHELL BEING BROKEN 

The shippers—meaning the industrial traffic men—who, 
until recently, have been indisposed to participate in chamber 
of commerce and other similar transportation conferences, 
on the theory that things of that sort should be left to them 
and that chambers of commerce are not competent to deal 
with them, and who were disposed, to a great extent to find 
fault even with the recent transportation conference in 
Washington, held under the auspices of the U. S. Chamber 
of Commerce, on the theory that there was not sufficient 
opportunity for shipper participation, took the right course 
in the regional Chamber of Commerce meeting held in 
Chicago this week. They, apparently, were allowed and 
even invited to participate to their fullest satisfaction. 
Whether this permission was purely voluntary and willing 
or whether it was the result of their own persistence, we do 
not know, but, in either case, it marks an advance, both for 
the chamber and for them. 

Being allowed to participate, they did so with force and 
effect. They succeeded in having resolutions adopted call- 
ing on the national chamber to submit the six reports of 
the committees on transportation subjects to a special com- 
mittee for investigation and report. Of course, much de- 
pends on whether the regional resolution is acceptable to 
the national body and, if so, on what kind of special com- 
mittee is appointed. The wish of the shippers was that 
the resolution should recommend that transportation subjects 


207 




















TEXAS 


is efficiently served by the 


G. M. & N. 


operating two fast through trains daily via 


Bells, Tenn. C Newton, Miss., Vicksburg Route, Shreveport, “4 
a Miss., NO&NE RR, New Orleans, La. 


Louisville & NashvilleR.R. at Bells, Tenn. 


and lines 


Jackson, Tenn. diverging 


Connections: Illinois Central R. R. 
Mobile & Ohio R. R. at Jackson, Tenn. 
Nashville, Chattanooga & St. Louis R. R. : 


GULF, MOBILE & NORTHERN RAILROAD 





ND CONNECTIONS 





4 b 


Ao Se 
ey, 
oN \Ae4 

San ARt| 

wwe rt wexico & : 


In recognition of the traffic the G.M.&N. has handled and is now handling to and from Texas, to promote 
personal contact and to better discharge its obligation to give service, an Agency has been established in Dallas 
which will cheerfully furnish passing records and other information that may be desired. 


Chi » Tih: Meridian, Miss.: 
EL. Mountfort, A. T. M. TRAFFIC AGENCIES: L. L. Lapp, D. F. A. 


Detroit, Mich. : Dallas, Texas: . 
A. J. Bessolo, D. F. A. C. H. Stutz, D. F. A. 
St. Louis, Mo.: J. A. JACKSON, Ass’t Traffic Manager Pittsburgh, Pa.: 
W. O. Lewis, D. F. A W. K. Young, C. A. 


(In charge of Imports and Exports) 


Les Angeles and San Francisco: Memphis, Tenn. : 


M. F. Smith, P. C. A. W. R. Butler, D. F. A. M. Lamon, D. F. A. 
Kansas City, Mo.: Mobile, Ala. : New Orleans, La.: 
W. H. Askew. D. F. A. igioes te: J. O. Gaither, D. F. A. 


“THE ROAD OF SERVICE” 


THE TRAFFIC WORLD Vol. XXXIII, No. 4 


A. oS Fl 


— -«- == o& 


a. a>, ae 


January 26, 1924 


‘dealt with by chambers of commerce should be referred to 
committees of traffic men—railroad and industrial—and they 
did not succeed in accomplishing that much; but they did 
succeed in preventing wholesale endorsement by the regional 
meeting of the national chamber program and in causing 
a recommendation for further thought and action by some 
kind of special committee before final action is taken. 

We are not so much concerned in this particular matter 
with the specific things accomplished by the shippers in the 
regional meeting or the merits of the things they wished to 
accomplish. We are dealing with the development in which 
chambers of commerce are being brought to realize the im- 
portance of the professional traffic man’s views on trans- 
portation subjects and the growing tendency among in- 
dustrial traffic men to forsake their policy of isolation and 
participate in transportation conferences where they are in- 
vited and to insist on being invited when invitations have 
not been received. The traffic men must “sell’’ themselves 
to the public as the men most competent to deal with these 
matters. That their merit is not better known to such bodies 
as the U. S. Chamber of Commerce, for instance, and to 
the newspapers, is their own fault as much as any one’s else. 
As long as they are content to deal with merely technical 
problems or, dealing with national problems of policy, to 
use their knowledge in such narrow ways as has been their 
custom, they have only themselves to blame if they are 
more or less ignored, even by organizations composed 
largely of men who employ them. As an example, we 
glory in the fight that was made by Herman Mueller, of 
St. Paul, and his cohorts in the Chicago meeting, even 
though we do not agree with him as to the merits of some 
of the things he was trying to accomplish. 


COOLIDGE AND THE FARMER 

President Coolidge seems to have received some educa- 
tion on the subject of freight rates as related to the con- 
dition of the farmer, if one may judge by his public 
expressions ; either that, or he doubts, for some other reason, 
the wisdom of proceeding further with the line he adopted 
in his message to Congress, December 6, last. In that 
message, dealing with agriculture, he said the farmer “must 
be assisted by the reorganization of the freight rate struc- 
ture which could reduce charges on his production. To 
make this fully effective there ought to be railroad consoli- 
dations.” In his message to Congress, January 23, devoted 
exclusively to suggesting steps for the relief of the agri- 
cultural situation in the northwest, the only reference to 
relief that might be afforded through transportation agencies 
was this: 

“It appears to me that it is essential that the large busi- 
ness concerns, such as transportation, the more stable banks, 
not only in this territory but in adjoining states, who neces- 
sarily benefit from the prosperity of these areas, should, 
in their own,interest, extend a very large measure of aid 
in remedy of this situation.” 

We do not wish to argue too much from President 
Coolidge’s failure to insist on measures previously sug- 
gested. 
as merely supplementary and did not think it necessary to 
repeat former recommendations; but one would think that, 
if he were still convinced of the soundness of the theories 
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advanced in the first message, he would have reiterated 
them in the second one, especially since the first one dealt 
with a variety of subjects and was general in its treatment, 
whereas the second one deals exclusively with a specific 
situation. We think a member of Congress or anyone else 
wishing to learn the President’s ideas as to what ought to 
be done for the relief of the farmer in the northwest would 
be justified in consulting only the second message. If he 
did so he would see nothing about readjustment of freight 
rates, either general or specific—merely the suggestion that 
large business concerns, like the transportation companies, 
cught to give what aid they can in their own interest. This, 
of course, is obvious. If the transportation companies 
thought there was anything they could do to conserve their 
own interests in the situation, doubtless they would do it. 
We are pleased to see that the agitation for lower rates on 


grain as a means of relieving the farmer has ceased in at 
least one high place. 


RAILROAD PROPAGANDA 


Congress, being investigation mad and not having time 
itself to conduct all the inquiries it has in mind, is preparing 
to direct that some be made by other bodies. Among these 
proposals is the one embodied in the resolution of Senator 
Gooding, which has been acted on favorably by the Senate 
committee on interstate commerce, instructing the Com- 
mission to obtain, from all the railroads, statements, made 
under oath, showing what money is being spent for pur- 
poses that can be generally grouped under “publicity.” 

There can be no objection, of course, to the public having 
this information, but why an investigation to discover it 
unless there is some idea that money is being improperly 
spent? Undoubtedly the railroads spend large sums for 
this purpose, but a statement of the amount, without careful 
explanation and analysis, would mean little or nothing to 
the public. Of course, the inference that will be drawn 
from Senator Gooding’s resolution is that the railroads are 
wasting money “to create public sentiment favorable to the 
railroad interests” and the use that will be made in Congress 
of the information obtained will be to show that the rail- 
roads are spending huge sums in “propaganda.” 

As a matter of fact, the railroads are doing just what 
every other large business that comes in close contact with 
the public does—spending money to promote public under- 
standing of what they have to offer, the reasons for their 
policies, and the justification for their alleged needs. Much 
of this “propaganda” is purely advertising in the narrowest 
sense; much of it is advertising of a general character to 
promote cordial relations with the public; and much of it is 
for the purpose of educating the public to the need of the 
railways and, therefore, influencing legislation. All of it, as 
we see it, is legitimate and most of it is necessary. But we 
can hear now the raging speeches that will be made in 
Congress when it develops that the railroads are paying 
some man as much as $5,000 a year to talk before chambers 
of commerce and other similar bodies about railroad sub- 
jects that are in controversy. The spasm caused by the 
Bok peace plan award will be but as a fleck of foam on the 
ocean in comparison. In our mind, the only thing the rail- 
roads are to be criticised for on this score is that they have 
not done enough of this sort of thing and that some of what 
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they have done has not been as effective as it might have 
been. But, of course, Congress will have no constructive 
ideas to offer along this line. Meanwhile, the Commission 
can add to its already heavy burden the task of compiling 
the mass of useless information asked for in the Senate 
resolution—if it is adopted. 


MILEAGE BOOK ORDER INVALID 


The Trafic World Washington Bureau 


In No. 469, United States, Interstate Commerce Commission, 
National Council of Traveling Salesmen’s Associations et al. vs. 
New York Central et al.. the Supreme Court of the United 
States, January 21, affirmed the decision of the federal court 
for the district of Massachusetts, holding invalid the order of 
the Commission requiring class I railroads to issue interchange- 
able mileage scrip coupons at a reduction of 20 per cent below 
the regular passenger fares. Argument in the case was con- 
cluded January 10, only a little over a week elapsing before 
the decision was announced. The court held that the Comnis- 
sion erred in reading into the mileage ticket amendment ihe 
wishes that originated the statute—the desire for the sale of 
such tickets at reduced rates. 


In delivering the opinion of the court Justice Holmes said: 


This is a bill in equity brought by railroad companies to prevent 
the enforcement of an order of the Interstate Commerce Commission 
dated March 6, 1923, following reports of January 26 and March 6, 
1923. 77 I. C. C. 200. Ibid. 647. The order purports to be made in 
pursuance of the act of August 18, 1922, c. 280; 42 Stat. 827. This 
act amended section 22 of the interstate commerce act by adding to 
(1) what became two paragraphs, viz., (2) directing the Commission 
to require the railroads subject to the act, with such exemptions as 
the Commission holds justified, to issue interchangeable mileage 
scrip coupon tickets at just and reasonable rates, in such denomina- 
tions as the Commission may prescribe, with regulations as to use 
and prescribing whether the tickets are transferable or not trans- 
ferable, and, if the latter, what identification may be required, and 
what baggage privileges go with such tickets; (3) making it a mis- 
demeanor for any carrier to refuse to issue or accept such tickets 
as required or to conform to the Commission’s rules, or for any per- 
son willfully to offer for sale or carriage any such tickets contrary 
to such rules. After a hearing the Commission ordered the railroads 
specified, being all the railroads having annual operating revenues in 
excess of $1,000,000 and known as Class I, to issue, at designated 
offices, a non-transferable interchangeable scrip coupon ticket in the 
denomination of $90, which shall be sold at a reduction of 20 per 
cent from the face value of the ticket. 

The bill alleges that the amendment of 1922 as construed by the 
Commission is contrary to the Fifth Amendment and to the commerce 
clause, article 1, section 8, of the Constitution, but that, properly 
construed, it does not authorize the order made. The order is 
alleged to apply to intrastate carriage and also to be inconsistent 
with section 2 of the interstate commerce act, which requires like 
charges for like service in similar circumstances; with section 3, for- 
bidding unreasonable preferences; with section 15a, providing for the 
establishing of rates for rate groups that will earn a fair return 
upon the aggregate value of the property used in transportation (see 
Increased Rates, 1920, cited as Ex Parte 74, 58 I. C. C. 250; Reduced 
Rates, 1922, 68 I. C. C. 676); and with sections 1 and 22, requiring 
the Commission to establish just and reasonable fares. These aver- 
ments are developed in detail, but we do not dwell upon them because 
the decision below and our own turn upon a different point. It is 
further alleged in the bill that the conclusion stated by the Commis- 
sion that the reduced rates established by it for scrip coupon tickets 
will be just and reasonable for that class of travel is contrary to the 
specific facts found by the Commission, and is not to be taken as an 
a finding of fact, but only as a conclusion or ruling 
reached by it upon a misinterpretation of the law. This was the 
view taken by the three judges who sat in the district court. They 
held that the Commission considered that the amendment of 1922 
eiher rquired it to make a reduction or at least showed a spirit and 
purpose that should be deferred to, and on that ground came to a 
result that otherwise would not have been reached. They held that 
therefore the order could not stand, considering that the amendment 
of 1922, like the rest of the interstate commerce act, called for an 
unbiased opinion upon the merits of the case. They issued a perpetual 
injunction and the defendants. appealed. 288 Fed. Rep. 951. 


We are of opinion that the interpretation of the statute in the 
court below was right. There is no doubt that the bill owed its 
origin to a movement on the part of traveling salesmen and others 
to obtain interchangeable mileage or scrip coupon books at reduced 
rates. The bill that was passed originally fixed reduced rates, but 
it was amended to its present form undoubtedly because the pre- 
vailing opinion was that the rates should be determined in the usual 
way by the usual body. The object of the traveling salesmen was 
defeated in so far as Congress declined to take any step beyond 
authorizing the issue of scrip tickets. Coming as it did from the 
agitation for this form of reduced fares, the statute naturally enough 
carried with it more or less mirage of fulfilling the hope that gave it 
rise, but in fact it required a determination of what was just and 
reasonable exactly as in any other case arising under the interstate 
commerce act. The original purpose of the amendment as introduced 
retained headway enough to require the issue of scrip, but there the 
purpose was stopped, and, as not infrequently happens in legisla- 
tion, the matter was left otherwise where it was before. Apart from 
constitutional difficulties, Lake Shore & Michigan Southern Ry. Co. 
vs. Smith, 173 U. S. 684, the whole tendency of the law has been 
adverse to the enactment as proposed, at least unless a clear case 
should be made out. 


The Commission in its report pointed out that the net railway 
operating income for the seven months ending July 31, 1922, was 
below the return fixed as reasonable, discarded the supposed analogy 
between the carload rate and the interchangeable scrip cr mileage 
ticket, intimated that the supposed benefit that the carrier might get 
from the advance use of the money would be more than offset by the 
increased expenses, and said that the question whether the scrip 
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ticket would stimulate travel sufficiently to meet any loss that might 
result must remain a matter of speculation until an experiment was 
made. After thus excluding the grounds upon which the order could 
be justified the Commission held that the obvious spirit and apparent 
purpose of the law required that the experiment should be tried, and 
on these premises declared that the rates resulting from the reduc- 
tion of 20 per cent would be “just and. reasonable for this class of 
travel.”’ It seems to us plain that the Commission was not prepared 
to make its order on independent grounds apart from the deference 
naturally paid to the supposed wishes of Congress, But we think that 
it erred in reading the wishes that originated the statute as an 
effective term of the statute that was passed, and therefore that the 
present order cannot stand. 


The Commission has not come to a conclusion as to what 
it will do with the mileage book case, so-called. It is generally 
assumed that it will reopen the matter, hold further hearings, 
and do something with the order of Congress to require the 
issuance of some kind of scrip coupon or mileage books. The 
order of the law-making branch of the government, requiring 
the Commission to order the issuance of some kind of a ticket, 
it is pointed out by those who have considered the matter, at 
“just and reasonable” rates, is not affected by the decision of the 
court. The Commission’s work under that order was con- 
demned, not the law itself. Under such a state of facts, it is sug- 
gested, the Commission cannot say, as it did in the Kansas City 
Southern valuation case, that the law required the impossible, 
as a reason or excuse for not trying to do anything. 

Assuming that the rule laid down in the valuation case 
would also apply in the so-called mileage book case, those inter- 
ested in this matter, generally speaking, are understood to be- 
lieve the Commission must try again, even if it could come to no 
conclusion other than that books or coupon tickets sold at the 
regular rate of 3.6 cents a mile would be a compliance with the 
order of Congress. 


SALESMEN TO CONTINUE FIGHT 


The Trafic World New York Bureau 


A. M. Loeb, president of the National Council of Traveling 
Salesmen’s Association, commenting on the Supreme Court de- 
cision, said that the fight for interchangeable mileage books had 
not yet ended. 

“We are disappointed to a degree,’ he said, “but we are 
pleased that the highest court has sustained the constitutionality 
of the act itself and the power of the Commission to enforce its 
provisions.” 

Mr. Loeb expressed the belief that, in so far as the court 
had referred the matter to the Commission for further hearings, 
this was not favorable to the contentions of the carriers. On 
this point he said: 

“Tt was unfortunate that the facts referred to an experimen- 
tal period of one year. Unquestionably the Commission will 
order further hearings under the law of 1922, and additional 
evidence proving the contention for mileage books will then be 
presented. This will also tend to show that railroad revenue 
will*be increaséd in this way.” 

New York railroad officials estimated that the carriers will 
save about $60,000,000 a year through the decision declaring the 
interchangeable book law invalid. 





UNDERCHARGE TIME LIMIT 


The Trafic World Washington Bureau 


Charles H. Farrell, in behalf of the complaining shipper, has 
made a motion in the Supreme Court of the United States to 
advance on the docket, No. 517, E. I. duPont de Nemours vs. 
Director-General, on appeal from the federal court for the eighth 
circuit. The case involves the question whether the Director- 
General is or is not bound by the statute forbidding the bringing 
of suits for the recovery of undercharges after the lapse of three 
years. The Director-General claims that, as agent for the gov- 
ernment, he is not bound by the three-year limitation, because 
Congress did not specifically apply that statute of limitation to 
claims arising for such undercharges while the government had 
control of the railroads and the revenues inuring from business 
transacted by them were revenues of the United States. The 
Director-General contends the limitation could only apply in the 
event that Congress, by unmistakable language, indicated its in- 
tention to have the time for suits by the Director-General limited 
to that period. Under the construction for which he contends no 
shipper ever could know, as to transactions in the period of gov- 
ernment control, whether he had paid all the government thought 
he should pay, although his right to complain that the rate or 


charge claimed by the government was unreasonable, passed 
long ago. 





Cc. & O. BOND ISSUE 


The Chesapeake & Ohio Railway Company hag applied to 
the Commission for authority to issue and sell or pledge $142,- 
000 of first consolidated mortgage 5 per cent fifty-year gold 
bonds. The bonds will be issued in reimbursement for expendi- 
tures made in retiring underlying bonds. 
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Current Topics ' 
in Washington 


Binét Scale for Congress.—The Supreme Court of the United 
States having rapped the knuckles of the Commission for its 
foolishness in translating the supposed desire of Congress to 
give frequent travelers the status of a privileged class in the 
matter of passenger fares, application of a few tests to deter- 
mine the mentality of Congress might not, it has been suggested, 
be amiss. Someone should devise a test for ascertaining the 


actual number of the members of each house of the law-making 
body that believe the railroads can remain alive if deprived of 
any considerable amount of revenue. Another test should be 
to ascertain the number of votes that were cast by members 
for the law under which the Commission made that decision 
for no reason other than a desire to command the supposed 
great political strength of the traveling salesmen, in their own 
behalf. A final test of great value would be to ascertain the 
number of congressmen, regardless of the ill effect upon the 
railroads and therefore upon the country, would vote for that 
concession to the traveling men by reason of a feeling that if 
they so voted they would be retained in office. Then, it has 
been suggested, if Edward Bok has any more money, he might 
offer a prize for the best essay pointing out the resemblance 
between what Congress, indirectly, sl®gested the Commission 
should do and the bribes aspirants for the imperial dignity used 
to give the pretorian guard for its support for the office of 
augustus. That prize might be so offered that it could be di- 
vided between the man who wrote the best essay on the sug- 
gested subject, and the man who wrote the best essay on the 
difference between the bribes to the pretorian guard and the 
proposed bribe to former service men, known ag the bonus. 
The pretorian guard, of course, used to solicit the bribes. The 
activity of some of the former service men, in the eyes of other 
former service men, differs not, except in method, from the 
solicitation of the Roman soldiery. The Roman soldiers may 
have had an excuse for what they did in the fact that many 
of the degenerate augusti paid large sums to the mercenaries 
for their supposed military help. Not infrequently the augusti 
paid the barbarians to desist from their attacks upon the parts 
of the empire accessible to the eaters of beef and butter and 
the drinkers of beer who found the eaters of corn and oil and 
the drinkers of wine comparatively easy prey when they made 
their excursions from their foggy and inclement north to the 
Riviera, where the sun shone practically all the time and life 
was comparatively easy. But the main essay, it is believed, 
should be on the subject of bribes and suggested bribes for 
support at the polls, offered by congressmen. A touch in it 
might be speculative as to whether Congress will do directly 
what the Commission knew, by means of gossip, it desired the 
regulating body to do, but which desire, the court held, could 
not be ascertained from a reading of the language of the act. 
In other words, the essayist might do a bit of guessing as to 
how much nerve, if any, Congress has, to follow up, by its own 
votes, the course it desired the Commission to follow. It is 
no secret that there was not the least bit of surprise at the 
Commission that the court decided as it did. The court, at 
times, is suspected of paying attention to the election returns, 
as Dooley said it did. However, it is noted by those who think 
it does, that when it does appear to follow the election returns 
it does not deprive any considerable number of citizens of any 
substantial amount of money. When a case involves substantial 
rights as between citizens, except in the rent law cases, there 
is little evidence that the court gives any substantial consid- 


eration to the question whether its decision will be popular or 
otherwise. 





Cum Grano Salis for Smith.—Chief Justice Taft loves a 
fellow citizen who, at times, like himself, soliloquizes on this 
too solid flesh. The fact that he sits in the most exalted seat 
in the highest and most powerful court on earth makes him 
none the less a lover of jibes at those whom he knows well 
and: esteems. When Hoke Smith, of Georgia, who is strongly 
suspected of knowing it is not true that no gentleman ever 
weighs more than 200 pounds, asked for leave, on behalf of 
the traveling salesmen, to speak for half an hour, as a friend 
of the court, he said while he had asked for half an hour he 
did not expect to use all the time. That made the chief justice 
beam upon him. It looked as if the former cabinet officer and 
the former senator had made a most favorable impression upon 
the court. The chief justice observed that the court had heard 
him suggest a promise not to talk for half an hour. But, said 
Mr. Taft, the court would take judicial notice of the habit of 
members of the body of which Mr. Smith had been an honorea 
member (the United States Senate) and take his suggestions 
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about not using up all the time cum grano salis. And then 
Smith talked for exactly four minutes more than half an hour. 





Strained Relations in the Cabinet.—Attorney-General Harry 
M. Daugherty and Secretary Herbert Hoover are having a de- 
bate that has strained their personal relations, on the question 
as to what the anti-trust law is on the subject of statistics 
gathered by trade associations concerning production, distribu- 
tions, stocks, and prices. The Attorney-General is inclined to 
think that Hoover has been jabbing him in his official ribs un- 
necessarily by asking him how he construed the law on that 
subject in view of a consent decree entered in the southern 
district of Ohio in an anti- trust prosecution against a tile 
manufacturers’ association and some of its members. Daugh- 
erty’s department began the suit. The tile men consented to 
the issuance of a decree forbidding them to gather or distribute 
among themselves, statistics of any kind, on the ground that 
such gathering and distribution resulted in the execution of a 
conspiracy to restrain commerce between the states. The de- 
cree, written in Daugherty’s department, went so far that it 
is a question whether men in a particular trade can gather 
statistics, lawfully, for publication in a newspaper. The decree, 
as construed by Daugherty, said they might gather such sitatis- 
tics only for distribution through some responsible agency, 
such, for instance, as Secretary Hoover’s department. Hoover 
told the head law officer that such a construction of the law 
would seriously interfere with the execution of plans he had 
made for co-operation between himself and the trade associa- 
tions and the mandate of the law creating his department to 
foster commerce. Then Hoover gave out the entire correspond- 
ence, including the Daugherty letter placing the narrowest of 
narrow constructions upon the anti-trust law. The fowl that 
went up from trade associations was as ear-piercing as the 
squeal of a regenerative radio set when it receives waves from 
two stations at the same time. Daugherty was irritated at 
Hoover for renewing a correspondence they had had on the 
subject about a year ago, but he became furious when Hoover 
gave out the correspondence. He regarded Hoover’s conduct 
as beyond forbearance and indicated that henceforth their rela- 
tions would be purely official. Daugherty regarded Hoover’s 
acts as placing the buck before Daugherty when nothing of the 
kind should be done. Daugherty sarcastically observed that 
what he was saying was only what he, as head of the Depart- 
ment of Justice, had to say was the law, but that, of course, 
Mr. Hoover might operate his department as he saw fit. That 
was sarcasm, because the Attorney-General is the legal adviser 
an assistant to the President, bound to observe the law as laid 
down by the Attorney-General. Hoover, however, seems in- 
clined to disregard the sarcasm and proceed upon the assump- 


tion that, as secretary of commerce, he really is at liberty to 
operate his department as he sees fit. 





Norris’ Government Ownershfip and Operation Bill._—The 
bill introduced by Senator Norris of Nebraska (S. 1945) is an 
out and out government ownership measure. Any railroad ac- 
quired or built under its terms would be as much of a govern- 
ment-owned line as are the lines in Italy which Premier Mus- 
solini has been represented as being desirous of giving away 
so as to rid the Italian treasury of the burden of keeping them 
going. Any railroad built under it would be just as much a 
government owned and operated line as the railroads of Prussia 
and Hesse Darmstadt, which are losing tons of marks every day 
in the week. It would be just as much a government owned 
and operated line as the ships of the Emergency Fleet Corpora- 
tion are ships of the United States. The government would 
own all the stock of the proposed Federal Transportation Com- 
pany and it would have no funds other than those it obtained 
from the treasury of the United States “limited to $5,000,000,000 
unless a greater sum is authorized by Congress,” the bill says. 
in other words, Norris, by his bill, would create the fiction of 
a corporation to own and operate the railroads to be built or 
acquired, under pretense of regulating interstate commerce. 
The bill authorizes the construction or acquisition “of sufficient 
railroad mileage to fully regulate passenger and freight traffic 
within the United States.” And in carrying out that object, the 
bill says, the company “shall build, or acquire, if possible, suffi- 
cient mileage to connect the Atlantic and Pacific oceans and 
likewise the Great Lakes and the Gulf of Mexico, by as many 
lines of railroad as may be necessary to accomplish the pur- 
poses of this act,” and to give the corporation “effective control 
in the regulation of rates” and also sufficient profit to pay off 
the indebtedness of all railroads constructed and acquired and 
also all of the bonds issued by the government of the United 
States. No provision is made for the payment, by that cor- 
poration. of the bill incurred by the government in the manage- 
ment of the railroads while they were federally controlled, 
namely, $1,696,000,000, nor the losses incurred by the govern- 
ment in financing the Pacific railroads. Salaries of the direc- 
tors and employes of the railroad are not to exceed $12,000 per 
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annum and the merit system in appointments and promotions 
is to be observed. 





When Government Ownership Will Come.—That government 
ownership as a millenium is much in the thought of such men 
as Senator Brookhart and Senator Norris is known to all men 
who either have personal contact with the men mentioned, or 
who get reports from those who have such contact. Like 
Lenine and other communists, they attribute the ills that fall 
on particular groups, such as the wheat farmer just now, to the 
fact of private ownership of railroads. Having reached that 
conclusion, the remedy, as they see it, for the evils of private 
ownership, is government ownership. They think that by lim- 
iting salaries to be paid the supervisory force, they will avoid 
the waste that characterizes all government operations, ignoring 
or not knowing that high salaries are paid to executives for 
no reason other than that they can avoid waste and devise 
schemes for keeping down expense. Not all highly paid ex- 
ecutives are worth what they receive. In other words, men of 
property are not always infallible choosers of men to guard 
their interests; but as a rule men who can acquire property 
can also choose men to safeguard it. But, it is suggested, when 
government comes along, with Adamson laws, with laws requir- 
ing so-called full crews, expensive devices to restrain wilful 
engine drivers who “work steam” after seeing a signal calling 
on them to stop, and grade crossings eliminations that save the 
lives of the reckless, but do not add to the earning power 
enough to pay interest on the investment, then the way has 
been paved for government ownership. Private ownership can- 
not survive unless the man who puts in stored up labor can 
get a living wage, and the living wage is that figure which will 
induce a-man having stored up labor to devote it to railroad 
service instead of to some other service. High income surtaxes, 
it is alleged, have enticed rich men like Senator Couzens to put 
their stored up labor into the building of roads, public buildings, 
battleships and things like that which the government must 
build, if they are to be built at all, because the public is not 
willing to pay private capital a living wage to produce such 
things. A community that dogs the life out of its representative 
in Congress to get an appropriation of $250,000 a year for a 
post office building would howl itself black in the face if it were 
asked to pay $25,000 a year as rent for a building in which 
to house a post office. Yet that is the gross sum that should 
be paid to assure a living wage for $250,000. Not all owners 
of buildings get a gross revenue of ten per cent per annum. 
They “take a chance” at recouping themselves through the in- 
crease in the value of the land, the unearned increment about 
which the single-taxers talk so much. In a growing country 
like the United States many are satisfied with a gross income 
of considerably less. Experience has shown that the return 
from unearned increment, frequently, is much greater than the 
margin between eight and ten per cent. But under the fair 
return and recapture clauses of section 15-a there can be no 
unearned increment worth mentioning. Those clauses, it is sug- 
gested, in addition to Adamson, full crew, safety device and 
grade elimination laws, tend to hasten the millenium of which 
Brookhart and his kind are dreaming. When private capital no 
longer can earn a living wage from the rates the public is 
willing to pay, then the public will have to provide itself with 
railroads out of taxes levied each year, and keep them in opera- 
tion by means of privileged classes, whose wages will be higher 
than the average of the foolish public that pays them. 


A. E. H. 


CHICAGO JUNCTION CASE 


The Trafic World Washington Bureau 


Whether or not the Commission remained within the scope 
of its authority when it issued its permission authorizing the 
New York Central to acquire the so-called packer railroads in 
Chicago was discussed in the Supreme Court of the United 
States, January 24, in No. 489, Baltimore & Ohio et al., appel- 
lants, vs. United States of America et al., on appeal from the 
federal court for the northern district of Illinois. Arguments 
on the subject were made by Luther M. Walter for the Balti- 
more & Ohio and other trunk lines contesting the control of 
the terminal roads by the New York Central; Robert J. Cary 
for the New York Central and appellees other than the Com- 
mission and the United States; P. J. Farrell for the Commis- 
sion and Blackburn Esterline for the United States. 

The objecting trunk lines attacked the permissive order on 
the ground of no evidence to show that the acquisition of the 
packer roads would be in the public interest but on the con- 
trary that whatever testimony there was on that subject was 
to the effect that the acquisition would be against the public 
interest; that the Commission did not comply with the law and 
issue or refuse to issue a certificate of public convenience and 
necessity; that it did not look at the lease to determine from 
its terms whether the arrangement would be in the public in- 
terest, nor follow its practice, observed in all other finance 
cases involving leases, of requiring the lease to be submitted; 
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that the lease had never been placed before the Commission, 
nor any report as to what had been done under the permission 
which the Commission said it had given. 

The objecting trunk lines made the point in the argument, 
that as the New York Central, the government and the Com- 
mission had moved to dismiss and the lower court granted that 
motion, the allegations as to the showing made by the testi- 
mony stood unchallenged. They said that if the lower court 
were reversed and further proceedings were necessary, it would 
be clearly shown that not only was there no evidence that the 
public interest would be served by the acquisition but that on 
the contrary the testimony on that point was that it would not 
be served, even if the loss of $10,000,000 by the objecting trunk 
lines, by reason of the diversion of competitive traffic was not 
considered. 

Another point made by the opposing trunk lines was that 
no application by either the River Road or the Junction Road 
had ever been made for the authorization contained in the or- 
der under which the River Road leased the property of the 
Junction. Therefore: they argued the order was void. They 
also argued that acquisition by the New York Central of the 
River Road by the purchase of stock and the Junction Road by 
lease constituted a consolidation and that authorization of that 
kind was beyond the power of the Commission. 

The New York Central contended that none of the conten- 
tions made in the bill of the complainants as to the validity of 
the Commission’s order based upon want of regularity in pro- 
cedure was well taken. Such objections it contended were all 
frivolous in character. 

Its primary contentipn, however, was that the complainants 
had no such interest in the matter as would give them standing 
in the court to ask for equity relief. It said that the provisions 
of the Commerce Court act as applied to the district court 
could not constitutionally authorize such courts to review or- 
ders of the Commission except as might be required to pro- 
nounce judgment in cases and controversies as provided in the 
Constitution. The New York Central appellees other than the 
government and the Commission argued that the allegation in 
the bill that the record made before the Commission upon 
which the order was based contained no evidence that the 
present or future public convenience and necessity required or 
would require the consummation of the transactions authorized 
or that they would be in the public interest, were not sufficient 
to show that the Commission was without power to enter the 
order, or that the order was otherwise invalid. 

“The order of the Commission,” contended the New York 
Central, “being a legislative act, permissive in character, its 
validity cannot be attacked upon the ground that it was not 
supported by evidence.” It contended that the transactions did 
not constitute a consolidation of all or any of the railroads. 

Mr. Farrell asserted that the validity of the order was not 
dependent in any way upon compliance with the requirements 
of paragraphs 18 and 20 of the first section; that the Commis- 
sion’s conclusion that the doing of the things authorized by the 
order to be done would be in the public interest was supported 
by the record upon which the order was based; that the doing 
of the things authorized to be done would not constitute a con- 
solidation; that the application filed with the Commission was 
a sufficient basis for the action thereafter taken by the Com- 
mission, including the making and entering of the order; that 
the Commission fully complied with paragraph 2 of section 5; 
that the fact that the time within which the order was to take 
effect was not specifically stated therein did not render the or- 
der invalid; and, finally, that the fact that a lease covering the 
properties owned and leased by the Chicago Junction Railway 
Company was not submitted to or approved by the Commission 
did not render the order invalid. 

Mr. Esterline, in his argument stood on the fact that the 
order was permissive as reason why it could not be attacked 
and that the complainants had no constitutional right in the 
privilege of competing for traffic which, according to the allega- 
tion of the bill, will hereafter go to the New York Central. 


WANTS FURTHER INQUIRY 


Representative Mead of Buffalo has asked the Commission 
to investigate further the wreck of the New York Central that 
took place December 9, near Forsyth, N. Y. 

“In my judgment,” said Mr. Mead, “the placing of the entire 
responsibility on the engineer, thereby absolving the company 
from all liability, is a wrong conclusion as well as an injustice 
tu Mr. Patterson. 

“From the evidence submitted and from the experience, not 
alone in this wreck but in other wrecks, it can be easily seen 
that the railroad officials are entirely to blame for, first, non- 
enforcement of a rule compelling trains either to come to a stop 
or to reduce speed to a specific rate at caution blocks, and, sec- 
ondly, for the discipline meted out to the engineers on fast trains 
for failure to make time and to keep up in that way the unrea- 
sonable speed mania which is directly responsible for many 
accidents on our railroads.” 


Jan 
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Decisions of Interstate Commerce Commission 





SOUTH DAKOTA GRAIN RATES 


In a report on No. 13000, Railroad Commissioners of South 
Dakota et al. vs. C. & N. W: et al., the Commission said the 
maintenance of relatively lower rates on grain, intrastate in 
Minnesota, than applied from points near the South Dakota-Min- 
nesota line in South Dakota to points in Minnesota, resulted in 
undue prejudice to shippers and localities in South Dakota, in 
unreasonable preference to shippers and localities in Minnesota, 
and in unjust discrimination against interstate commerce. No 
order on that point was entered because the Commission said 
the record was not adequate to fix a basis for intrastate rates. It 
prescribed specific rates from South Dakota points to Minneapolis 
and Milwaukee. A scale for making rates from points east of 
the Missouri in South Dakota to Sioux City and a scale of 
differentials from points west of the Missouri, except the Win- 
ner branch of the North Western, to be used in connection with 
that scale, and rates from the Winner branch not in excess of 
2 cents less than those now in effect, was prescribed, The re- 
vision is to be made not later than March 10. 

The Commission’s decision, opinion No. 8976, 85 I. C. C. 
217-46, written by Commissioner Campbell, was based upon a 
complaintn alleging the rates on grain and grain products from 
points in the complaining state, to the principal terminal mar- 
kets, namely, Minneapolis, Duluth, Milwaukee, Chicago, Sioux 
City, Omaha, Kansas City and St. Louis, points taking the 
same rates, and intermediate territory were unreasonable and 
unduly prejudicial to South Dakota and unduly preferential of 
producers and shippers in Minnesota, Wisconsin, Iowa, Illinois, 
Missouri, Nebraska and Kansas. In certain instances, the com- 
plaint alleged, the rates under assault were also violative of 
the aggregate of intermediates part of the fourth section. 

Various organizations, principally of grain and commercial 
organizations in South Dakota, intervened in behalf of the 
complaint. The commissions of Minnesota, North Dakota and 
Nebraska intervened in behalf of the rate adjustment in so far 
as it related to their respective states. 

Minnesota grain rates were condemned as giving shippers 
in that state an undue preference but no order requiring their 
abrogation was entered, the Commission holding that the rec- 
ord did not afford: an adequate basis for fixing intrastate 
rates. 

In addition, the Commission condemned existing rates to 
various markets as unreasonable and prescribed reasonable rates 
to be made effective not later than the date hereinbefore men- 
tioned, namely, March 10. It continued the coarse grain differential 
of 10 per cent, with some exceptions. It said the record afforded 
no basis for revising rates to intermediate territory. It also 
found the record insufficient to justify a definite finding as to 
rates on flaxseed. It said inconsistencies pointed out in this 
case were to be found in the rates from other territories as well 
although they were not generally so pronounced as in the ter- 
ritory under discussion. 

It said.that findings as to rates to named points should be 
understood as to include points grouped therewith. 

Much of the Commission’s report is devoted to rates from 
South Dakota to Minneapolis and the undue preference the 
Minnesota state rates is supposed to give Minnesota shippers 
to that great market. The principal defendants, the report 
said, united in contending that their business in South Dakota 
was unprofitable... The report said the method by which the 
figures were obtained- was not disclosed but it was indicated 


that revenue was apportioned for the state on a strict mileage 
basis. 


In discussing conditions in South Dakota the Commission 
said that generally speaking conditions in South Dakota became 
more unfavorable from east to west, especially west of Huron. 
It said it was difficult to find a region fairly comparable with 
that part of the state lying west of the Missouri river. It said 
the evidence did not warrant condemnation of the entire grain 
rate structure from South Dakota. 

The principal findings, exclusive of those already set forth 
are as follows: 


Upon the record we find that the rates assailed on wheat to Min- 
neapolis are unreasonable to the extent they exceed or may exceed 
rates in cents per 100 pounds, shown in the following table: 


Rate Rate 

Name of station Cents Name of station Cents 

BWOGNE Ce ook b cece t ee ceues 19 a ee ee ey 18.5 

ae Ary rer eee ee COC SR elt n ds oes caereey a 19.5 
PIN ais 0-056, 5-0 cleb- Bae 6 sith 21 Marion Junction .........0- 20 
PE, orate ies eas che ree ens =U Fee 21 
WeaterenW er. ckeetic iiss chece 18 COTA sc a ee Sa cae 28 
IE. cde dnd 6.05.0 cacdtekcule ne 21 PE 40:9. 5-045 40% «ness 3% oe 21 

GOCE P II <0. 5 ceed 8 Gees hS0 27 EEO. 5 ea NOSAE vip kc eed. 27.5 

ERGY hio0.9 8 vars Fst 19.5 .Scotland ..... ets (icine ihemats 23.5 


RE eee meee oe 20 RRR ne A eet oer 24 
SE heros oe ktalee ss oce cele Sk. ee Ne cles Sew cis vag Oe 26 
SPUNMES 2 ialG ig die. o wid obie crpale bicle cle 28 WEN. Shas scicbeuwaks iW ema es 20 
Te Cr aba bbe wore « sie 36 EE 5.0 ence Sn Wes HA intend 20 
PODS ahiewstiewafe Obese gales 39 NE oy uisk.cnikies:e + hein we dieah 20 
ESN Ee rien foe 19 PES SLOT ae ree A 19.5 
WROOMBOCHCE - oiss oe Kes cc cere 21 ng eee ee ae 20 
Wessington Springs ........ 22.6 Running Water ............ 25.5 


Rates have not been prescribed from all stations. Defendants 
should publish rates from other stations in conformity with these 
findings and with due regard to the provision of the fourth section. 

Upon the record we find that from points on and south of the 
line of the North Western from Elkton to Pierre the rates assailed 
to Duluth are unreasonable to the extent that they exceed the rates 
herein found reasonable to Minneapolis by more than the following 
amounts: From points on lines other than the Great Northern 6.5 
cents on wheat and 6 cents on coarse grain; and from points on the 
lines of the Great Northern 5.5 cents on wheat and 5 cents on coarse 
grain. From points north of the Elkton-Pierre line the present dif- 
ferentials, where differentials exist, shall be maintained, except that 
in no case shall they exceed the differentials fixed from points south 
of said line. 

We find that the maintenance of relatively lower rates intrastate 
from points in Minnesota than apply interstate from points in South 
Dakota near the South Dakota-Minnesota state line to Minneapolis 
and Duluth results in undue prejudice to South Dakota shippers and 
localities, in unreasonable preference of Minnesota shippers and 
localities, and in unjust discrimination against interstate commerce. 
The record, however, does not enable us to prescribe the intrastate 
rates. Accordingly, there will still be jumps at the state line, but we 
desire to make it clear that our decision is not an approval thereof. 

We find that the rates assailed to Chicago and Milwaukee from, 
on, and north of the Mankato-Huron-Pierre-Rapid City line of the 
North Western are unreasonable to the extent that they exceed the 
rates herein found reasonable to Minneapolis by more than 13 cents on 
wheat and 11.5 cents on coarse grain, and from points south of that 
line to the extent that they exceed the rates shown below: 


Rate Rate 

Name of station Cents Name of station Cents 
i Ree hereto eae 29.5 SOE oh ncate’s, bie a abtn+ sae ie 34 

ee ee ee eg Ee ile iar ASL e.- 32.5 
Wessington Springs ...... a: ae) ek ne 32 
I 6p o-4) vin ous vere Colds ie aes vim Sn. NE os a cos anions oe eae 30 
hy a Oe ean ee = (OMI Fp sa ate oncceo'mcede apie. onal econ 28 

ORES Rr ee 30 SNS oo since bos Sedans Seki 27.5 
SD 5: trecitin enn sa'e, + bores Ob sueee ir CR. ocientierth. msec ne 30 


Rates to other points should be graded accordingly, giving due 
regard to the fourth section. 

Upon the record we ftnd that the rates on wheat from South 
Dakota points east of the Missouri River to Sioux City are reasonable 
maxima, except where they exceed rates based on the scale prescribed 
in South Dakota R. R. Commissioners vs. Director General, 73 I. C. 
C., 347, 357, in which instances the scale rates shall apply as maxima. 

We find that the rates from points in South Dakota west of the 
Missouri River, excepting points on the Winner branch of the North 
Western, are reasonable maxima, except where and to the extent they 
exceed rates based on the scale prescribed in South Dakota R.’ R. 
Commissioners vs. Director General, supra, for the total distance in- 
volved (such distances to be determined in the same manner as in 
connection with rates from points in South Dakota east of the Mis- 
souri River), plus the differentials shown below, distances to be de- 
termined by the actual distances in South Dakota west of the Mis- 
souri River via the route fixing the rate; provided, however, that 
in no case should the through rates exceed those that may be deter- 
mined via some other route, where, by reason of the differential 
being less, the total through charge is less: 


Coarse Coarse 
Wheat grains Wheat grains 
Cents Cents Cents Cents 


25 miles and less..... 1.5 1.5 150 miles and over 125. 4 3.5 
50 miles and over 25. 2 2 200 miles and over 150. 5 4.5 
75 miles and over 50. 2.5 2.5 250 miles and over 200. 5.5 5 
100 miles and over 75. 3 2.5 300 miles and over 250. 6 5.5 
125 miles and over 100. 3.5 


3 

Snecific rates should be published in conformity with the fore- 
going findings, and not merely a distance scale showing the basic 
rates and differentials. Distances should be computed by the shortest 
routes, but need not embrace more than the lines or parts of lines 
of three carriers. Carriers operating under common control or man- 
agement, as, for example, the North Western and the Omaha, should 
be treated as a single line. 

We find that rates from points on the Winner branch of the North 
Western to Sioux City are unreasonable to the extent of 2 cents. 

We find that the rates on both wheat and coarse grain from South 
Dakota points, except those from points on the Winner branch of the 
North Western to Omaha, are unreasonable to the extent that they 
exceed the rates herein found reasonable to Sioux City by more than 
4 cents via the North Western and 6 cents via the Milwaukee. 

We find that the rates assailed to Kansas City are unreasonable 
where and to the extent that they exceed the rate herein found 
reasonable to Omaha by more than 8 cents on wheat and 7 cents 
On coarse grain. 

Upon the record we find that the Milwaukee and the Burlington 
shogd establish through routes and joint rates on the bases above 
found reasonable from South Dakota points on the Milwaukee to 
Kansas City via Council Bluffs or Omaha. 

We do not find that the rates assailed to St. Louis are unreason- 
able or unduly prejudicial. 


NEW ENGLAND DIVISIONS 


In a report on No. 11756, New England divisions, the Com- 
mission construed its amended order in that case. It said its 
order of March 28, 1922, was not retroactive and did not apply 
to revenue derived from shipments originating prior to April 
1, and that the date of the waybill should be used in deter- 


. 
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mining the date of the shipment. It said the order did not 
affect divisions of any joint rate applied to transportation per- 
formed in part in Canada. The order applied to all other com- 
modities, the report said, except joint rates on coal and coke, 
fluid milk and its edible products, high explosives, and certain 
low-grade commodities moving short distances. Terminal and 
other allowances, arbitraries, etc., in effect March 28, it said, 
were included among the affected divisions. It further said the 
order affected divisions of all carriers south and west, and re- 
quired each to make a pro rata shrink in divisions, in the 
absence of an agreement otherwise. 

The Commission’s report, opinion No. 9023, 85 I. C. C. 482- 
95, written by Commissioner Eastan, was in response to a 
“petition for instructions as to the application of the amended 
order,” entered March 28, 1922. It was filed by 49 defendant 
carriers which operate, with one or two exceptions, in eastern 
trunk line and central territories, called by the Commission 
eastern carriers. They filed a brief. Separate briefs were filed 
by southern and western carriers. The southern and western 
carriers sought to limit their losses of revenue by pointing out 
that they had many rates which divided at the gateways south 
and west of those at the Hudson River. By implication they 
contended that as to such rates the order had no application. 
On that point Mr. Eastman said: 


The brief on behalf of the southern carriers indicates that the 
joint rates applicable to perishable traffic moving between southern 
points and points in New England are divided on a prorate basis 
north and south of the southern gateways, and that the joint rates on 
other traffic are divided at the gateways by the lines north thereof 
receiving certain specifics, 

The brief for the western carriers indicates that as to certain 
class and commodity joint rates the western carriers receive specific 
divisions and that these specific divisions do not bear a constant per- 
centage relationship to the joint rates. Joint rates applying west- 
bound from New England points to St. Paul Minn., are cited as exam- 
ples. The specific received by the western carriers is 30.8 per cent of the 
joint first class rate, 33.2 per cent of the joint second class rate and 
28 od cent of the joint commodity rate applicable to iron and steel 
articles, 

There is no suggestion that distinctions of the character brought 
out in these illustrations are significant when viewed from the stand- 
point from which this case was considered. The order deals with 
divisions at the Hudson River gateways and when it speaks of joint 
commodity rates which are divided on the same bases as are applied 
to joint class rates, it is speaking of divisions at the Hudson River 
gateways rather than of divisions at the Maryland and Virginia 
gateways or at Chicago and the Mississippi River gateways. 

If defendants think that substantial differences exist between the 
bases of dividing class rates and certain commodity rates, other than 
those excluded from the operation of the order, they may petition 
for modification and make a showing of such differences. On the 
other hand, if complainants think that no substantial differences exist 
between the bases of dividing class rates and the bases of dividing 
certain of the commodity rates which were excluded from the opera- 
tion of the order, they may petition for modification. 


In summing up the case, Mr. Eastman criticized the con- 
duct of the carriers in this matter, saying: 


This proceeding discloses an unwarranted tendency on the part 
of the carriers to work at cross purposes in putting our order into 
effect. Many of the differences of opinion between them have arisen 
as the result of the disposition of certain carriers and groups of 
carriers to disregard the plain language of the order and to re- 
frame the order by way of interpretation into something which they 
would prefer and which is in accordance with what they deem to be 
the reasons controlling our decision. Our orders should be inéer- 
preted, when the language is unambiguous, in accordance with the 
fair and natural meaning flowing from the language and, so inter- 
preted, should be promptly obeyed. If hardships are thought to 
result, remedy should be souht by a petition for modification and 
not by an attempt to limit or enlarge the unambiguous requirements 
of the order through a process of construction. Many reasons ad- 
vanced here in support of the various contentions as to construction 
could be appropriately advanced in a proceeding seeking modification. 
Such petitions have been filed and will be set for hearing in the 
near future. 





BASIS FOR LOG RATES 


Log rates not greater than 65 per cent of sixth class are 
to be established in central territory, for interstate application, 
not later than March 20. In a report on No. 13679, Public Serv- 
ice Commission of Indiana vs. Ann Arbor et al., opinion No. 
9029, 85 I. C. C., 533-6, the Commission found the rates on logs 
in the territory mentioned unreasonable to the extent they will 
exceed 65 per cent of the applicable sixth class rate. 

The complaint, brought on behalf of lumber manufacturers 
in central territory, alleged the rates to be unjust, unreason- 
able, unjustly discriminatory and unduly prejudicial. It asked 
for the prescription of rates for the future in accordance@with 
a mileage scale beginning with four cents for the first 25 mile 
haul, with one cent added for each added block of 25 miles up 
to a rate of 15 cents for a 300 mile haul. It pointed to much 
lower rates in the northern part of the southern peninsula of 
Michigan and in the southern states to show the disadvantage 
under which the complainants were working, in the way of rates, 
in addition to the fact that in Indiana the wages of common 
labor were about three times those in the lumber regions of the 
south. 

In 1907 the intrastate log rates in Indiana were on the same 
basis as the interstate rates. In the course of time, owing to 
the adoption of different methods for determining distances, lack 
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of uniformity in the application of increases, state and ixter- 
state, occasional errors in tariff publication, or lack of uni- 
formity in disposing of fractions, the Commission said, wide 
discrepancies arose in the log rates throughout the territory. 

The Commission said the record went into great detail as 
to the conditions. The Commission pointed out that there were 
no log operations as such in central territory except in the 
northern part of the southern peninsula of Michigan and that 
conditions in the south where there are log operations, as in 
northern Michigan, differed widely from those in Ohio, Indiana 
and Illinois where logs were produced by farmers who held 
them until they could obtain the prices they thought fair. 

The Commission said the allegation of unjust discrimina- 
tion and undue prejudice could not be sustained because the 
conditions were so different. 

The railroads suggested a settlement of the case by the 
adoption of a basis consisting of some percentage of sixth class. 


‘They suggested 70 per cent because the average rate on 3,000 


cars of logs in Ohio and Indiana in 1922 was 11 cents while the 
sixth class rate for the haul would have been 16 cents. It was 
found that 320 cars paid the full sixth class rate and 1,460 paid 
70 per cent or higher. The Commission said that the ratio the 
average rate bore to the average sixth class rate was 68.7. It 
said the complainant would be satisfied with 55 per cent of 
sixth class. It split the difference somewhat in favor of the 
carriers and said the rates should be made 65 per cent of sixth 
class. It thought that a good plan because there is a sixth 
class rate in effect between every point in central territory and 
that fact would do away with the complaint that from many 
points there were no rates for immediate application, so the 
shipments had to take sixth class, the classification rating. 


SHEBOYGAN BAR IRON RATES 


. With a pointed dissent by Commissioner Lewis, the Commis- 
sion in a report cn No. 12425, Fort Wayne Rolling Mill Corpora- 
tion vs. Director-General, Chicago, Milwaukee & St. Paul et 
al., opinion No. 9027, 85 I. C. C. 523-6, has affirmed its former find- 
ing in 68 I. C. C. 439, that the rates on bar iron, in carloads, 
from Fort Wayne, Ind., to Sheboygan, Wis., were not unreason- 
able since March 1, 1918, as alleged. It, however, found unrea- 
sonable a rate of 32 cents, in effect since January 1, 1923, to the 
extent it exceeded 26.5 cents, awarded reparation to that basis 
and ordered the 26.5 cent rate established not later than March 
20, 1924. Commissioner McChord concurred in the dissent. 

The 25.5 cent rate is equal to the combination on Milwaukee 
of the 17.5 cent raie from Fort Wayne to Milwaukee and a 9 
cent proportional beyond. That proportional was established 
January 1, 1923, to apply on bar iron from points east of the 
Illinois-Indiana state line. The Commission said that continu- 
ance of the 32-cent joint rate was in violation of the fourth 
section. 

What should be the charge for the 52-mile haul from Mil- 
waukee to Sheboygan was the issue in the case. Prior to Ocio- 
ber 26, 1914, the rate from Fort Wayne to Sheboygan was 135.5 
cents. By successive increases it became 36.5 cents in August, 
1920. July 1, 1928, it became 32 cents. The complainant 2on- 
tended the rate prior to June 25, 1918, should not have exceeded 
16 cents; between that day and August 25, 1920, not more than 
20 cents, and until the general reductions in 1922, 26.5 cents 
figured in such a way as to preserve the relationship of class 
rates prescliibed by the Commission in Sheboygan Association of 
Commerce vs. C. & N. W., 55 I. C. C. 140. In his dissent, Com- 
missioner lewis, in pert, said: 

If the rate of 14 cents in effect from Fort Wayne to Milwaukee 
between Feb. 29, 1920, and Aug. 26, 1920, for a distance of 233 miles 
and earning 12 mills per ton-mile was a reasonable rate, and there 
is nothing to convince me to the contrary, I can not sanction rates 
from Fort Wayne to Sheboygan during the same period of 26.5 and 
26 cents, or 12.5 and 12 cents, respectively, higher than the rates to 
Milwaukee for an additional distance of 52 miles, nor can I counte- 
nance a rate of 36.5 cents to Sheboygan earning 25.6 mills per ton- 
mile in effect during the period Aug. 26, 1920, to July 1, 1922. as com- 
pared with a rate contemporaneously in effect from Fort Wayne to 
Milwaukee of 19.5 cents, or 17 cents lower than the rate of Sheboygan, 
and earning 16.7 mills per ton-mile. When the charge for the last 52 
miles of the 285-mile haul practically equals the charge made for the 
first 233 miles of the same haul, the rate structure obviously is out 
of line to the extent of being unreasonable. An interesting sidelight 
is afforded by the rate of 47.5 cents in effect from Pittsburgh to She- 
boygan, 605 miles, between Aug. 26, 1920, and July 1, 1922, which was 
11 cents higher than the contemporaneous Fort Wayne to Sheboygan 
rate. It is difficult to reconcile this 11-cent spread for 320 miles with 
the 17-cent spread for 52 miles during the same period in this case. 
If proper adjustments had been made for the 52 miles they would 


have afforded Sheboygan somewhat lower rates than charged at the 
time of movement of shipments. : 
It is also difficult to reconcile the decision of the majority in this 
case with our decision in Sheboygan Asso. of Commerce vs. C. & N. 
W. Ry. Co., 55 I. C. C. 140, in which we found that the fifth class 
rates from Sheboygan to points in Illinois south of the Toledo, Peoria 
& Western were unduly prejudicial to Sheboygan and unduly prefer- 
ential of Milwaukee to the extent that they exceeded the rates con- 
temporaneously in effect from Milwaukee by more than 4 cents. 


REFRIGERATION CHARGES 


The Commission has dismissed No, 14081, St. Louis Fruit 
& Vegetable Dealers’ Traffic: Association vs. Wabash, et al.; 
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No. 14115, Dacey & Company vs. Chicago, Milwaukee & St. 
Paul Ry.; No. 14116, St. Louis Fruit & Vegetable Dealers’ Traf- 
fic Association vs. Louisville & Nashville et al., and No. 13983, 
Same vs. Illinois Central et al., opinion No. 9024, 85 I. C. C., 496- 
501, on a finding that charges for refrigeration on carload ship- 
ments of fruits and vegetables to and from St. Louis, assessed 
under Fairbanks’ Perishable Protective Tariff No. 6, were ap- 
plicable and not unreasonable or unduly prejudicial. The com- 
plaints alleged the charges were unreasonable and unduly pre- 
judicial; also that certain of the charges assessed were in- 
applicable. 

The Commission found that the shipments in the leading 
case were governed by rule 240 of the Fairbanks tariff because 
they were forwarded through to destination under instructions 
‘Do not re-ice.’ The Commission said that if the shippers had 
desired, to limit the cost of ice to $4 per ton they could have 
required the railroad to perform the initial icing. Instead they 
elected to do the initial icing and, the Commission, in a report 
written by Commissioner Hall, said the cost of ice which they 
purchased had to be borne by them. The charges for ice 
ranged from $6 to $6.50 per ton. The charge per car of $5, 
$7.50 or 20 per cent of the stated refrigeration charge, dependent 
upon the extent of the movement, was assessed on each of the 
shipments as provided in rule 240. The complainants sought 
reparation from the defendants for the difference in the price 
of ice between $4 per ton and $6.50 per ton. 

Undue prejudice to complainants and undue preference to 
shippers at East St. Louis alleged in the complaints, the Com- 
mission said, had not been established. St. Louis and East St. 
Louis, it said, were in different origin groups and it did not 
appear on this record that the grouping was improper. The 
charge per car from St. Louis, it said, was higher on shipments 
to the east and lower on shipments west than the charge from 
East St. Louis. 

In No. 14115, 14116 and 13893, the charges assailed were 
the stated refrigeration charges. No. 14115 covered 15 carloads 
of cabbage from Wisconsin points to St. Louis on which the 
charges ranged from $45 to $54.25 per car; No. 14116, 11 car- 
loads of tomatoes and 4 carloads of cabbage from St. Louis to 
New Orleans, charged $60 per car; and No. 13893, 18 carloads 
of vegetables from St. Louis to Chicago, charged $15 per car. 
Complainants alleged that these charges were and are unrea- 
sonable and unduly prejudicial to the extent they exceeded and 
exceed charges on the basis of the cost of ice supplied as pro- 
vided in section 4 of the Fairbanks tariff for shipments of pack- 
ing house products and the other commodities there listed. At the 
hearing it was contended the charges assessed on the shipments 
covered by No. 14115 were inapplicable because there was no 
specific reference to the Fairbanks tariff in the freight tariff, 
but no question was raised as to the applicability of the charges 
assessed on the shipments covered by the two other cases. 

In answer to that contention the Commission called atten- 
tion to the provision in C. & N. W., I. C. C. 8405, one of the 
applicable freight tariffs, relating to terminal charges, transit 
arrangements or other privileges. Substantially similar pro- 
visions, it said, were contained in the other applicable freight 
tariffs. It said they were sufficient under rule 10 (a) of Tariff 
Circular 18-A to put complainants upon notice of the existence 
of other tariffs setting forth charges for accessorial services, 
such as refrigeration. 


PAPER RATE CASE DISMISSED 


An order of dismissal has been made in No. 13834, Albany 
Perforated Wrapping Paper Company vs. Ahnapee & Western 
et al., opinion No. 9007, 85 I. C. C., 429-32, on a finding that 
rates on toilet paper, paper towels and toilet paper holders in 
carloads and less than carloads, from Albany to Missouri River 
territory and Colorado common points, had not been shown to 
be unjust, unreasonable or unduly preferential of Green Bay 
and Appleton, Wis., as alleged in the complaint. 

According to the Commission the principal grievance of 
the complainant was that the rates from Green Bay and Appleton 
were the same as those from Chicago to Kansas City, Denver 
and related points. But, said the Commission, it appeared that 
the rate from Chicago to Kansas City was 2.5 cents lower than 
the rate from Green Bay and Appleton, although the rates from 
Chicago, Green Bay and Appleton were the same. The Chicago 
& North Western and the Chicago, Milwaukee & St. Paul served 
both Green Bay and Appleton, and complainant contended that 
those carriers were responsible for the alleged preference of 
those paper-manufacturing points. 

According to the Commission’s report on distances shown 
by the complainant, the ton-mile earnings derived from the rate 
from Albany to territories of destination in some instances 
were higher than the ton-mile earnings from Green Bay and 
Appleton, but no other earnings were offered to show that the 
rates were unreasonable. The Commission pointed out that in 
Burnham, Hanna, Munger Company vs. C, R. I. & P., 141. C. C., 
299, the Commission refused to establish joint rates from At- 
lantic Seaboard territory to Missouri River cities. It said its 
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report in that case indicated that its views were influenced in 
part by consideration of the long established custom in rate 
construction and publication of basing rates on the Mississippi 
or Missouri rivers or Chicago. The complainant pointed out 
changed conditions and the Commission said, that in effect, its 
contention was that the long recognized practice of basing 
rates from trunk line territory to the west, on Chicago, the 
Missouri River or the Mississippi River, should now be abol- 
ished. It said the complainant undertook to compute joint 
class rates by extending the Albany-to-Chicago rate upon the 
basis of the same ton-mile yield and adjusting the resulting 
rate to reflect the general difference in ton-mile earnings in the 
territories east and west of Mississippi River. 

The defendants operating from Green Bay and Appleton, 
the Commission said, submitted several rate exhibits, the main 
purpose of which was to show that on traffic from Albany the 
rates from Chicago and St. Louis were unduly low, should not 
be reduced further, and if the present rates from Green Bay 
and Appleton were found to be unduly prejudicial to Albany on 
traffic to Kansas City and Denver, that situation should be met 


by increasing those rates rather than reducing the Chicago 
rates. 


FRESH-SALTED HOG MEAT RATES 


The Commission has modified its decision in No. 11667, Jacob 
BE. Decker & Sons. vs. Director-General, Chicago Great Western 
et al., opinion No. 8997, 85 I. C. C. 389-4, on further hearing. In 
the original report, 74 I. C. C. 171, it found that, (1) the fourth 
class rating on fresh-salted hog meats, carloads, in Western 
Classification territory was not unreasonable or unduly preju- 
dicial; (2) the commodity rates on fresh-salted meats from 
Mason City, Iowa, to Chicago, Cudahy and Kansas City 
were not and are not unjustly discriminatory or unduly 
prejudicial; (3) the commodity rates thereon from Mason 
City, to St. Louis, Wichita, Hutchinson and Arkansas City, 
were unduly prejudicial to the complainant to the extent 
the rates contemporaneously applicable from Mason City ex- 
ceeded, exceed or might exceed, to St. Louis, 1.5 cents more 
than the rate from South Omaha and Nebraska City, and a rate 
of 4 cents less than from Sioux City to the same destinations. 
and applicable in connection with like minimum weights; and, 
to Wichita, Hutchinson and Arkansas City, rates in connection 
with a minimum weight of 30,000 pounds, 4 cents more than 
the rate from Sioux City and 9.5 cents more than the rate 
from South Omaha applicable in connection with a like mini- 
mum weight to the same destination; and (4) the commodity 
rates from Mason City to Dallas were, and for the future would 
be, unduly prejudicial to fresh-salted hog meats and unduly 
preferential of dry-salted, pickled and smoked meats, to the 
extent the rates on fresh-salted meats exceeded, exceed or might 
exceed 129 per cent of the rates contemporaneously maintained 
wernt and to the same points on dry-salted, pickeled and smoked 
meats, 

Defendants asserted that, if Mason City were given a rate 
lower than other points with which it was grouped, a general 
recasting of the rates on meats and packinghouse products in 
this territory would be necessary. The Commission said that 
it was not a valid objection to the correction of an un- 
lawful rate to or from one locality, that it would require read- 
justments from other localities, but in determining whether or 
not a rate was unlawful it was proper that due consideration 
should be given to group adjustments, which had continued for 
some time, and the relation of a particular locality to other 
points in the group with which it was placed, as well as the 
relation of the group and other competing groups, should be 
considered. 

The complainant, the Commission said, did not wish the 
present Missouri River-St. Louis adjustment disturbed, and if 
the record did not warrant a reduction in the rates from Mason 
City to St. Louis, it asked that the portion of the complaint 
relating to the rates to St. Louis be dismissed. 

The Commission found the rates assailed from Mason City 
to St. Louis, Wichita, Hutchinson and Arkansas City were not 
and are not unjustly discriminatory or unduly prejudicial to 
the complainant or unduly preferential of complainants’ com- 
petitors at Sioux City, South Omaha and Nebraska City, and 
modified its findings in the original report accordingly. 


DEMURRAGE ON COAL 


In a report on No. 13464, Republic Coal Company vs. Chi- 
cago, St. Paul, Minneapolis & Omaha, opinion No. 8984, 85 I. 
C. C., 331-6, the Commission found that Hocking Valley car No. 
3614, detained at Hammond, Wis., was an unclaimed shipment 
and not subject to demurrage during a part of the period of 
detention. It found C. B. & Q. car No. 176869 to have been 
subject to demurrage during the period it was detained at Ham- 
mond. It further found that, to the extent indicated in the re- 
port, the demurrage charges collected on three cars of coal at 
Worthington, Minn., were unlawful and awarded reparation. 

The facts were stipulated by the parties. The two cars, 
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numbers of which were given, were shipped to the Hammond Pro- 
duce Company and reached destination December 31, 1920, and 
January 8, 1921, respectively. The consignee, when notified of 
the arrival, advised the defendant it could not take immediate 
delivery because of its inability to pay the charges, but ex- 
pressed its intention of later accepting the cars. On January 
13, 1921, it refused the shipments and on the same date the 
railroad so advised the complainant. The Burlington car was 
released on that date and the Hocking Valley car was released 
January 17. Demurrage was claimed on the Burlington car for 
only three days. Demurrage aggregating $48 was claimed on 
the Hocking Valley car. 

Three Chicago & Northwestern cars were shipped for the 
complainant’s account by the Consolidated Coal Company to 
the St. Johns Grain Company, at Worthington, Minn., and 
reached destination December 4, 6 and 7, 1920, respectively. The 
consignee refused the shipments and so notified defendants on 
the dates of the arrival. Notice of the refusals were trans- 
mitted by the railroad to the coal company on December 9. 
The complainant also received notice of the refusal from the 
consignee on December 7, 1920. 

The Commission said there was no contention that demur- 
rage did not lawfully accrue on all the cars after notices of the 
refusal were given by the defendants. The question, the Com- 
mission said, in connection with the Hammond shipment was: 
Should they be classed as unclaimed or as refused shipments 
or as neither? If it was found they were neither unclaimed 
nor refused the complainant asked for the establishment of a 
rule to apply in such circumstances substantially like rule 8, 
Section D, applicable to refused shipments. The Commission 
that that in view of the consignee’s expressed intention of ac- 
cepting the shipments, they could not be regarded as having 
been refused prior to its definite refusal on January 13. How- 
ever, said the Commission, the term unclaimed implied in the 
absence of an actual refusal, the failure of the consignee of 
the shipment to claim or accept it. The mere advice to the 
carrier that it expected to accept some time was not the equiv- 
alent to claiming the shipment which would contemplate a de- 
mand for delivery and a readiness to pay the charges, said the 
Commission. This the consignee in the present instance did 
not do. It was therefore the defendant’s duty, said the Com- 
mission, after the expiration of five days, following the giving 
of notice of the arrival of the Hocking Valley car, to give notice 
that it was unclaimed, and, having faield in this duty, it could 
not lawfully demand demurrage for the detention thereafter and 
until notice of the final refusal was transmitted in accordance 
with its tariff. The Burlington car was refused and released 
at the expiration of five days and was subject to demurrage 
while detained. That, the Commission said, disposed of the 
prayer for a rule on that point. 

The question presented in respect to the shipments held 
at Worthington, the Commission said, was whether or not the 
consignee’s notice to the complainant of its purpose to refuse 
two North Western cars absolved the defendant from its duty 
to notify the consignor of the refusal in accordance with rule 
8-D of its tariff. 

The Commission said that while the complainant was not 
a consignor, it was the owner of the shipments and therefor 
the undisclosed principal, and as such, was entitled to the same 
benefits and rights under the tariff as the consignor. Charges 
against the consignor, it said, could not be different from those 
against his undisclosed principal or against the consignee for 
the same services. A tariff lawfully filed, the Commission said, 
plus the statute, had the force and effect of the statute. The 
amount payable under it was thus fixed and neither more nor 
less than that fixed amount could not be collected lawfully from 
anybody. It said that if a tariff was so worded, as to release 
the consignor in certain circumstances or to a certain extent, 
it thereby released everybody else in the same circumstances 
and to the same extent. The question here was, it said, not 
what was the proximate cause of the accrual of demurrage, but 
whether or not under the rules in question, demurrage actually 
accrued. In disposing of that matter, the Commission said, the 
tariff rules imposed upon the defendant the duty of notifying 
the consignor of the refusal and. provided with no alternative 
for the abatement of demurrage against the consignor in the 
event of its failure to do so. It followed, the Commission said, 
that demurrage did not accrue in this instance after the re- 
fusal until defendant had given notice as provided in its tariff. 


COMMISSION REVERSES SELF 


The Commission, in a report on further consideration of No. 
11895, E. I. duPont de Nemours & Company vs. Director-General, 
opinion No. 9021, 85 I. C. C. 475-77, has found the rates charged 
on crude anthracene, in carloads, from points in Official Classi- 
fication territory, and from Ensley, Ala., to Carney’s Point, N. J., 
and Frankford, Pa., in 1919, 1920 and 1921, unreasonable to the 
extent they exceeded fifth class, 40,000 minimum and awarded 
reparation to that basis. In the original report, 73 I. C. C. 129, 
the Commission found the rates not unreasonable. Prior to 
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June 10, 1919, in Southern Classification territory, and July 23, 
1919, in Official Classification territory, the charges were based 
upon first class, any quantity, applicable to “anthracene, dry 
in barrels,” which, before the refining of anthracene in this 
country, was used in ascertaining the charges on imported re- 
fined anthracene. 

Application for sixth class was made as early as 1916 but 
the work on the Consolidated Classification, in which the sub- 
ject was treated, caused work on Official and Southern Classi- 
fications to be held up during the early part of the American 
participation in the war. The chairman of the consolidated 
committee, according to the- report, testified that during the 
formation of the consolidated classification “we were stopped 
from making any change in classification, which accounts for 
the delay.” The Commission said that but for the facts de 
tailed by it, including the stoppage of work while the consoli- 
dation classification was being made, fifth class rating would 
have been in effect in the period in which the 61 carloads in- 
volved in this case were moved. 

The report also covers No. 12072, Barrett Company vs. Di- 
rector-General et al.; and No. 12234, Same vs. Director-General 
et al. 

Commissioner Hall dissented as to the reparation on the any- 
quantity shipments, but concurred in denying the prayer for 
sixth class. -He said he could see no reason why the govern- 
ment should make reparation to these complainants on the com- 
paratively few carload shipments in the early development of 
the refining of crude anthracene in this country. 


SLIGO RULE APPLIED 


Application ot the rule in the Sligo Iron Store case, 62 I. 
C. C. 643 and 73 I. C. C. 551, waS made by the Commission in 
a report on No. 12899, Pacific Coast Shippers’ Association, Inc., 
vs. Director-General, Arizona Bastern, et al., No. 8996, 85 I. C. 
C. 386-8. The complaint alleged the rates on 36 carloads of 
forest products shipped at various times in 1918 and 1919, from 
points in Oregon and Washington to various destinations in 
the United States and between points in Canada and between 
points in the United States, were unreasonable and unjustly 
discriminatory to the extent they exceeded by more than five 
cents the rates in effect prior to June 25, 1918. The Commis- 
sion was asked to award reparation. 

The finding was that the rates were not unreasonable or 
unjustly discriminatory but that under and over charges existed 
It awarded reparation as to the overcharges and dismissed the 
complaint. The Commission said the shipments were divided 
into two groups, (1) those moving between points in the United 
States and, except from February 15 to July 20, 1919, between 
points in the United States and points in Canada, and (2) those 
moving during the excepted period, between points in the United 
States and points in Canada. 

As to the first group, some of the tariffs which named a 
factor of the through rates, with an exception referred to in 
the report, contained the so-called combination rule providing 
for a single increase on through movements, but the rule was 
not carried in the tariff or tariffs naming the other factor or 
factors. The contention was that such rates were illegal ex- 
cept for one increase. The reasonableness of the factors was 
not in question. 

With regard to the second group it was alleged the rates 
were unreasonable and unjustly discriminatory to the extent 
the charges carried more than one increase. 

As to the first group, the Commission said the decision in 
the Sligo case was controlling where any of the tariffs carried 
the combination rule. As to the second group the Commis- 
sion said the fact that combinations were subjected to double 
increases was not in itself proof of unreasonableness. 

No award of reparation was made because the Commission 
said the record as to the paying and bearing of the charges on 
the shipments that were overcharged was inadequate. It said 


the carriers were expected promptly to adjust the overcharges 
and undercharges. 


COTTON FABRICS RATE CASE 


A finding of unreasonableness, an award of reparation and 
an order directing the establishment of reasonable rates have 
been made in No. 13740, Elk Brand Shirt & Overall Company, 
Inc., et al. vs. Durham & Southern et al. and parts of fourth 
section applications Nos. 1952, 2045, and 3912, opinion No. 8982, 
85 I. C. C. 320-6, as to rates and charges on cotton fabrics from 
various cotton mill points in Virginia, North Carolina, South 
Carolina, Georgia, Alabama and Tennessee to Hopkinsville and 
Lewisburg, Ky. ‘The Commission’ also found the adjustment 
unduly prejudicial. The finding was that the rates were un- 
reasonable and unduly prejudicial to the extent they exceeded, 
exceed or may exceed the rates to the more distant Ohio River 
crossings, Cincinnati to Evansville inclusive. The readjust- 
ment is to be made not later than April 4. 

The Commission found the rates to be in disregard of the 
long and short haul and the aggregate of intermediates parts of 
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the fourth section. Among the examples pointed out by it was 
a rate of $1.125 from Greensboro, N. C., to Hopkinsville and 
Lewisburg with a rate throfigh those points to Evansville and 
Owensboro of 83.5 cents. Another example was of a combina- 
tion of $1.105 from Greensboro to Hopkinsville, or two cents less 
than the joint rate. It also pointed out combinations as much 
as six cents below the joint rates. The departures from the 
fourth section were protected by general applications. 
Commissioner Campbell, in a dissent, said he thought fourth 
section relief should have been denied to the Tennessee Central 
on any ground other than circuity. Relief of any kind was de 
nied to the other carriers, in fourth section order No. 8842. 


RATE AND ROUTE DISAGREEMENT 


The Commission has dismissed No. 14646, Brownell Im- 
provement Company et al. vs. Baltimore & Ohio Terminal et al., 
opinion No. 9016, 85 I. C. C., 461-2. The dismissal, however, 
does not hurt the complainants because they have paid for the 
transportation of crushed stone from Thornton, Ill., to Kala- 
mazoo, in June and July, 1920, at the rate of $1.20 per ton and 
the Commission has waived the collection of undercharges. The 
applicable rate was $2.80 per ton but the Commission found the 
terminal company, as originating carrier, misrouted the ship- 
ments. The instructions of the consignor were to ship via a 
route through Fort Wayne at a rate of $1.20. The consignor 
was advised that that rate, applicable via another route, was 
also available over the route of movement. The consignor, 
however, inserted both rate and route in its written instruc- 
tions. The initial carrier, however, did not inquire which was 
to govern, the rate or the route, as required by Conference 
Ruling 474(c). 

It was the practice of carriers to forward shipments of stone 
on telephone instructions which were confirmed by written in- 
structions, without the issuance of bills of lading, the report of 
the Commission said. The written instructions, received by the 
carrier, the report said, carried rate and route instructions that 
were not possible of fulfillment, before the cars were forwarded. 
The Commission said that in view of the practice the principle 
laid down in the conference ruling was applicable in this case. 
It said its finding was that the Baltimore & Ohio Chicago Ter- 
minal had misrouted, that the collection of the undercharges 
should be waived, and that the originating carrier should settle 
with the other carriers for the difference in the amounts they 
had heretofore received and the amounts due them on the basis 
of the $2.80 rate. 


DEMURRAGE CASE DISMISSED 

The Commission has dismissed No. 13281, Smokeless Fuel 
Co. et al. vs. Norfolk & Western, opinion No. 8998, 85 I. C. C. 
395-402, finding that the demurrage charges assessed on Coal, 
at piers at Lambert’s Point, Va., between June 5, 1920, and 
February 15, 1922, were applicable and not unreasonable. Com- 
missioner Eastman, who wrote the report, found that while the 
demurrage rule which the Norfolk & Western applied while the 
coal pool was in operation was clumsily worded, the construc- 
tion placed upon it was the proper one and that the charges 
were not unreasonable. 

The chief contention, Mr. Eastman said, was @hat the 
charges assessed were without tariff authority and therefore 
illegal. He said the tariff rules were also attacked as unjust 
and unreasonable, if the Norfolk & Western’s interpretation was 
found to be correct. : 

According to Mr. Eastman, the pooling of cars, under which 
arrangement cars of one shipper were substituted for those of 
another, and coal dumped into ships without regard to the 
identity of the shippers of the cars dumped resulted in a great 
saving of equipment and switching and came to the conclusion 
that rules which worked such a result were not unreasonable. 


TARIFF APPLICATION CASE 


A finding of misrouting on a small part of the traffic in- 
volved and an award of reparation have been made in a report 
on No, 14998, Ridenour-Baker Mercantile Company vs. Director- 
General, opinion No. 9017, 85 I. C. C., 463-4. The Commission 
found that the through rate on articles rated fourth class, from 
Pueblo to Hugo, Colo., shipped between January 1, 1919, and 
January 1, 1920, was higher than the combination and that, 
inasmuch as the tariffs provided for the application of the 
lower rate it found the shipments rated fourth class were mis- 
routed and awarded reparation. 

The complaint alleged that the rates charged on a large 
humber of shipments, in the year mentioned, delivered to the 
Rio Grande at Pueblo, without routing instructions, for trans- 
portation to Hugo, Boyero, Aroya, and Wild Horse, Colo., on 
the Union Pacific, were inapplicable and that the shipmenis 
were misrouted. 

_ The Commission agreed with the complainant that the com- 
bination to Hugo was applicable but held that the shipments to 
the other points were not misrouted because the joint rates 
were applicable. The complainant contended that the combi- 
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nations via the Rock Island were applicable but the Commission 
pointed out that the Rock Island rates were not applicable over 
the Rio Grande from Pueblo to Colorado Springs. 


DOUBLE INCREASE CASE 

The Commission has dismissed No. 14387, Sperry Flour Com- 
pany vs. Director-General, opinion No. 9060, 85 I, C. C. 675-6, 
on a finding that the rates on wheat, from stations in Idaho, 
Washington and Oregon to Stockton and South Vallejo, Calif., 
between June 21 and October 23, 1919, were not unreasonable, 
although each factor of the combination of locals to Portland, 
Ore., and a proportional beyond, was increased, so that, not- 
withstanding the limitation in General Order No. 28, of six cents 
as the maximum increase, the through rate was increased in 
excess of six cents. The Commission found that on a haul of 
more than 900 miles the car-mile was 33.25 and the car revenue 
a little more than $305. It repeated its declarations, used in 
many other cases, that a showing that General Order 28 was 
not strictly followed and that the through rate was subsequently 


reduced did not of themselves show the ‘higher rate to have been 
unreasonable. 


RATE ON HOLLOW BUILDING TILE 


Reparation has been ordered by the Commission in a re- 
port on No. 14405, Southwest Cotton Company vs. Southern 
Pacific et al., opinion No. 9004, 85 I. C. C., 420-1, on a finding that 
a combination commodity rate of 35 cents per 100 pounds 
charged on two carloads of hollow building tile, shipped July 24, 
1920, from Sunset, Cal., to Yuma, Ariz., was unreasonable to the 
extent tnat it exceeded 24.5 cents. One shipment was over- 
charged $1, the Commission said, including that amount in the 
award of reparation. The complainant contended that the rate 
charged should not have exceeded the rate of 24.5 cents con- 
temporaneously applicable on the same commodity from El Paso, 
Tex., to Yuma, about 565 miles. Sunset is a local station on the 
Pacific Electric about 18 miles west of Los Angeles and the 
shipments moved over the Pacific Electric to Los Angeles and 
the Southern Pacific beyond, 266 miles. On November 8, 1922, a 
rate of 21.5 cents was established from Sunset to Yuma. The 
Commission said the 21.5-cent rate had been in effect for over 
six months and that no order for the future was necessary. 


FUEL AND GAS OIL DIFFERENTIAL 


A finding of unreasonableness, undue prejudice, an award 
of reparation and an order for the future have been made in 
No. 12506, Greater Des Moines Committee, Inc., vs. Director- 
General, Arkansas Central et al., opinion No. 9022, 85 I. C. C. 
478-81. The Commission found rates on petroleum gas and fuel 
oils, from the Kansas City district and from the Kansas and 
Oklahoma districts to Des Moines, unreasonable and unduly 
prejudicial, prior to August 26, 1920, to the extent they exceeded 
rates five cent less than the contemporaneous rates on the 
higher grade oils between the same points; and on and sub- 
sequent to that date unreasonable and unduly prejudicial to 
the extent they were not in accord with that rule subject to the 
inflation of Ex Parte 74 and deflation in accordance with the 
decision in Reduced Rates, 1922. 


Rates are to be revised in accordance with the decision not 
later than March 17. 


CREOSOTE RATES UNREASONABLE 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 13709, E. T. 
Chapin Company et al. vs. Chicago, Milwaukee & St. Paul et al., 
opinion No. 8979, 85 I. C. C. 263-6, as to rates on creosote oil 
from north Pacific coast points to Parkwater, Wash., and Sand- 
point, Ida., to the extent they exceeded or exceed 62.5 cents 
per 100 pounds prior to July 1, 1922, and 56.5 cents per 100 
100 pounds thereafter. It found the rates to Spokane, Wash., 
and Bovill, Ida., not unreasonable or otherwise unlawful. The 
order requires the establishment, not later than March 10, of 
rates from the north Pacific coast points to Parkwater and 
Sandpoint in accordance with the basis hereinbefore mentioned, 


SILICA SAND RATES 


In a report on No. 14055, Charles Boldt Glass Company vs. 
Chicago, Burlington & Quincy et al., opinion No. 9001, 85 I. C. C. 
412-15, the Commission found rates on silica sand, from Ottawa, 
Ill., to Carrel Street Station, Cincinnati, unreasonable, awarded 
reparation and prescribed a rate not exceeding $2.50 to be made 
effective not later than March 11. The rate charged was $3.22 
prior to July 1, 1922, and $2.90 thereafter. 


COTTONSEED MEAL TRANSIT 


A finding of unreasonableness and an award of reparation 
have been made in a report on No. 12366, John W. Eshelman 
& Sons et al. vs. Director-General, Mobile & Ohio et al., opinion 
No. 9035, 85 I. C. C. 578-82, as to rates on cottonseed meal from 
points in the Mississippi Valley and the southeast to Lancaster 
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and York, Pa., there manufactured into mixed feed and re- 
shipped to destinations in trunk line and New England terri- 
tories. The Commission found them unreasonable since January 
15, 1923, when the transit rule which caused the complaint was 
amended. The Commission told the complainants to submit 
data concerning shipments in accordance with its rules of 
practice. 

Commissioner McChord, who wrote the report, said the com- 
plaint arose by reason of the wording of the transit rule in 
effect at Lancaster. Under the rule the mixed feed rate was 
applied on the shipment from point of origin to destination. 
There were no commodity rates on mixed feed from the points 
of origin where the cottonseed meal originated. Therefore, the 
class D rates were assessed on the meal to Lancaster and the 
mixed feed beyond. 

The Commission held the rates unreasonable to the extent 
they exceeded the commodity rate on meal to the intermdiate 
basing point plus the commodity rate on mixed feed from the 
intermediate basing point via Lancaster or York to the destina- 
tions in trunk line and New England territories, and awarded 
reparation to that basis. 


WROUGHT IRON PIPE RATES 

The Commission, in a report on No. 14008, Simms Oil Com- 
pany vs. Houston & Texas Central et al., opinion No. 9030, 85 
I. C. C. 587-41, has found rates charged or assessed on fnterstate 
shipments of wrought iron pipe in straight carloads and in 
mixed carloads with oil well supplies from Mexia, Tex., to 
Burnham, Tex., unreasonable in some instances and illegal in 
others, awarded reparation and prescribed a reasonable rate 
to be established not later than March 20. The rate to be estab- 
lished, the Commission said, should not exceed $15 per car. 
The complainant alleged the rates on all interstate shipments 
from Mexia to Burnham, the latter approximately 1.5 miles from 
Mexia, were unreasonable and unduly prejudicial. The prayer 
was for reasonable rates for the future, reparation on certain 
shipments and authority to the defendants to waive the collec- 
tion of outstanding undercharges on others moved within the 
statutory period. Charges on wrought iron pipe in straight 
carloads or mixed with oil well supplies were collected at a 
rate of 93 cents, the basis for which, the Commission said, had 
not been disclosed, plus $2.50 for reconsignment, on shipments 
from Sibley, La. In addition the carriers have presented under- 
charge claims based on a rate of 17 cents for the movement 
from Mexia to Burnham. The Commission said a joint rate of 
81 cents was applicable on the shipment from Sibley to Burnham 
and that it was therefore overcharged 12 cents per 100 pounds, 
which should be promptly refunded. 


MILL WASTE RATE CASE 


The Commission has dismissed No. 13408, Atwood-Crawford 
Company, Inc., vs. Maine Central et al., opinion No. 9054, 85 
I. C. C. 651-3, on a finding that rates on mill waste from points 
in New Hampshire on the Boston & Maine to Pawtucket and 
Darlington, R. IL, are not unreasonable or otherwise unlawful. 


APPLES IN BOXES 


A finding of unreasonableness for the future and an order to 
establish a reasonable rate not later than March 20 have been 
made in No. 13844, Bell & Company vs. Chicago, Milwaukee & 
St. Paul et al., opinion No. 9026, 85 I. C. C. 520-2. The Com- 
mission found rates on apples, in boxes, carloads, from Hanford, 
Wash., to Portland, Ore., not unreasonable or otherwise unlaw- 
ful, in September and October, 1920. It found, however, that 
the present rate is and for the future will be unreasonable to 
the extent it exceeds 56.5 cents per 100 pounds. The com- 
plaint attacked the applicable 1920 combination rate of 63 cents 


as unreasonable and unduly prejudicial. The present combina- 
tion is 61.5 cents. 


MEAT RATE REVISION 


In a report on No, 14288, Oscar Mayer & Company vs. Chi- 
cago & North Western Ry. Co. et al., opinion No. 9033, 85 
I. C. C. 549-56, written by Commissioner McManamy, the Com- 
mission has ordered a revision, not later than April 21, of rates 
on fresh meats and packinghouse products from Madison, Wis., 
to destinations in Official Classification territory east of the 
Illinois-Indiana boundary line on a finding of unreasonableness 
and undue prejudice. It also awarded reparation. 

While the complaint attacked rates to all points in Official 
Classification territory, the evidence, Mr. McManamy said, re- 
lated solely to that part thereof east of Illinois. No evidence, 
he said, was introduced in respect of less-than-carload ship- 
ment and no consideration, he said, had been given to that 
issue. : 

The term “packinghouse products,” as used in the report, 
he said, was intended to embrace cooked, cured or preserved 
meats or other meat, ordinarily accorded packinghouse product 
rates. The relationship between the rates on packinghouse 
products, loose and packed, or between those rates and the 
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rates on fresh meats, he said, were not made a specific issue, 
as considered from Cedar Rapids to New York, Boston and 
other eastern points in Sinclair & Company vs. C. M. & St. P. 
Ry., 21 I. C. C. 490. The important issue in this case, he said. 
was the relationship of the rates to eastern destinations from 
Madison and from Minnesota, Iowa and other producing points 
in the same general territory. 

The defendants, the report said, contended that the rates 
between these various points and the territory involved, as 
well as the rates from Madison, to the same territory, were 
prescribed by the Commission after exhaustive hearings and 
referred to the Mississippi River case, 28 I. C. C. 47, Wisconsin 
Rate Cases, 44 I. C. C. 62, Interior Iowa Cities Case, 28 I. C. C. 
64, and other cases less broad in their scope in support of 
their contention. The Commission said, however, the instant 
case presented an issue of rates upon specific commodities with 
a record disclosing inconsistencies that were not justified upon 
the mere citation of other cases. 

The railroads further contended that pro-rate territory 
should not be extended to include Madison because the trans- 
portation conditions were substantially different from Madison 
than from the other points of origin of fresh meats and packing- 
house products. Among the differences in transportation con- 
ditions cited by them were the greater traffic density between 
Chicago and the Mississippi River than between Madison and 
Chicago; and the fact that rates from interior Iowa, southern 
Minnesota and Missouri points were constructed by combina- 
tions on the Mississippi River. 

Intervening packinghouse companies urged that the rates on 
fresh meats and packinghouse products from their points of 
shipment, particularly from Chicago and Cudahy, to Official 
Classification territory were maximum, reasonable and non- 
prejudicial rates. They expressed no opinion, the Commission 
said, as to whether the rates from Madison to the destinations 
involved were reasonable, but insisted that in the event the 
Commission found the rates assailed to be unreasonable or 
unduly prejudicial the correction should be made by modification 
of the rates from Madison without disturbing the rates from 
the interveners’ shipping points. 

The findings of the Commission other than that reparation 
was due, and that no damage had been shown as the result of 
undue prejudice, are as follows: 

We find that the rates on fresh meats, in carloads, from Madison 
to Detroit, Cleveland, Pittsburgh, Buffalo, Baltimore, Washington, 
Philadelphia, New York City, and Boston, were, are, and for the 
future will be unreasonable, and unduly prejudicial to complainant 
and Madison and unduly preferential of interior Iowa cities, south- 
ern Minnesota points, and Missouri River points of origin and com- 
petitors of complainant at these points to the extent that they ex- 
ceeded, exceed, or may exceed the following rates: From Madison to 
Detroit 53 cents, to Cleveland 58.5 cents, to Pittsburgh and Buffalo 
65.5 cents, to Baltimore and Washington 95 cents, to Philadelphia 
96 cents, to New York City and Boston, 98 cents per 100 pounds. 
We further find that the rate assailed on fresh meats, in carloads, 
from Madison, to Cincinnati was, is, and for the future will be, un- 
reasonable to the extent that it exceeded, exceeds, or may exceed 
53 cents, and unduly prejudicial to complainant and to Madison, and 
unduly preferential of Iowa producing points and shippers of fresh 
meats therefrom to the extent that it exceeded, exceeds, or may ex- 
ceed a rate which is 1 cent less than the rate from Cedar Rapids, 2.5 
cents less than the rate from Waterloo and Ottumwa, and 5.5 cents 
less than the rate from Mason City, contemporaneously maintained 
by defendants on like traffic to Cincinnati. It is assymed that_the 
relationsh of rates between the other producing points cited in 
comparison and the Iowa producing points will not be disturbed in 
consequence of the findings herein. 

We further find that the carload rates on packing house products, 
in carloads, from Madison to New York, Boston, Philadelphia, Balti- 
more, and Washington, are not unreasonable, unjustly discrimina- 
tory, or unduly prejudicial, but that the rates on packinghouse prod- 
ucts from Madison to Cincinnati, Detroit, Cleveland, Pittsburgh, and 
Buffalo, except on packinghousue products, loose, to Cincinnati, were, 
are, and for the future will be unreasonable, and unduly prejudicial 
against complainant and Madison and unduly preferential of in- 
terior Iowa cities and southern Minnesota points and Missouri River 
points of origin and competitors at those points to the extent that 
they exceeded, exceed, or may exceed the following rates: to Cincin- 
nati, 37 cents on packinghouse products, packed; to Detroit, 49 cents 
on packinghouse products, loose, and 37 cents on packinghouse 
products, packed; to Cleveland, 57.5 cents on packinghouse products, 
loose, and 42 cents on packinghouse products, packed; to Pitts- 
burgh and Buffalo, 65.5 cents on packinghouse products, loose, and 
48.5 cents on packinghouse products, packed. 


HOURS OF SERVICE REPORTS 


The Commission has issued a statistical analysis of car- 
riers’ monthly hours of service reports covering all railroads 
which reported, in the year ending, June 30, 1923, instances in 
which employes were on duty for periods other than those pro- 
vided by the federal hours of service act, together with a com- 
parative summary covering the fiscal years ending, June 30, 
1919, 1920, 1921, 1922 and 1923. 


D. & R. G. W. REORGANIZATION 


The Commission has granted the petition of the state of 
Colorado for rehearing and reargument in the finance case in 
which the Commission approved the second reorganization plan 
of the Denver & Rio Grande Western. Further hearing will be 
held before Charles D. Mahaffie, director of the Bureau of 
Finance of the Commission, at Washington, January 26, and 
further argument will be heard by the Commission January 29. 
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FERTILIZER AND MATERIAL RATES 


Examiner T. John Butler, in a report on No. 14810, traffic 
department, Goldsboro, N. C., Chamber of Commerce, vs. At- 
lantic Coast Line et al., and parts of fourth section applications 
Nos. 703, 1074, 1573 and 1548, said the Commission should find 
rates on imported fertilizer and fertilizer materials, from Wil- 
mington, N. C., to destinations in North Carolina to have been 
unduly prejudicial and unreasonable and, to certain destinations, 
in violation of the long-and-short-haul clause. He recommended 
an order requiring the establishment of rates made in accord- 
ance with a distance scale in dollars per ton, minimum 30,000 
pounds, for application to hauls over one line of railway or 
over two or more lines under the same management and con- 
trol, with the addition of 20 cents per ton for multiple-line hauls. 

Butler said there was no substantial evidence that the rates 
assailed were unjustly discriminatory. He said the rates con- 
demned having been found unreasonable per se, no sound basis 
for reparation had been established. 

Fourth section relief, he said, should be denied in so far as 
applications No. 703 of the Coast Line, No. 1074 of the Norfolk 
Southern, No. 1573 of the Seaboard, and No. 1548 of the South- 


ern were concerned. The scale recommended by Butler is as 
follows: 


Distance, in Miles *Rates Distance, in Miles *Rates 
35 GU. GWEP™ SG. cescccecvcc $1.58 - f S , S, eee $3.49 
40 ame OVOP:  TO...5 eo 5c se 1.69 220 and .over 210......635... 3.4 
45 ONG OVOP | OBiowikicls ce ck sidic 1.80. 280 and over 220. ........0s. 3.60 
ee ee | Se re 1.80 240 ONG OVET. 280... cc sccccces 3.72 
SS GN VOT Rs oc cwcccccce Lon . 260° SRd OVESP FAO. co ccc ccc 3.72 
60 Gili “OVGr ‘GB... ..cccewes 2.03 S60 and: -OVGEP! BOO 6 ck cd cco’ 3.83 
65 ONE OVOP - GD... 5 cicccicasd 2.03 270 and over 260........000. 3.83 
TO GE. VOR | GB ec vcc ccd 'see 2.14 280 End, OVEr BIO... cccecss 2. 3.94 
Lz <a. Serta 2.14 US Ee a ee 4.05 
SO Ge QVOE “Woe. asks 2.25 340 and Over 320. ........00. 4.39 
$5 amd OWer 80..6.scccccds B27 --.320 and over: 306... 6.6...036%:. 4.28 
ee a ae ee 3.37. - 860 and. OVeEP: SAO...ccccevccs 4.50 
OS Se I as eco acong 2.48 300 SMG GVEE Sete ccc cacesces 4.62 
100 a8 OVOP’  DG.céiciicccts 3.59 400 and over 380...........% 4.84 
110 SRL OMOP: BOB. i ij ke cow 2.59 420 and over 400......cc.c0- 4.95 
$20 GEG GUOP TIO... kc covcese 2.70 440 BUG. GVEF BIB .c.0cccccvces 5.07 
130 and over 120......3S...0. 2.70 460 and over 440..........¢:% 5.18 
140 an@ Over 180... .ccccsee 2.82 480 and over 460............ 5.40 
160 and over 1460.:. .ic.<cecds 2.93 500 and over 480............ 5.52 
160 Suid OVOP B50. ic cc oe occ 3.15 SES amd: OVOP Bick. o:<c oie sc vcsi cceves 
370 Be OVOP TOR s. oc ccc cece S20 SO O08 OPOP . Glteic ss. ccc h cove 
130 -G- OVER TIS. ince cess Sar ee GU SOE Wks cs csccc sce eves 
190 and over 180... .2..cccee S27 OOO! and. Over STG... cock ce Ces 
200. ORG VER 196. 605.06 650% 3.38 


*For mauls over two or more lines of railway that are not under 


the same management or control, 20 cents per ton may be added to 
these rates. 


BLAST FURNACE SERVICES 


In a tentative report on No. 11598, Jackson Iron and Steel 
Company vs. Director-General, Detroit, Toledo & Ironton, et al., 
upon further hearing, Examiner T. John Butler has recommended 
a finding that non-allowance to the complainant for performing 
spotting and switching service at its plant at Jackson, O., has not 
been shown to have been or to be unreasonable. That recommenda- 
tion, if adopted, will be affirmation of the finding on that point, 
made in the original report, 77 I. C. C., 110. 

The examiner, however, on a showing that the defendants 
performed spotting and switching services for competitors of 
the complainant at Wellston, Ironton and Lawrence, O., recom- 
mended a finding that their failure or refusal to perform like 
Services for the complainant constituted undue prejudice and 
preference. He said there had been no showing of damage by 
reason of the undue prejudice and preference and that repara- 
tion should be denied. 

In justification for the proposed modification of the original 
report, the examiner said the showing at the further hearing 








. Was different from that made at the original. He said it was 


shown that the defendants performed spotting and switching for 
blast furnaces at the points mentioned. He said the question 
raised by the difference in the record was as to whether this 
extra service at the furnaces at Wellston, Lawrence and Ironton 
rendered the practices of the defendants at the complainant’s 
Plant relatively unreasonable or prejudicial or discriminatory, 
or preferential. It was the custom of the trunk line, in that 
part of the steel producing district, to place the cars for loading 
or unloading at the blast furnaces without change in addition 
to line haul rate, except on ore, he said. The custom did not 
Mvolve complicated movements within the plant after one place- 
ment had been made, He said there was no obligation on the 
Carrier to undertake such services by placing the cars within 
the plant but that a carrier might not perform such extra serv- 
ice for one shipper and refuse it to another competing shipper 
where conditions were similar. There was no burden upon the 


carrier to absorb the cost of such service when performed by 
the shipper if for commercial or manufacturing convenience 
the shipper excluded the carrier from performing the final place- 
ment by a single movement, but the service performed for com- 
peting shippers where the conditions were substantially similar 
had to be approximately equal, the examiner said. 

At the hearing, the examiner said, the Baltimore & Ohio 
and the Detroit, Toledo & Ironton signified their willingness 
and preference to perform the switching and spotting at the 
complainant’s plant on interstate shipments provided it should 
be done at their convenience. The examiner said that while a 
carrier might not be required to perform such services at the 
convenience of the shipper, the services that it did perform had 
to be adequate, reasonable and non-prejudicial. That did not 
require the placing of cars more than once or include respot- 
ting or reswitching unless the defendants performed reswitch- 
ing or respotting for competitors under substantially similar cir- 
cumstances. He said it was believed that under the evidence 
in this case, it was not unreasonable for defendants not to have 
performed the switching and spotting service at the complain- 
ant’s plant, particularly because the complainant preferred to 
perform the service with its own power and labor and receive 
an allowance therefor and did not request the defendants to 
perform it. He said that as defendants had preferred and now 
prefer to perform the service rather than pay an allowance they 
had a right to do so. But, he said, the complainant was entitled 
to service substantially equal to those performed by defendants 
at the plants of the complainant’s competitors at Wellston, Law- 
rence and Ironton. The transportation conditions at those 
plants, he said, were substantially similar. 

A witness for the complainant, the examiner said, testified 
that since 1916 the defendants had charged 5 cents per ton for 
spotting iron ore at Jackson and 3 cents for spotting it at Wells- 
ton. The examiner said that if those charges were provided 
for in the tariffs they should be equalized. 


PREPARED: ROOFING RATES 


In a report on No. 14313, Certainteed Products Corporation 
vs. Arkansas & Louisiana et al., and two sub-numbers there- 
under, American Asphalt Roofing Corporation vs. Arkansas & 
Louisiana et al., and Speer Hardware Company vs. Fort Smith 
& Western et al., Examiner John B. Keeler said the Commis- 
sion should find carload rates on prepared roofing, asphalt 
shingles, building and roofing paper, roofing cement, and related 
articles, from East St. Louis and Kansas City, to Oklahoma, 
Texas and eastern New Mexico, unreasonable to the extent (1) 
that from East St. Louis and Kansas City to Oklahoma points 
the existing rates exceed rates constructed by applying to the 
distances over direct routes embracing, as a maximum, the 
lines or parts of lines of no more than three carriers via ex- 
isting connections for the interchange of carload traffic, the 
so-called Memphis-Southwestern scale; (2) from East St. Louis 
and Kansas City to Texas points, to the extent that the present 
rates to existing destination groups in that state exceed rates 
constructed by applying to the representative fair average 
distances to the points within these respective groups, rates 
equal to the rates provided in the Memphis-Southwestern scale 
for such distances, except that the points in differential ter- 
ritory rates shall be made by adding the current class C dif- 
ferential to the common point rates herein provided for; and 
(3) from East St. Louis and Kansas City to points in eastern 
New Mexico to the extent that the existing rates exceed 80 
cents. 

As to fourth section relief, the examiner reviewed the relief 
granted in the Memphis-Southwestern case and said that similar 
relief should be granted to this case. Keeler said that repara- 
tion should be awarded on three shipments from East St. Louis 
to Fort Smith, mentioned in the complaint of the Speer Hard- 
ware Company, to the basis of 55.5 cents, but denied reparation 
as to other shipments. 


COMMISSION ORDERS 


The Commission has denied the petition filed by the Buf- 
falo, Rochester & Pittsburgh Railway Company asking for 
modification of the Commission’s order in No. 13413, in the 
matter of automatic train control devices, with respect to its 
installation. 

The Cracker Jack Company has been authorized to inter- 
vene in No. 15410, United Fig and Date Company et al. vs. A. 
G. S. R. R. et al. 

The Kansas Portland Cement Company has been given au- 
thority to intervene in No. 15428, Iola Cement Mills Traffic 
Association et al. vs. Arkansas Valley Interurban Ry. et al. 
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The Kansas Gas Belt Brick Manufacturers’ Association has 
been permitted to intervene in No. 15467, Acme Brick Company 
et al. vs. Abilene & Southern Ry. et al. 

Upon complainant’s petition, the Commission has reopened 
No. 13837, Payward Bros. Shoe Company vs. C. M. & St. P. Ry., 
for further consideration upon the record as made. 

The Commission has denied the motion of the Atchison, 
Topeka & Santa Fe Railway and others to vacate the order in 
No. 13345, in the matter of divisions of joint rates, fares and 
charges on traffic interchanged between the Missouri & North 
Arkansas R. R. Co. and its connections. 

The Commission has postponed the effective date of its 
order in No. 13930, Express Rates, 1922, in so far as it pertains 
to commodity rates applicable to the interstate transportation 
of articles of food. 

The Commission has denied the complainant’s petition for 
reargument in No. 12505, Grasselli Chemical Company vs. Di- 
rector-General, and C. R. R. of N. J. 

The complainants’ petitions for rehearing or reargument in 
No. 12813, Standard Oil Company (New Jersey) et al. vs. Di- 
recter-General, have been denied. 

The Commission has denied reconsideration in No. 12816, 
Hocking Valley Brick Company vs. Director-General and Hock- 
ing Valley Ry. Co. 

Complainant’s request for further hearing and rehearing in 
No. 13315, Arlington Silver Mining Company vs. Great North- 
ern Ry. et al., has been denied. 

The Commission has denied the complainant’s petition for 
reconsideration or rehearing in No. 13373, Rolph, Mills & Co. 
vs. Director-General. 

The Director-General’s request for reargument or recon- 
sideration of No. 13493, Acme Mills vs. Director-General, A. C. L. 
R. R. et al., has been denied. 

Complainant’s petition for oral argument or further hearing 
in No. 13805, Hale-Halsell Company vs. A. & V. Ry. et al., has 
been denied. 

The Commission has denied the request for reargument in 
No. 13955, Pittsburgh Crucible Steel Company vs. Director-Gen- 
eral, P. R. R. 

The Commission has denied the defendants’ motion to dis- 
miss the amended complaint in No. 15045, E. Fernandez & Co. 
vs. Southern Pacific R. R. Co. of Mexico et al. 

The Commission has denied the defendants’ motion, entered 
in No. 15288, Oklahoma Traffic Association et al. vs. Santa Fe 
et al., to dismiss the complaint therein, or to consolidate it with 


the complaint of the Corporation Commission of Oklahoma, 
Docket No. 13535. 


The Pittsburgh Vein Operators’ Association of Ohio and 
numerous other coal interests have been authorized by the Com- 
mission to intervene in No. 15423, the Northern West Virginia 
Coal Operators’ Association vs. B. & O. R. R. et al. 


The petition filed by the Kansas Gas Belt Brick Manufac- 
turers’ Association in No. 9702, Memphis-Southwestern Investi- 
gation, Commodity Rates, asking for a rehearing with respect 
to the rates on brick and related products, has been denied. 


The Commission, in denying the motion filed by the C. C. C. 
& St. L. Ry. and in granting the petition filed by David Eshel- 
man & Sons, has reopened No. 11894, Indiana rates, fares and 
charges, for further hearing, in so far as it relates to the rela- 
tion of state to interstate rates and unreasonable preference or 
prejudice as between intrastate and interstate commerce on sand 
and gravel, C. L., from Terre Haute, Ind., to St. Mary’s of the 
Woods, Ind., maintained prior to April 17, 1922. 

The Commission has reopened No. 13908, M. Cohn vs. C. M. 
& St. P. Ry., for further hearing for the purpose of finding who 
paid and bore the charges involved. 


The Commission has reopened No. 11980, Michigan Railroad 
Company vs. Pere Marquette Ry. Co. et al, for further hearing, 
solely for the purpos of determining the measure of’ the rates, 
and the equitable divisions in connection with the through routes 
and joint rates required to be established by previous orders. 


The Commission has reopened No. 12810, Columbia Quarry 
Company vs. Director-General, for further hearing, solely with 


respect to proof as to the payment and bearing of the freight 
charges involved. 


The Commission has extended the time within which parties 
may file briefs in No. 12964, Consolidation of Railroads, to Feb- 
ruary 9. 


The Brown Produce Company has been authorized to inter- 
vene in No. 15395, Live Poultry and Dairy Shippers’ Traffic As- 
sociation vs. Abilene & Southern Ry. et al. 

The effective date of the Commission’s order in Finance No. 
9, public convenience certificate to the Jackson & Eastern Rail- 


way Company, has been extended to and including December 31, 
1925. 


The Commission has reopened No. 11756, Bangor & Aroos- 
took R. R. Co. et al. vs. Aberdeen & Rockfish R. R. Co. et al., 
for further hearing and consideration upon the issues presented 
by the various petitions filed by the carriers involved. 

Upon receipt of advice that the complaint has been satis- 
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fied, the Commission has dismissed No. 14007, E. I. Du Pont 
De Nemours & Co. vs.. Director-General. 

Upon the request of the respective complainants, the Com- 
mission has dismissed the complaints in the following proceed- 
ings: 
No. 13074, the Northwestern Traffic & Service Bureau vs. 
Director-General; No. 13230, American Farm Bureau Federation 
vs, A. G. S. R. R. et al.; No. 13676, Boston Wool Trade Asso- 
ciation vs. Abilene & Southern et al.; No. 15238, Arizona Cor- 
poration Commission vs. Arizona Eastern et al.; No. 15247, 
Oklahoma Traffic Association vs. Santa Fe et al.; No. 15353, 
the Noyes Buick Company et al. vs. B. & M. R. R. et al., and No. 
15432, Burgess Battery Company vs. C. & N. W. Ry. 

Upon the complainant’s request, the Commission has dis- 
missed No. 15317, Sterling Salt Company vs. P. R. R. et al. 

The Colorado Portland Cement Company, the United States 
Portland Cement Company and Oklahoma Portland Cement Com- 
pany have been authorized by the Commission to intervene in 
No. 15427, Iola Cement Mills Traffic Assn. et al. vs. Abilene & 
Southern Ry. et al. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 13137, Semet-Solvay Company vs. 
Director-General, has asked the Commission to grant a rehear- 
ing therein, stating that it desires to submit further evidence 
as to volume of traffic and rate relationships on the commodity 
involved. 

Agent F. A. Leland has filed a petition with the Commission 
asking that the Commission modify its order in No. 9702, Mem- 
phis-Southwestern Investigation, permitting the withdrawal of 
“fron pull rods,” in straight caPloads, from the oil well supply 
description as shown in item 775, page 270 of Leland’s I. C. C. 
1645, temporarily, until the question of the analogy of iron 
pull rods and iron sucker rods has been adjusted. 

The complainant in No. 11659, Marion & Eastern Railroad 
Company vs. Chicago & Eastern Illinois R. R., W. J. Jackson, 
Receiver, et al., has asked the Commission to grant a rehearing 
therein. 

The defendants, Arizona Eastern Railroad Company and 
Southern Pacific Company, have asked the Commission to re- 
open the proceedings in No. 13139, Graham & Gila Counties 
Traffic Association vs. Arizona Eastern R. R. et al., for a re- 
> cane of the rates involved to Mesa, Ariz., and to Nogales, 

riz. 

The Director-General of Railroads has asked for reargument 
and reconsideration in No. 12727, Fairbanks, Morse & Co. vs. 
Director-General, alleging error in the Commission’s findings. 

The New York, New Haven & Hartford Railroad has asked 
the Commission to grant further hearing in No. 14971, Victor 
Petertyl vs. N. Y. N. H. & H.R. R. et al., so that it may introduce 
new evidence tending to show that the shipments in question 
were not misrouted. 

The Director-General of Railroads has asked for a rehearing 
or reargument in No. 13462, Aunt Jemima Mills Company et al. 
vs. Director-General et al. 

The Chesapeake & Ohio Railway has asked the Commission 


to grant a rehearing in No, 13158, Nelson Fuel Company et al. 
vs. C. & O. Ry. et al. 


Il. AND S. ORDERS 

In I. and S. No. 2021, the Commission has suspended, from 
January 19 until May 18, schedules as published in supple- 
ment No. 5 to Jones’ I. C. C. No. 1462 and supplements Nos. 
37, 22 and 5 to Leland’s I. C. C. Nos. 1564, 1619 and 1641, re- 
spectively. The suspended schedules propose to establish for 
the first time specific commodity rates on insecticides or fungi- 
cides in carloads, from various points in defined territories to 
Texas. The following js illustrative of the resulting reductions: 


To Houston, Texas 


esent 
Other Proposed 
From Liquid Than Liquid Commodity 
Ge. Mee, Es icc sec i cacee 114% 120 76 
De i eee ee ae 106 109% 68 


In I. and S. No. 2020, the Commission has suspended, from 
January 19 until May 18, schedules as published in supplement 
No. 6 to the Chicago, Rock Island & Pacific I. C. C. No. C-11039. 
The suspended schedules propose to cancel the stopping in 
transit privilege to feed stock cattle, calves and sheep, Car- 
loads, at points on the Chicago, Rock Island & Pacific Railway, 
in Missouri, when shipments originate at points in Colorado, 
Kansas, New Mexico and various other western states and move 
under through rates to Chicago. 


SANTA FE EXTENSION 
The Atchison, Topeka & Santa Fe Railway Company has 
applied to the Commission for authority to extend its line in 
Noble county, Oklahoma, from Marland, a distance of approx!- 


mately 9.6 miles, to give service to a part of the Tonkawa oil 
field. 


Janu 


deci 
by § 
long 
pon 
mad 
favo 
a fe 
the 

for 


bers 
fore 
pen 
in t 
stuc 


and 
stor 


mrarAacetoaenwanoanas: 


ae 2s Se me oe 


os ws 


January 26, 1924 


SENATE COMMITTEE HEARINGS 


The Trafic World Washington Bureau 


The Senate interstate commerce committee, January 21, 
decided to begin hearings February 4 on the bill introduced 
by Senator Gooding of Idaho, providing for amendment of the 
long-and-short-haul clause, but the hearing was later post- 
poned to February 15. It was said an effort would be 
made to make the hearing brief. The committee adopted a 
favorable report on the Gooding propaganda resolution, in which 
a few minor changes were made. Senator La Follette informed 
the committee he would ask a hearing soon on his resolution 
for a reduction in rates on farm products and materials used 
by farmers. Chairman Smith said he desired that the mem- 
bers of the committee analyze rate and revenue statistics be- 
fore considering the La Follette rate-making bill and other bills 
pending before the committee which propose substantial changes 
in the interstate commerce act. He said the members should 
study the relation of rates to commodity values, the relation 
of rates on farm products to those on manufactured articles, 
and should ascertain the condition of the railroads. It is under- 
stood he has asked the Commission and the Bureau of Railivay 
Economics for detailed statistics on rates and revenue. 


BROOKHART’S RATE VIEWS 


The Trafic World Washington Bureau 


In a speech in the Senate on agricultural conditions, Senator 
Brookhart of Iowa said: 


What is the economic situation of transportation from the 
farmer’s standpoint? We can start with this theory of the 
law: Before the present transportation act was enacted at 
all, under the common law and under the Constitution the 
transportation companies were entitled to charge and the people 
were compelled to pay a rate high enough to yield them a reasonable 
or aedquate return upon their prudent investment at least. That 
in itself is a guaranty; it is the strongest kind of a guaranty. If the 
present transportation act shall be repealed, the law will remain some- 
thing like that, in spite of anything Congress may do, because the 
Constitution gives to public utilities that sort of a guaranty. 

In addition to that, the present transportation act by its 
machinery of valuation put a value, in round numbers, of 
$19,000,000 upon the railroads of the United States, when, in fact, 
the market value of the stocks and bonds, representing all their 
value, was at the very time less than $12,000,000,000. Therefore, 
under the guaranty of this law, they are entitled to another 
return off the farmers and the people of the United States in 
order to pay them dividends upon that $7,000,000 of water. 

As the farmer looks over his $32,000,000,000 of deflation which 
put him far down below pre-war values, he has no hesitancy in 
saying that this valuation of the railroads should be reduced 
down at least to its actual market basis. The rates on farm 
products are 60 or 70 per cent higher than they were before the 
war, and the farmer pays the freight. When one reads about 73- 
cent corn in Chicago that does not mean 73-cent corn to the 
farmer. The farmer must pay the freight into Chicago and the 
expense of delivering the corn there. In my state it would mean 
that on an average the price of corn would be less than 60 cents 
to the farmer out on the farm. Then the farmer himself would 
have to haul the corn to the railroad station. 


Governmental action again has wrought this inequality in freight 
rates against the farmer, and naturally the farmer uses it as an 


argument for governmental action in correcting his own economic 
difficulties. 


RAILROAD BILLS IN CONGRESS 


The first bill directing the Commission to require the rail- 
roads to sell mileage books at reduced rates introduced since 
the decision of the Supreme Court holding invalid the order 
made by the Commission in the mileage book case was intro- 
duced January 23 by Representative Wolff, of Missouri. It is 
expected that a number of similar bills will be introduced, The 
Wolff bill directs the Commission to “fix and establish on all 
Passenger-carrying railroads a system of interchangeable mile- 
age books of one thousand and two thousand miles each for the 
use of commercial travelers, to be sold them by the railroad 
companies at a rate of 20 per centum less than the regular pas- 
senger-fare rates.” 

Representative Mead, of New York, has offered a joint reso- 
lution (H. J. Res. 153) directing the Commission to report to 
Congress what steps have been taken to enforce the Com- 
mission’s order directing certain railroads to equip their trains 
with automatic train-control devices. The resolution refers to 
the New York Central wreck at Forsyth, N. Y., in December. 

Representative Newton, of Minnesota, member of the inter- 
state commerce committee, has introduced H. R. 6058, which is 
identical with the bill introduced last week by Senator Cum- 
Mins providing for amendment of paragraph 3 of section 16 of 
the act. (See Traffic World, January 19, p. 154.) 

Representative Ayres of Kansas has introduced a bill (H. R. 
5720) to amend paragraph 3 of section 16 of the interstate com- 
merce act so that “all complaints for recovery of damages shall 
be filed with the Commission within three years from the time 
the cause of action accrues and not after,” etc. 

Representative Morrow of New Mexico has introduced by 
request a bill (H. R. 5718) to repeal sections 18, 19, 20 and 22 
of the interstate commerce act. The bill was introduced on 
request of the Colorado, Columbus & Mexican Railroad Com- 
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pany, according to Mr. Morrow’s secretary. The Commission re- 
cently denied an application of the company for authority to 
build a railroad in the southwest. 

Representative Jost of Missouri has introduced a bill (H. R. 
5794) to amend paragraph 12 of section 20a of the act for the 


purpose of defining the qualifications of directors of interstate 
carriers. 


Representative Cooper of Ohio has introduced a bill (H. R. 
5836) to amend the boiler inspection act. ° 

Senator Cummins has reintroduced a bill (S. 2055) to 
amend section 10 of the interstate commerce act by striking out 
paragraph 3 thereof and substituting new language. The bill 
provides a maximum fine of $5,000 and two years’ imprison- 
ment, or both, for conviction on the charges of attempting to 
obtain or obtaining transportation of property at less than the 
regular rates by false billing, false classification, false weigh- 


ing, etc., and of attempting to obtain or obtaining payment of 
false claims. 


The senator also has reintroduced the bill (S. 2056) to pro- 
tect further interstate and foreign commerce against bribery 
and other corrupt trade practices. He also has reintroduced 
a bill (S, 2057) to amend the boiler inspection act; and (S. 2059) 
to amend section 10 of the Clayton anti-trust act to relieve car- 
riers of some of the restrictions of that section. He has intro- 
duced a bill (S. 2058) providing that the interstate commerce . 


act, safety appliance acts and the valuation act shall not apply 
to the Territory of Hawaii. 


CAPPER URGES REPEAL OF 15-A 


The Trafic World Washington Bureau 


In his first railroad speech this session, Senator Capper, of 
Kansas, recognized as the leader of the farm bloc in the Senate, 
this week declared for reductions in freight rates as a measure 
of relief for the farmers and urged repeal of section 15-a and 


restoration of state control over rates. Senator Capper said, in 
part: 


_ Agricultural conditions have improved somewhat in a few local- 
ities in the past year, but, taking the country as a whole, the farmer 
still is greatly in need of help. He is carrying more than his share 
of the burden. His prices are out of balance with everything else. 
For three years he has been obliged to sell his wheat for less than 
cost of production. His dollar is worth one-third less than any 
other dollar. : 

The farmer’s problems ‘should have the first attention of this 
Congress. We can have no real prosperity in this country until the 
farmer receives a fair return for his labor. There must be a fairer 
relationship between the results of the farmer’s labor and the results 
of the labor of others. 

Just now the most important suggestion for the relief of the 
farmer is a substantial reduction in transportation costs. Freight 
rates are entirely out of line with the prices received by farmers and 
stockmen. 

Mr. President, experience of the last three years has shown 
that many of the provisions of the transportation act of 1920 are 
inequitable and burdensome; in fact, the whole rate structure must be 
simplified. There must be rate adjustments and reductions that 
will relieve the great burden now carried by agriculture. 

The Interstate Commerce Commission itself in its annual re- 
port this month acknowledges the need of revision in the direction 
of harmonious and logical rate structures. Agriculture suffers more 
today from the lack of these harmonious and logical relations than 
from any other cause. The bill which I introduced last year to re- 
peal section 15-a, which includes the so-called guaranty provision 
of the transportation act, I again bring before this body. It is a 
step in any real solution of the railroad problem. 

With more than three years of higher-than-war-freight rates, 
which railway executives themselves admit netted the class 1 roads 
in 1923 a clear billion of dollars in operating earnings, public sentiment 
for rate reduction gathers increasing momentum. 

Mr. President, I have become an advocate of lower rates through 
seeing the urgent necessity for them, a necessity now far more 
urgent than are these rates to the roads. I am in no sense hostile 
to railroads. I want the railroads to be on a prosperous basis, and 
will not knowingly \encourage a program that will cripple the trans- 
portation lines. They must be in position to give us good service. 
But I do think with the roads doing a larger volume of business at 
a higher level of rates than ever before in all history, that the time 
has arrived when they should reduce their charges on grain and live- 
stock, now selling at low prices, and failing that. they should be 
made to reduce them. I know that all farm and livestock associa- 
tions and many business organizations throughout the West are de- 
manding immediate relief from excessive transportation costs. 

There is one fact, Mr. President, that none of us can brush aside, 
nor deny. It is that excessive freight rates are injuring the farmer 
and’ stockmen and have been injuring him for more than three years. 
Nothing that any of us may say can change that fact, nor that 
farmers and stockmen have been the greatest sufferers. At heavy 
cost to themselves they stood by the railroads in their time of need, 
although in far greater need themselves. The roads, now undeniably 
prosperous, should help lift the farmer and stockman to his feet in 
the common cause of the genral good. Agriculture is in a more 
critical condition today than were the railroads five years ago when 
they appealed to the government for aid and got it. Transporta- 
tion rates were almost doubled in response to that appeal, and the 
farmer has paid a big part of the bill, notwithstanding he has been 
in no condition to pay it. Is it any wonder he looks to the govern- 
ment for relief, now that he is facing a crisis more serious than 
that which faced the railroads? While the railroads insisted they 
could not afford to grant the very reasonable request of the Presi- 
dent for a reduction in freight rates on grain for export to help 
the farmers and the country, the railroad executives have of their 
own volition made a sweeping general reduction in rates of more 
than 29 per cent wherever there is water competition, in order to 
stamp out river navigation, and they have done this at _the ex- 
pense of their farmer rate-payers to break down water competition 
and keep them, if ssible, from obtainng even this relief. 

Mr. President, I am frank to say I can see no permanent good 
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nor future stability for our system of railway transport undec section 
15a of the transportation act. Section 15a prescribes an arbitrary 
rule for the Interstate Commerce Commission to follow, based upon 
the production of aggregate net railway operating income. This 
rule was entirely new and untried and has proven unsuccessful either 
in the production of revenue or the making of reasonable rates that 
the great agricultural business of this country can afford to pay. 

here are 18 paragraphs of this section 15a. The basis of the 
calculation is the establishment of an aggregate valuation, not of 
particular railroads, but all those in a geographical group and to 
compute what rates would produce in the aggregate a net railway 
operating income of 5% per cent figured as a fair return by the 
commission. 

Rates are arbitrarily fixed by the commission to bring a return 
of 3 per cent on the reproduction value of every transportation line 
whether or not the investment was prudently made or the property 
efficiently managed. That is why the public often regards section 
15a as a guaranty to the railroads, although it does not as a matter 
of fact directly guarantee anything to the carriers. We are demand- 
ing the repeal of this section 15a because rates are determined with 
regard to the ability of badly: organized or located or capitalized or 
managed roads to earn a profit on an investment the proper calcu- 
lation of which is in dispute, thereby establishing rates that earn 
excessive profits on well organized systems. Roads which should not 
have been built and others which always have lost. money for their 
owners are given a value two or three times their actual worth. 
No account is taken of improvidence of investment. Roads which are 
grossly mismanaged are put on the same basis as the efficiently 
managed property. The strong carriers make the necessities of the 
weak carriers the justification for taking more from the public than 
the public should be compelled to pay. 

The recapture provision of section 15a is a farce. It encourages 
extravagance and padded expense accounts by the prosperous roads. 
. While the big railway systems are enjoying prosperity it is doubtful 
whether the government will make much headway collecting the ex- 
cess earnings over 6 per cent, one-half of which it is stipulated in 
the transportation act shall go into a fund for lame-duck roads. 

Mr. President, the repeal of section 15a as proposed in my bill, 
S. 91, will leave the Interstate Commerce Commission free to ex- 
ercise its power according to its judgment, to adjust and prescribe 
rates as the circumstances may seem to the commission to justify 
and at the same time conform to the fundamental principles of the 
law that rates shall be just and reasonable. That means, of course, 
just and reasonable rates not merely for the railroads but for the 
shippers and the public, giving proper weight to every fact and 
circumstance which according to the judgment of the commission 
should affect both private and public interests. That always has 
been the fundamental principle of the regulation of rates provided 
for by the act to regulate commerce and similar acts passed by the 
legislatures of the various states and contained in the constitution 
of many states. 

Mr. President, since the basis for adjustment of rates is not 
railway operating income it necessarily includes the rates and 
revenue prescribed by state authority in intrastate traffic, and thus, 
as the law stands, the states having no authority except what the 
Interstate Commerce Commission shall see fit to permit them to 
exercise. Paragraphs 3 and 4 of section 13 of this act, providing 
for procedure in cases involving controversies pertaining to state 
‘ rates, are therefore repealed by the bill, but the provisions of para- 
graph 4 of section 13 providing for co-operation between the Inter- 
state Commerce Commission and the authorities of the states having 
control of rate regulation is reenacted by section 3 of this bill, in such 
way, however, as to preserve the rights of the states excent where 
it is found that there is a specific unjust discrimination arising from 
the state rates. In that event, no attempt is made to deprive the 
Interstate Commerce Commission of power to prevent such a dis- 
crimination. 

The right of the railroads to prevent the commissions, either 
state or interstate, from prescribing rates which would be noncom- 
pensatory or so unjust or unreasonable as to be confiscatory within 
the established precedents of the Supreme Court of the United States 
in the great body of the law is left entirely unaffected by this bill. 
The railroads have the same protection precisely as they have always 
had under the Constitution both of the United States and of the 
states which have always afforded ample protection. 


RATE ON RYE DOLLAR A BUSHEL 


Representative Tillman, Fayetteville, Ark., in a speech in the 
House on the necessity “for immediate relief of farmer and con- 
sumer,” urged freight rate reductions. Said he: 


John Hulse, a Republican, living near Prairie Grove in my 
county, told me last summer that he bought 6 bushels of rye in 
Kansas, not the kind prohibited by Volstead, but the kind you sow in 
the fertile fields around that garden spot known as the Prairie Grove 
Valley. He said he paid 60 cents a bushel for rye in Kansas, a 
short distance away, and the transportation charges were $1 on 
each bushel. Write John and ask him wnat he thinks of the 
Republican legislation that made this outrage possible. 

I am friendly to the railroads. They are a public necessity. The 
farmer does not hate railroads; he likes them, but he does not 
want them to absorb the value of his shipments, asd then call 
on him for a balance besides, as they sometimes actually do. I 
have no desire to destroy or to cripple them, but why should they 
worry? Freight costs are from 50 per cent to 80 per cent above 
what they were in 1913. During 1923, there were more than 21 weeks 
in which more than 1,000,000 railway cars each week were loaded 
with revenue freight, the best record ever made by the carriers. They 
had a most prosperous year. Now if they are unusually prosperous 
and the farming interests unsually depressed, an evening-up process 
should be inaugurated so that the producers may enjoy their share 
of the prosperity made possible by them for the carriers. The 
shipper is the carrier’s meal ticket. 


VALUE AND RATES 


Bird M. Robinson, president of the American Short Line 
Railroad Association, has issued the following circular letter 
on the relation of value of railroad property to freight rates: 


Did you ever stop to think how little the value affects the freight 
rate? 

All the Class 1 railroads in the United States were valued (for 
rate making purposes) as of Dec. 31, 1922, at $18,775,164.000. 

It has been proposed in some quarters, allegedly in the interest cf 
farmers and other shippers, that the value of railway property be 
materially reduced as the way to bring down freight rates. 

In the face of the fact that the present value was legally set by 
a government body at a figure which is too low already, such a step 
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would be such an unconstitutional confiscation as would be an almost 
unthinkable proposition—but suppose it is thought of for a moment, 
would reduction in value benefit the shipper, and by how much? 

Let us see. All the Class 1 railroads in the United States were 
valued for rate making purposes as of Dec. 31, 1922, at $18,775,164,000. 


The total net railway operating income for the year 1922 for 
those roads was $776,665,960. 


These earnings were at the rate of only 4.14 per cent of the above 
valuation. 


Suppose that valuation was cut in half, so it would stand at only 
$9,387,582,000. 


On that half value the total net railway operating income for the 
entire year 1922 would have been at the rate of 8.28 per cent. 

The rate of return on the value of railroad property for the year 
1922 was fixed under the law at only five and three-quarters per cent 
(5% per cent), but there is no guarantee of this. 

From the total net railway operating income for 1922, after pay- 
ing 5% per cent on half the value as aforesaid, there would have 
been an excess of only $236,879,997. : 

Now to apply the excess. First, we know that the reads derive 
their earnings from the transportation of freight, passengers, mail, 
express, and a few other sources. In 1922, the public freight bill of 
the roads’ freight earnings was $4,007,014,655. 

Second, apply the aforesaid excess earnings of $236,879,997 to a 
reduction of the aforesaid freight bill of $4,007,014,655, and we find 
that the reduction in freight rates would be only 5.91 per cent. 

Suppose all value was disregarded. Reduce the valuation of the 
roads to nothing. Make them totally without any value. Consider 
their entire earnings as excess and apply all that excess to a reduc- 


tion in freight rates. This would only reduce the freight rates 19.2 
per cent. 


DILLON TO STOCK GROWERS 


“It is one thing to demand rate reductions, but quite another, 
and very much more serious thing, to tell how such reductions 
are to be made,” said Charles Dillon, assistant to the chairman 
of the Western Railway Presidents’ Committee on Public Rela- 
tions, speaking before the Colorado Stock Growers’ Association 
at Denver, January 24. He declared that the effect of freight 
rates on the general agricultural and live stock economics of the 
country had been “magnified beyond all reason.” 

“The man who tells railway employees that he will get them 
higher wages and who tells the farmer that he will get him 
lower freight rates is a perfect type of demagogue,” said he. 
Railroad executives, he declared, had a genuinely human under- 
standing of the farmer’s troubles, but it was not possible to re- 
duce rates unless costs could be reduced, and he called atten- 
tion to the fact that the carriers had not yet been able to earn 
a fair return on their investment. 

He pointed to the dangers of what he called “radical misin- 
formation” about the importance of freight rates on farm prod- 
uct and cited many specific examples of the actual part of the 
price of cattle and farm products constituted by the freight rate 
and how the prices the farmer got seemed to feel small influence 
from the changes in his small factor. He declared that there 
was little agricultural depression except in the case of the wheat 
farmer in some localities and said the prices of all but four farm 
products had shown increases in the last year. 





AGAINST CHANGES IN ACT 


. Resolutions protesting against Congress changing the trans- 
portation act adopted by the Bakersfield Civic Commercial Asso- 
ciation, the Northern California Counties Association, and the 
chambers of commerce of Exeter, Healdsburg, Kingsburg, Pa- 
jaro Valley, Pittsburg, San Francisco, San Gabriel, St. Helena, 
Turlock and Yuba county, all of California, have been submitted 
to the Senate by Senator Shortridge of that state. 

Senator Curtis of Kansas has submitted resolutions adopted 
by the Abilene Commercial Club of Abilene, Kan., protesting 
against any amendment to the transportation act. 


MORRIS TO WAREHOUSEMEN 


A ten-fold increase in refrigerator cars in the last twenty 
years is an indication of the improvement the carriers have 
made in the service given on perishable commodities, said C. D. 
Morris, assistant to the chairman of the Western Railways Com- 
mittee on Public Relations, speaking before the annual conven- 
tion of the American Warehousemen’s Association at Houston, 
January 23. ; 

“I am impressed every time I go to my -breakfast table,” 
declared Mr. Morris, “with the magnitude of what has been done 
for my comfort by those engaged in the work of distributing food 
products. Before me are oranges, bananas, grapefruit or similar 
products of the soil, grown long distances from where I happen 
to be at the time, and placed at my hand without effort on my 
part and at immaterial cost to me. In no other line of endeavor 
has more satisfactory results followed the determined effort of 
the American business man io meet every possible emergency 
presented in the conduct of his business.” 

He outlined many of the difficulties that must be overcome in 
handling this class of freight, its seasonable nature, and the 
heavy return movements of empty cars. Speed of handling had 
been perfected to a high degree, he said, citing that a 50-car 
train of refrigerator cars could be iced in less than an hour. 

He advocated Commission regulation of intercoastal rates 
and said that the transportation act should not now be changed. 
He attacked the proposals of Senator La Follette and other radi- 
cals in what he characterized as attempts to confiscate the 
property of the carriers by means of adverse legislation. 
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CUMMINS’ CONSOLIDATION BILL 


The Trafic World Washington Bureau 


Senator Cummins introduced his bill providing for amend- 
ment of.the consolidation provisions of the transportation act 
and federal incorporation of railroads, January 24. The bill is 
in two parts, the first dealing with amendments to the consoli- 
dation provisions of the act and the second with federal incor- 
poration of railroads. 

The.measure follows the general plan Senator Cummins indi- 

cated in an interview in The Traffic World of November 10, p. 
1132. It is in line with the recommendations made to Congress 
by President Coolidge in his message of December 6, 1923, on 
the subject of railroad consolidation, and with the views of 
Secretary Hoover, as outlined in his last annual report (see 
Trafic World, December 8, pp. 1397 and 1399). 
: The first section of the bill provides that paragraph 2 of 
section 5 of the interstate commerce act, which authorizes the 
Commission to approve acquisition of control of one carrier by 
another short of consolidation, shall cease to be in effect after 
passage of the bill, except as to supplemental orders. 

While the bill would repeal paragraph 2 of section 5, under 
which the Commission may authorize a carrier to acquire control 
of another carrier, it provides for consolidations prior to the 
announcement of a plan or plans by the Commission. Such 
consolidations will have to be held by the Commission to be 
in line with the objects sought with reference to creation of a 
limited number of systems. 

The bill then amends paragraphs 4, 5 and 6 of section 5 
along the following lines: The Commission is directed to pre- 
pare and adopt a plan for the consolidation of the railroads 
into a limited number of systems as under the existing law. 
It may omit from systems terminal properties and parts of sys- 
tems included in a system in the plan. It may publish alterna- 
tive consolidation plans and modify said plan or plans after 
adoption. 

A period of two years from the date of passage of the 
act is provided for absolute voluntary action by the carriers 
with respect to consolidating under the adopted plan or plans. 
At the expiration of the two years, provision is made for the 
appointment by the Commission of committees to be known as 
“consolidation committees” to take steps toward effecting con- 
solidations. The bill provides that the “voluntary” period for 
consolidations shall continue for seven years from the date of 
passage of the act, or until adoption of the plan of consolidation 
if not adopted prior to the expiration of the seven years. The 
effect of this is to allow a period of five years after the two 
years for consolidations to be effected through co-operation with 
the consolidation committees. The Commission may require rail- 
way properties to be made available for common use, aS pro 
vided in the plan of consolidation. At the end of the voluntary 
period of seven years, provision is made for adjustment of divi- 
sions of rates, etc., by the Commission as between carriers in 
any “incompleted system” so that the result as to net railway 
operating income will be the same for each carrier in said sys- 
tem as if the carriers were actually consolidated into one system. 
Provision is then made for action on the part of any Carrier or 
carriers owning the major part of the main track mileage within 
any system to acquire by condemnation the remainder of main 
track mileage and the other railway properties within the sys- 
tem under supervision of the Commission and under order of 
the Commission. This is the “compulsory” part of the bill. The 
remainder of the bill deals with the subject of federal incorpora- 
tion. 

Although there is little prospect for the bill being passed 
in the present session of Congress, the measure is regarded as of 
importance because it not only reflects the views of.Senator 
Cummins but also of Secretary Hoover and the administration. 

The full text of Senator Cumming’ railroad bill is as follows: 


TITLE ONE—AMENDMENTS TO CONSOLIDATION PROVISIONS 
OF THE INTERSTATE COMMERCE ACT. 


Section 1. That paragraph (2) of section 5 of the Interstate Com- 
merce Act, as amended, is amended by adding at the end thereof a 
new sentence, to read as follows: ‘‘This paragraph shall cease to be 
in effect upon the passage of the Railroad Consolidation Act of 1924; 
except that thereafter the Commission may continue to make supple- 
mental orders under paragraph (3) in respect of any order which 
was made under this paragraph before the passage of such act.” 

Sec. 2, That paragraphs (4), (5), and (6) of section 5 of the 
interstate Commerce Act, as amended, are amended, to read as fol- 
ows: 

(4) The Commission shall as soon as practicable prepare and 
by order adopt a plan for the consolidation of the railway properties 
of the continental United States into a limited number of systems. 
In the division of such railway properties into such systems under 
such plan, competition shall be preserved as fully as possible, and 
wherever practicable, the existing routes and channels of trade and 
commerce shall be maintained. Subject to the foregoing require- 
ments of this paragraph, the several systems shall be so arranged 
that the cost of transportation as between competitive systems and 
as related to the values of the properties through which the service 
is rendered shall be the same, so far as practicable, so that these 
Systems can employ uniform rates in the movement of competitive 
traffic and under efficient management earn substantially the same 
ot of return upon the value of their respectiv railway properties. 


n its plan the Commission may, to such extent as it finds the public 
interest requires— 
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“(a) Omit from the systems terminal properties, including main 
line tracks for a reasonable distance outside the terminals; and either 
omit from all the systems or include in any one of the systems, prop- 
erties comprising any section of railway lines; if the Commission 
further finds that the properties are or ought to be available for 
common use by two or more systems. The Commission shall in its 
plan designate the extent to which such systems shall have the com- 
mon use of such properties. 

“(b). Provide for the extension or abandonment of the properties 
of any system, or for the enlargement of the properties of terminals 
or lines that are, under subdivision (a}, omitted from the systems. 
Where terminal properties are to become, under the plan provided 
for in this paragraph, a part of a system, the Commission may, in 
its order adopting the plan as authorized in paragraph (5), attach 
such conditions as will insure the joint use, in the public interest, of 
such terminal properties by such system in connection with any 
other system or systems. 

““(5) When the Commission has agreed upon a tentative plan 
it shall give the same due publicity and, upon reasonable notice, in- 
cluding notice to the governor of each state, shall hear all persons 
who may file or present objections thereto. The Commission is 
authorized to prescribe a procedure for such hearings and to fix a 
time for bringing them to a close. After the hearings are at an end, 
the Commission shall by order adopt a plan for such consolidation 
and publish the same, or it may adopt and publish alternative plans 
if in its judgment more than one plan would fulfil the requirements 
of paragraph (4), and if it finds that alternative plans would facilitate 
the voluntary consolidations hereinafter in this section provided for. 
The Commission may at any time after the adoption of such plan or 
plans, either upon its own motion or upon application, reopen the 
subject to such extent as it deems advisable, for the adoption and 
publication, after notice and hearing as above provided in this para- 
graph, of such modifications as in its judgment will promote the 
results sought and described in paragraph (4). As used hereinafter 
in this section, the term ‘plan’ means any plan or alternative plan, 
including all modifications thereof, if any, adopted and published 
under this paragraph. 

““(6) It shall be lawful for two or more carriers to carry out the 
consolidation of the railway properties, or any part thereof, of any 
system, by a reorganization approved and authorized by the Commis- 
sion under paragraph (7) or (8). For the purpose of this section, the 
term ‘reorganization’ means— 

“(a) <A consolidation or merger of two or more carriers; 

“(b) A reincorporation of a carrier, as a federal railroad cor- 
poration, under Title II of the Railroad Consolidation Act of 1924: 

“(e) An acquisition of any part of the properties of a carrier; 

“(d) An acquisition of the right to operate any part of the rail- 
way properties of a carrier; or 


*(e) An acquisition of securities of a carrier in pursuance of an 
arrangement to acquire control of such carrier, directly or indirectly, 
through voting power or otherwise; or an acquisition of securities 
of a carrier in which control has been so acquired. 


“(7) If two or more carriers propose a reorganization plan prior 
to the expiration of two years after the passage of the Railroad Con- 
solidation Act of 1924, the carriers shall jointly apply to the Com- 
mission for approval of the.plan. Thereupon the Commission shall 
notify the governor of each state in which any part of the properties 
sought to be consolidated are situated, and the carriers involved in 
the proposed reorganization, of the time and place for a public hear- 
ing. If after such hearing the Commission finds (a) that the public 
interest will be promoted by the reorganization, (b) that the reorgani- 
zation consolidates or furthers the consolidation of the railway prop- 
erties of the carriers into one corporation for ownership, management 
and operation, (c) that the reorganization will, in the judgment of 
the Commission, promote the results sought and described in para- 
graph (4), or, if a plan of consolidation has been adopted and pub- 
lished, is in harmony with such plan, and (d) that the conditions of 
paragraph (10) will be fulfilled, it may enter an order approving the 
reorganization plan and authorizing the reorganization with such 
modifications: and upon such terms, conditions, and in accordance 
with such procedure, as it may prescribe. Thereupon the reorgani- 
zation may be effected in accordance with such order, if all the car- 
riers involved assent thereto, the law of any state or the decision or 
order of any state authority to the contrary notwithstanding. The 
assent of any such carrier shall be held to be given if the holders of 
at least a majority of the voting shares of the carrier approve the 
reorganization plan at a shareholders’ meeting. The reorganization 
plan may provide for the organization of, or reincorporation of a 
carrier as a federal railroad corporation under Title II of the Rail- 
road Consolidation Act of 1924, by incorporators designated in the 
plan or by at least a majority of the directors of such carrier re- 
spectively. 

(8) If, after the plan of consolidation has been adopted (but 
not before the expiration of a period of two years after the passage 
of the Railroad Consolidation Act of 1924), the railway properties 
within any system have not been consolidated into one corporation 
for ownership, management and operation, the Commission shall ap- 
point for the system a committee to be known as a ‘Consolidation 
Committee.’ Each such committee shall be composed of a repre- 
sentaitve, who shall be a member of.the Commission to be selected by 
it, and two representatives of each of the carriers any part of whose 
railway properties are within the system, one for the shareholders 
and one for the creditors, respectively, to be selected in accordance 
with regulations prescribed by the Commission. Vacancies in the 
membership of the committee shall be filled in the same manner as 
the original selection. No vacancy or failure to select a member of 
the committee shall extinguish or diminish the powers or duties of 
the committee or the remaining members thereof. It shall be the 
duty of the committee to ascertain the value of the railway properties 
within the system, of the carriers who have appointed representa- 
tives upon the committee, by taking the final value thereof as deter- 
mined under section 19a of the Interstate Commerce Act, as amended, 
and by adding thereto, the value of additions and betterments made 
subsequent to the time of valuation and deducting therefrom depre- 
ciation suffered and the value of any part of the property which has 
been abandoned, sold, or otherwise retired, since such time, Each 
such committee shall also determine the value of each class or kind 
of the outstanding securities of such carriers, and shall prepare, and 
if agreement can be reached, determine upon the exchange of securi- 
ties or other form of reorganization regarded as the most expeditious 
and practicable way of bringing about the consolidation, and upon 
the terms, conditions and procedure for the reorganization. If the 
committee cannot determine upon any of such matters, it shall so 
report to the Commission, which shall thereupon take the whole sub- 
ject into consideration’ and submit to the committee its views thereon. 
Whenever such matters have been determined and included in a 
reorganization plan in respect of carriers whose properties comprise 
the whole or any part of the railway properties within the system, 
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and agreed upon by all the members of the committee representing 
the Commission and such carriers, such members may jointly apply 
to the Commission for approval of the reorganization plan. If upon 
such application the Commission finds (a) that the public interests 
will be promoted by the reorganization, (b) that the reorganization 
is in harmony with the plan of consolidation and consolidates or 
furthers the consolidation of the railway properties of the system 
into one corporation for ownership, management and operation, and 
(c) that the conditions of paragraph (10) will be fulfilled, it may 
enter an order approving the reorganization plan and authorizing 
the reorganization in accordance therewith, or disapproving and 
directing the modification of the plan in particulars specified in the 
order. If disapproved, new reorganization plans may be agreed upon 
and application for reorganization in accordance therewith made and 
acted upon in the same manner as an original reorganization plan 
and application. Upon the approval of the reorganization plan, the 
reorganization may be effected in accordance with the order of the 
Commission, the law of any state or the decision or order of any 
state authority to the contrary notwithstanding. The reorganization 
plan may provide for the organization of, or the reincorporation of a 
carrier as, a federal railroad corporation under Title II of the Rail- 
road Consolidation Act of 1924, by incorporators designated in the 
plan, or by at least a majority of the directors of the carrier. 

(9) Any corporation which has acquired 51 per centum or more 
of the outstanding voting shares of any carrier whose railway proper- 
ties are within the system, may, if authorized by the Commission, 
condemn the remaining securities of such carrier as provided in sec- 
tion 235 of the Railroad Consolidation Act of 1924. 

**(10) No reorganization plan shall be approved by the Commis- 
sion under paragraph (7) or (8)— 

“(a) If the reorganization plan provides for the payment of 
rents upon railway properties in excess of a fair return upon the 
value of such properties, as determined by the Commission. 


“(b) Unless the reorganization plan prohibits the issuance at any 
time by any carrier of securities, the aggregate par values of which, 
plus the aggregate par values of its outstanding securities, will at 
such time exceed the value (as determined by the Commission or the 
Consolidation Committee in case of a reorganization approved under 
paragraph (7) or (8), respectively), of the properties of the carrier 
and of the properties to be acquired with the proceeds of the issue. 
For the purpose of this subdivision, the amount of the par values of 
the outstanding securities includes, in the case of shares without a 
par value, the amount of the consideration fixed for such shares. 
The issuance of securities by such carrier in violation of the plan of 
reorganization shall have the same effect as the issuance of securi- 
ties by a carrier without having first obtained the authorization 
therefor under section 20a. 

(11) After the issuance of the order adopting the plan of con- 
solidation, a reorganization of two or more carriers shall be effected 
only in accordance with the provisions of this section (other than 
those of paragraph (2)). 

(12) The provisions of section 20A (other than those of para- 
graph (10)) shall not apply to any issuance of securities, if made in 
accordance with the terms and conditions of an order issued under 
paragraph (7) or (8) approving a reorganization. The provisions of 
paragraphs (18),#(19), and (20) of section 1 shall not apply to any 
extension, enlargement or abandonment of properties, provided in the 
plan of consolidation, if made in accordance with the terms and con- 
ditions of an order issued under paragraph (7) or (8), nor shall such 
paragraphs apply to any construction, acquisition, or operation of 
lines, or transportation over such lines, in pursuance of the exten- 
sion, enlargement or abandonment. 

**(13) The Commission may at any time by order require rail- 
way properties to be made available for common use, as provided in 
the plan of consolidation. The terms of such use, and the compen- 
sation and damages therefor, shall be agreed upon, fixed, paid and 
recovered, in accordance with the provisions of paragraph (4) of sec- 
tion 3. The Commission may, without compliance with paragraph 
(21) of section 1, at any time by order require a carrier to extend or 
enlarge its properties, as provided in the plan of consolidation. Any 
refusal or neglect to comply with the order shall render the carrier 
liable as provided in such paragraph. For the purposes of this para- 
graph a carrier may, if authorized by the Commission, exercise the 
power of eminent domain as provided in Section 234 of the Railroad 
Consolidation Act of 1924. 

(14) (a) No stamp tax shall be levied or collected under the 
revenue laws of the United States in respect of the issuance, sale, 
agreement to sell, memorandum of sale, delivery, or transfer, of 
any security in pursuance of a reorganization in accordance with a 
plan of reorganization approved by the Commission under this section. 

(b) Gain or loss upon the sale or other disposition of property, 
and income from any distribution, in connection with any such plan 
of reorganization, shall not be recognized or taxed to the transferer, 
transferee, or distributee, under the revenue laws of the United 
States; but the basis for determining gain or loss upon the subse- 
quent sale or other disposition of such property or of any evidence 
of interest in a corporation making any such distribution, and the 
basis upon which depletion, exhaustion, wear and tear, and obsoles- 
cence are to be allowed in respect of such property, shall be prop- 
erly adjusted in accordance with the exemption, under regulations 
prescribed by the Commissioner of Internal Revenue with the ap- 
proval of the Secretary of the Treasury. 


(c) No reorganization in accordance with any such plan of re- 
organization and no incorporation or reincorporation, or issuance or 
exchange of evidences of interest or indebtedness, or gain from the 
sale or other disposition of property or income from any distribution 
in connection therewith, shall be subject to tax by the several states. 

(15) That acts and proceedings provided for in parapraphs (6), 
(7), (8), (9), and (10), shall be known as the acts and proceedings 
in the period of voluntary action on the part of carriers composing 
any system, and their shareholders, holders of their bonds and other 
evidences of indebtedness, and other persons having a contractual 
right to participate in their management and control. Such period 
shall continue for seven years from the passage of the Railroad Con- 
solidation Act of 1924 (or until the adoption of the plan of consolida- 
tion, if not adopted prior to such time). When the period of volun- 
tary action has expired, all the rights, powers, privileges and immuni- 
ties hereinbefore granted or prescribed shall continue until the con- 
solidation of the railway properties within each system is completed 
in accordance with the plan of consolidation; but in addition thereto, 
if the Commission finds, after the expiration of the period of volun- 
tary action, that such consolidation has not been so completed within 
any system, it shall have power to adjust, within any such incom- 
pleted system, the operating income of connecting carriers, derived 
from the transportation of persons and property within the system 
over the, lines of two or more such carriers, by establishing just, 
reasonable and equitable divisions of joint rates, fares and charges, for 
such transportation, so that the net operating income, under honest, 
efficient and economical management, and average normal conditions, 
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and reasonable expenditures for maintenance of way, structure, and 
equipment, will be equal, as nearly as may be, to a fair return upon 
the value of the railway property within the system of each of the 
carriers—all to the end that the surplus of each such carrier, accrued 
during any year and available for distribution as dividends, shall, if 
taken in proportion to the value of such railway property, be sub- 
stantially the same in the case of each such carrier, thereby ap- 
proaching, as nearly as may be, the condition which would exist if 
the railway properties of all such carriers were, in accordance with 


the plan of consolidation, consolidated into one corporation for own-. 


ership, management and control. 

(16) After the period of voluntary action has expired, any car- 
rier or carriers owning the major part of the main track mileage 
within any system, may (whether or not such carriers were organ- 
ized or have become incorporated as federal railroad corporations 
under Title II of the Railroad Consolidation Act of 1924), propose a 
reorganization plan which provides for the acquisition by condemna- 
tion proceedings, in accordance with section 234 of such act, of the 
remainder of such main track mileage and the other railway proper- 
ties within the system. Such carrier shall thereupon apply to the 
Commission for approval of the plan and the Commission shall notify 
the governor of each state in which any part of the properties to be 
consolidated through such condemnation proceedings are situated, 
and the carriers involved in the proposed reorganization, of the time 
and place for a public hearing. If after such hearing the Commission 
finds (a) the public interest will be promoted by the reorganization, 
(b) that the reorganization is in harmony with the plan of consolida- 
tion, and (c) that the conditions of paragraph (10) will be fulfilled, 
it may enter an order approving the reorganization plan and author- 
izing and directing the reorganization through such condemnation 
proceedings, with such modifications and upon such terms and condi- 
tions as it may prescribe. Thereupon the reorganization through 
condemnation proceedings may be effected in accordance with such 
order, the law of any state or the decision or order of any state au- 
thority to the contrary notwithstanding. No reorganization plan 
other than one proposed under this paragraph, shall provide for the 
condemnation of main track mileage and other railway properties 
authorized by this paragraph. 

PO That as used in paragraphs (4) to (17), inclusive, of this 
section— 

“(a) The term “railway properties’’ means properties held for 
or used in the service of transportation or necessary or convenient 
for such service. 

“(b) The term “carrier’’ means a carrier as defined in section 
15a, and, in addition, a corporation or association that solely or 
jointly controls a carrier as so defined, either directly or indirectly, 
through voting power or otherwise. 

“(c) The term “securities’’ includes shares, bonds or other evi- 
dences of interest or indebtedness.” 

Sec. 3. That paragraphs (7) and (8) of the Interstate Commerce 
Act, as amended, are hereby amended by striking out the paragraph 
numbers at the beginning thereof and inserting, in lieu of such para- 
graph numbers, the figures ‘17’ and ‘18,’ respectively. 

Sec. 4. That the second paragraph of the act entitled “An act to 
amend section 407 of the Transportation Act 1920,’’ approved June 10, 
1921, is hereby made a part of section 5 of the Interstate Commerce 
Act and is amended by striking out the paragraph number at the 
beginning thereof and inserting, in lieu of such paragraph number, 
the figure ‘‘19.’’ 

Sec. 5. That paragraphs (9), (10), and (11), of section 5 of 
the Interstate Commerce Act, as amended, are hereby amended by 
striking out the paragraph numbers at the beginning thereof and in- 
serting, in lieu of such paragraph numbers, the figures ‘'20,’’ ‘21,’ 
and ‘‘22,’’ respectively. 

Sec. 6. That any section taken prior to the passage of this 
act, under paragraphs (2), (4), (5), and (6), of section 5 of the 
Interstate Commerce Act, as amended, by the Commission or in 
pursuance of an order of the Commission made prior to such passage, 
shall, nothwithstanding the amendment of such paragraphs by this 
act, have -after the passage of this act, the same effect as though 
this act had not been passed. 


TITLE I1—FEDERAL RAILROAD CORPORATIONS 
Part 1—Organization and Reincorporation 


Purposes 

Sec. 201. (a) A Federal railroad corporation may be organized, 
and any carrier may be reincorporated as a Federal railroad cor- 
poration, under this title, (1) to own, manage, or operate the rail- 
Way properties, or any part thereof, that are within one (but not 
more than one) of the railroad systems provided by the plan of 
consolidation of railway properties adopted by the Commission under 
section 5 of the Interstate Commerce Act, as amended; and (2) to 
effect any reorganization approved by the Commission under para- 
graph (7) or (8) of such section. . 

(b) No Federal railroad corporation may be organized, and 
no carrier reincorporated as a Federal railroad corporation, except 
in accordance with authority granted by the Commission in an 
order approving a plan of reorganization under paragraph (7) or 
(8) of section 5 of the Interstate Commerce Act, as amended. 


Incorporators 


Sec. 202. The incorporators designated in such plan of re- 
organization may organize the corporation under this title and for 
such purpose may adopt articles of incorporation. 


Articles of Incorporation 

Sec. 203. (a) The articles of incorporation shall state— 

(1) The name of the corporation. . 

(2) The location of its principal office, specified in such detail 
as the Commission finds reasonable. 

(3) The plan of reorganization which provides for the reorganiza- 
tion of the corporation, specified in such detail as the Commission 
finds reasonable. ’ 

(4) The duration of the corporate existence. 

(5) The number of shares that the corporation may issue, and 
be number thereof with, and the number thereof without, a par 
value. 

(6) The designation of each class of shares with a par value 
that the corporation may issue, and the number and par value of 
the shares of each class. 

(7) The designation of each class of shares without a par value 
that the corporation may issue, and the number of the shares in 
each class. 

(8) The rights, privileges, powers, and» immunities granted or 
denied the holders of one class of shares that are not equally 
granted or denied the holders of every other class of shures. 

(9) The names and post office address of the temporary directors. 

(b) The articles of incorporation shall contain only the pro- 


visions authorized by subdivision (a) and shall be filed with the 
Commissioner, 
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Temporary Directors 


Sec. 204. The incorporators shall serve as temporary directors 
of the corporation. 
Certificate of Incorporation 
Sec. 205. The Commission shall issue to the incorporators a 


certificate of incorporation, if it finds that sections 201 to 204, 
inclusive, have been complied with. 


Time of Incorporation 


Sec. 206. The incorporation shall be effected upon the issuance 
of the certificate of incorporation. 


Effect of Reincorporation 


Sec. 207. (a) In the case of the reincorporation of a carrier, such 
carrier shall become a Federal railroad corporation upon the issuance 
of the certificate of incorporation. 

(b) Except as otherwise specifically provided in the plan of 
reorganization approved under paragraph (7) or (8) of section 5 
of the Interstate Commerce Act, as amcnded— 

(1) The valid outstanding securities of such carrier shall be, 
until exchanged, the securities of the Federal railroad corporation. 

(2) The valid claims of or against such carrier shall become 
claims of or against, and may be enforced by or against, such 
corporation. 

(c) Suits or proceedings by or against such carrier shall be 
cantinued by or against such carrier, but the corporation may upon 
its motion be made a party thereto. . 

(d) The rights, privileges, powers, or immunities of any person, 
except as otherwise provided in this section, shall not be affected 
by the reincorporation. 


Part 2.—Amendments to Articles of Incorporation 
Changes to Be Effected 


Sec. 221. (a) A Federal railroad corporation shall have power, 
in accordance with the provisions of this part of this title, to 
make during its corporate existence, the following changes: 

(1) A change in name, 

(2) A change in the location of the principal office. 

(3) A change in duration of corporate existence. 

(4) An increase or decrease in the number of shares in any 
class of shares that the corporation may issue; a retirement of an 
existing class of shares; and an addition of a new class of shares. 

(b) Except as provided in subdivision (c), such changes, and 
necessary amendments to the articles of incorporation in confor- 
mity with the changes, shall be adopted by the holders of at least 
two-thirds of the outstanding voting shares. In case any change 
provides for the issuance (otherwise than as a dividend), of an 
increased number of shares in any class, or for the issuance of a 
new class of shares, the changes so adopted shall include a plan 
specifying the preference rights, if any, of the shareholders of each 
class to subscribe for the new shares. : 

(c) If any change under paragraph (4) of subdivision (a) 
operates— ‘ 

(1)—To diminish or deny any right, privilege, power, or immunity 
of the existing holders of any class of shares having general voting 
privileges, that is not equally diminished or denied in respect of 
existing holders of all other classes of shares having such privileges; 


(2) To diminish or deny any right, privilege, power, or immunity 
of the existing holders of any class of shares not having general 
voting privileges—then the change shall be adopted by the holders 
of record of at least two-thirds of the outstanding shares of each 
class whose rights, privileges, powers, or immunities are so diminished 
or denied, whether or not such class has general voting privileges. 

(d) A statement of the changes and amendments so adopted shall 
be filed with the Commission. 


Methods of Decreasing Number of Shares 


Sec. 222. A Federal railroad corporation may, subject to the 
provisions of section 246, decrease the number of shares in any 
class that the corporation may issue, or retire any class of shares, 
but only in pursuance of a change that it has obtained the power 
to make under this title and only in the following methods:— 

(1) By retiring unissued shares; 

(2) By acquiring and retiring outstanding shares; or 

(3) By requiring all the holders of any class of shares to 
surrender the shares of such class, and by issuing to each such 
holder in lieu thereof and in proportion to the number of shares 
surrendered, cash, property, evidences of indebtedness, a _ less 
number of shares of the same class, or shares of another class. 

Amended Certificate of Incorporation : 

Sec. 2238. The Commission shall issue to the corporation an 
amended certificate of incorporation, if it finds that sections 221 and 
222 have been complied with in respect of the change and the 
amendment. 

Time Amendments to Articles of Incorporation Take Effect 

Sec. 224 Upon the issuance of the amended cartificate of in- 
corporation, but not prior thereto, the corporation shall have the 
power to make any change in respect of which the amendment was 
adopted. An amendment shall not have any retroactive effect. 


Part 3.—Corporate Powers 
General Powers 


Sec. 231. A Federal railroad corporation— ; 

(a) Shall have succession in its corporate name during the 
existence of the corporation. ‘ 

(b) May sue and be sued in its corporate name. 

(c) May adopt a corporate seal and alter it at pleasure. 

(d) May make contracts. 

(c) May, in accordance with a plan of reorganization approved 
by the Commission under paragraph (7) or (8) of section 5 of the 
Interstate Commerce Act, as amneded, and subject to the limitations 
of this title,— 

(1) Acquire, hold, and dispose of the ownership of, or right 
to operate, railway property or other property of any carrier. . 

(2) Acquire, hold, dispose of shares, bonds, or other evidences 
of interest in or indebtedness of any carrier. P 

(3) Incur debts and issue, acquire, and retire its own bonds 
or other evidences of indebtedness, 

(4) Issue, acquire, and retire or reissue its own shares. 

(f) May, whether or not in pursuance of any such plan of re- 
organization but subject to the limitations of this title,— 

(1) Incur debts, and issue, acquire, and retire its own bonds, 
and other evidences of indebtedness, subject to the provisions, so 
far as applicable, of section 20a of the Interstate Commerce Act, 
as amended. é . 

(2) Issue, acquire, and retire or reissue its own shares. 

(3) Acquire, in accordance with the plan of consolidation of 
railway properties, the common use of terminal properties and sec- 
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tions of railway lines that have been omitted from any system so 
as to be available for the common use of two or more systems. 

(g) Shall have ean to cdOnduct the business of a common car- 
rier by railroad, and to maintain, manage, and operate its railway 
property. 

(h) Shall have such powers not specifically denied by law or 
the by-laws of the corporation, as are necessary and incidental to 
ja exercise of the powers specifically granted by law to the corpora- 

on, 
Disposition of Improperly Acquired Property 


Sec. 232. The provisions of this title shall not be held to affect 
the right, privilege, power, or immunity of a Federal railroad 
corporation in respect of any property (including shares, bonds, or 
other evidences of indebtedness or interest) acquired otherwise than 
as provided in this part of this title; but the Commission may, 
after notice and opportunity for hearing in a proceeding instituted 
upon complaint or upon its own initiative, by order direct the 
corporation to dispose of such property within such time as the 
Commission deems just and equitable. 


Sale of Entire Assets 


Sec. 233. A Federal railroad corporation may, in accordance with 
a plan of reorganization approved by the Commission under para- 
graph (7) or (8) of section 5 of the Interstate Commerce Act, as 
amended, but not otherwise, sell, lease, or exchange all or sub- 
stantially all of its assets to any individual, partnership, association, 
or other corporation. Such sale, lease, or exchange shall be made 
only if the holders of record of two-thirds of each class of shares 
vote in favor thereof, whether or not each class has general voting 
privileges. 

Right of Eminent Domain 


: Sec. 234. (a) A Federal railroad corporation (or other carrier 
in pursuance of an order issued by the Commission under paragraph 
(13) of section 5 of the Interstate Commerce Act, as amended), may 
exercise the power of eminent domain to such extent as is neces- 
sary and incidental to the exercise of the other powers specifically 
granted to the corporation by law or as may be necessary and 
incidental to compliance with an order issued by the Commission. 
Jurisdiction of such condemnation proceedings shall be had in the 
United States District Court for the judicial district in which the 
property is located. 

(b) The practice, pleadings, forms, and modes of such proceed- 
ings shall conform as nearly as may be to the practice, pleadings, 
forms, and modes of proceedings existing at the time in like causes 
in the courts of record of the State within which the district court 
is held, any rule of the court to the contrary notwithstanding. 

Sec. 235. A Federal railroad corporation or other corporation 
authorized by the Commission under paragraph (9) of section 5 of 
the Interstate Commerce Act, as amended, to condemn the securities 
of any carrier, may apply to the United States District Court for the 
judicial district whereof the holder of any such security is an 
inhabitant, for the appointment by the court of three appraisers to 
determine the value of the securities. If the holder is not an 
inhabitant of any such district, the application may be made to the 
Supreme Court of the District of Columbia. The United States 
District Courts and the Supreme Court of the District of Columbia 
are hereby given jurisdication to hear and determine proceedings 
under this section. Opportunity for hearing and notice of the time 
and place of the hearing shall be given by the appraisers and the 
court to the holder of the security in such manner as the court 
may direct. The award of the appraisers, when filed by the clerk 
of the court and approved by the court, shall be final and conclusive, 
and upon payment of the amount of the award, or in case of re- 
fusual to receive the amount, then upon depositing with the clerk 
of the court, the securities shall be held to be transferred to the 
corporation and to have become its property. 


Preservation of State Taxing Powers 


Sec. 236. This shall not be held to exempt the property of any 
Federal railroad corporation from non-discriminatory taxation by 
the several States or political subdivisions thereof. 


Part 4.—Capital Stock 


Classification of Shares 


Sec. 241. (a) Every Federal railroad corporation shall have only 
the classes of shares specified in its articles of incorporation. 

(b) For the purposes of this title, shares shall be of different 
classes, if part are shares with a par value, and part shares with- 
out a par value; or if each of the shares does not vest in the holder 
thereof the same rights, powers, privileges, and immunities. 


. Consideration for Shares 

Sec. 242. (a) All shares issued by a Federal railroad corporation 
und¢r this title shall be held fully paid and non-assessable. 

(b) Shares with a par value shall have the par value fixed 
at $100 and shall be issued for a consideration not less than the par 
value. Shares without a par value shall be issued for a consideration 
fixed by the directors from time to time. 

(c) The consideration for shares shall be cash, property, or 
services. No shares shall be issued by the corporation unless the 
entire consideration therefor has been received by the corporation, 

(ad) If shares are issued for property services, the directors shall 
file with the Commission a certificate describing the property or 
services with reasonable definiteness and specifying the value at 
which received. Shares shall not be issued for property or services, 
unless the Commission finds and certifies to the corporation that 
the value at which the property or services are recieved, is not in 
excess of the fair value of such property or services. 

(e) Except where specifically provided to the contrary, the 
provisions of this title shall apply equally to all shares of each 
class, whether issued or reissued either in pursuance of the articles 
of incorporation or an amendment thereof. 

Acquisition by a Corporation of its Own Shares 

Sec. 2438. (a) A Federal railroad corporation may acquire its 
own shares by the following methods only— 

(1) Pursuant to the terms of their original issuance. 

(2) In payment of a claim of the corporation. 

(3) In pursuance of a change that the corporation has obtained 
power to make under part 2 of this title, and that provides for a 
decrease in the number of shares in any class, or for a retirement of 
any class of shares. 

(4) By gift or bequest. 

(5) In pursuance of a plan of reorganization approved by the 
commission under paragraph (7) or (8) of section 5 of the Interstate 
Commerce Act, as amended. 

(b) Only surplus available for the payment of dividends under 
section 245, may be expended by the corporation for the acquisition 
of its own shares under paragraph (1) or (3) of subdivision (a). 
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(c) Shares acquired by the corporation (except under paragraph 
(1) or (3) of subdivision (a) may be reissued by the corporation. 
Shares acquired by the corporation, but not retired, shall not, while 
held by the corporation, vest in it any of the rights, privileges, 
powers, or immunities of a shareholder. 


Share Certificates 


Sec. 244. Every shareholder of a Federal railroad corporation 
— be entitled to a certificate, executed under the corporate seal, 
stating— 

(a) The name of the holder. 

(b) The number and class of shares which the certificate repre- 
sents. 

(c) The par value of each share, or a statement that the shares 
are without par value, 

(d) That the shares are fully paid. 


Dividends 


Sec. 245. (a) Dividends of a Federal railroad corporation shall 
be payable only from surplus, after deducting unrealized capital 
gains, a reasonable allowance for reserves for exhaustion, wear and 
tear, and obsolescence, and the amount of any premium obtained 
by the corporation upon the disposition of its shares, or bonds or 
other evidences of indebtedness. 

(b) A dividend may be paid in cash, property, shares that the 
corporation is authorized to issue, or certificates of indebtedness 
of the corporation. 

(c) A dividend shall be declared only upon the authorization of 
at least a majority of the directors. 

Reduction of Assets 

Sec. 246. A corporation organized under this title shall not 
make a distribution to its shareholders other than by a dividend 
declared as provided in section 245, or by the acquisition of its own 
shares in accordance with section 243. 


Liability for Unlawful Reduction of Assets 


Sec. 247. (a) Directors who knowingly, or without making 
reasonable inquiry, authorize a distribution in violation of section 
246 shall be jointly and severally liable to the corporation in an 
amount equal to the amount of the dividend so declared. 

(b) Every person receiving from. the corporation any such 
distribution (other than one for which directors are liable under 
subdivision (a) ), shall be individually liable to the corporation in 
po =— not in excess of the amount of such distribution received 
y him. 

(c) A liability imposed by this section shall be. enforced only by 
the corporation or by a receiver duly appointed by a court of com- 
petent jurisdiction. . 


Part 5.—Shareholders, Directors, and Officers 
Organization Meeting 


Sec. 251. (a) The first meeting of the shareholders shall be 
held, at the principal office of the corporation, within 90 days after the 
issuance of the certificate of incorporation. The meeting shall be 
called by at least a majority of the temporary directors named 
in the article of incorporation. 

(b) The directors shall give notice, not less than 30 days before 
the meeting, of the time and place of meeting to each shareholder 
(whether or not the holder of shares having general voting privileges) 
in writing delivered personally or sent by registered mail to the 
shareholders. 

(c) The holders of a majority of the outstanding voting shares 
shall constitute a quorum for the transaction of business at the 
meeting, but a less number may adjourn to meet at a time specified. 

Annual Meeting 

Sec. 252. (a) The by-laws shall provide for at least one annual 
meeting of the shareholders. 

(b) If more than 90 days elapse after the issuance of the 
certificate of incorporation before the organization meeting is held 
or if more than 18 months elapse during which an annual meeting of 
shareholders has not been held, any holder of a voting share may, 
upon notice given by him as provided in subdivision (b) of section 
251, call a shareholder’s meeting to be held at the principal office 
of the corporation. 

Voting 


Sec. 253. Except as such right is specifically denied or restricted 
in accordance with the articles of incorporation, every holder of 
record of an outstanding share shall have the right to one vote, 
in person or by proxy, in all shareholder’s proceedings, for every 
share of stock held by him. The by-laws may prescribe a period, not 
exceeding 30 days prior to any shareholder’s meeting, curing which 
no transfer of stock shall be recorded in the share register. 


Directors 


Sec. 254. (a) The temporary directors shall, until their. suc- 
cessors take office, direct the exercise of the affairs of the corpora- 
tion, except the exercise of powers vested in the shareholders by 
law or the by-laws. Thereafter the directors elected or appointed, and 
qualified, in accordance with the provisions of subdivision (b) and 
the by-laws of the corporation, shall direct the exercise of such 
affairs of the corporation. 

(b) The permanent directors shall be not less than 15 nor more 
than 19 in number and shall be elected by the shareholders in ac- 
cordance with the by-laws of the corporation; (1) except that two 
of the directors shall be elected, in the same manner as other 
directors elected by the shareholders, from not less than four 
nominees, whose nominations shall be made and offered by the em- 
ployees and subordinate officials of the corporation in such manner 
as the Commission shall by regulation prescribe; and (2) except that 
two directors shall be appointed by the Commission. 

(c) One of the directors elected from the employees and sub- 
ordinate officials and one of the directors appointed by the Com- 
mission shall be upon each committee of the directors. The terms 
of directors shall be for periods fixed in the by-laws; except that 
the term of not more than one of the directors elected from the 
employees and subordinate officials or appointed by the Commission 
shall expire during any year. The compensation of directors shall 
be fixed in by-laws approved by the Commission (due regard being 
had for the time which the directors respectively give to the service 
of the corporation), except that the compensation of directors ap- 
pointed by the Commission shall be fixed by the Commission. The 
compensation of all its directors shall be paid by the corporation. 

Special Powers of Directors 

Sec. 255. Unless otherwise provided in the by-laws— 

(1) The directors may elect an executive committee and delegate 
to it any of their powers. 

(2) A vacancy in the office of director may be filled by the 
directors until a successor is elected or appointed and takes office 
as provided in section 254 and in the by-laws, and shall not, except 
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as provided in section 256, extinguish or diminish the powers or the 
duties of the remaining directors. 

(3) The directors shall elect a president and a secretary and/or 
a treasurer of the corporation, and shall have the power to appoint, 
fix the compensation of, and remove (without prejudice to contract 
rights) such other officers and employees as they deem neceSsary. 


Qualifications of Directors 
Sec. 256. Except for the purpose of filling a vacancy in the 
office of director, the directors shall not have power to act unless 
at least three-fourths of them are citizens of the United States. 


* Part 6.—By-Laws 
Power to Enact 


Sec. 261. (a) Subject to the limitations of subdivision (b), the 
directors and shareholders shall each have the power to adopt, 
amend, or repeal by-laws to the cxtent specified in the articles of 
incorporation. 

(b) The directors shall not amend or repeal the by-laws adopted 
by the stockholders, or adopt, amend, or repeal by-laws in respect 
of the number, election, term, or compensation of directors, or in 
respect of the time, place, or manner of calling, giving notice, or 
conduct of stockholders’ meetings, annual or special. The grant 
of power to the directors to adopt, amend, or repeal by-laws upon any 
subject shall not diminish the power of the shareholders to adopt, 
amend, or repeal by-laws upon such subject; and stockholders may 
amend or repeal any by-law adopted by the directors. 


Contents 
Sec. 262. In addition to the matters specified elsewhere in this 
title, the..by-laws may contain any reasonable provision relating 
to the conduct of the affairs of the corporation, which is not 
inconsistent with law or the articles of incorporation. 


Filing of By-Laws 
Sec. 263. The by-laws, and any amendment or repeal thereof, 
shall be filed with the Commission within such time as it shall 


by regulation prescribe. A by-law, or an amendment or repeal of 
a by-law, shall not have retroactive effect. 


Part 7.—Receivers 
Arrangements 


Sec. 270. (a) A receiver of a carrier or Federal railroad corpora- 
tion, appointed by a court of the United States after the passage 
of this act, may, subject to the approval of such court— 

(1) Propose any compromise or arrangement with any class 
of creditors. 

(2) Propose any arrangement with any class of shareholders, 
whereby they surrender their shares and receive in exchange shares 
of another class or an interest in any other corporation. 

(3) Propose or approve a plan of reorganization, after such plan 
has been submitted to the Commission and gthe Commission has 
certified that such plan is not in conflict with the plan of consolida- 
tion of railway properties. 

(b) The court shall not approve any such compromise or ar- 
rangement with any class of creditors or a plan or reorganization, 
unless it is first approved by a number of such creditors representing 
at least three-fourths in value of the claims of all creditors of every 
class affected, present in person or by proxy at a meeting called 
for such purpose. 

(c) The court shall not approve an arrangement with the share- 
holders, or a plan of reorganization, unless it is first approved by the 
holders of at least three-fourths of each class of shares present, 
either in person or by proxy at a meeting called for the purpose, 
whether or not such class has general voting privileges. 

(d) If the court approves any such compromise arrangement or 
plan of reorganization it shall be binding upon all the creditors, 
the corporation, its shareholders, and the receivers, 


Jurisdiction 


Sec. 271. A receiver of any carrier, or Federal railroad corporation 
appointed by a court of the United States shall, if the court so 
directs, be vested with full jurisdiction and control over all the 
land or other property, the subject of the suit, of such carrier, or 
corporation within the United States, subject to the conditions pre- 
scribed in section 56 of the Judicial Code, as amended, in the case of 
property within different States of the same Judicial circuit. 


Part 8—Miscellaneous Provisions 
Principal Office 


Sec. 281. Every corporation organized under this act shall main- 
tain an office in the United States at the location specified in the 
articles of incorporation. Such office shall be the principal office 
of the corporation for the purposes of this act and other law of the 
United States. 

Venue of Civil Suits and Offenses 


Sec. 282. A Federal railroad corporation organized under this 
title or a special law of the United States shall be held to be 
an inhabitant and resident, within the meaning of laws of the United 
States, relating to venue of civil suits and offenses against the United 
States, of the judicial district in which is located the principal office 
of the corporation as specified in its articles of incorporation or 
any amendment thereof, or of the District of Columbia if such 
principal office is located therein. 

Legal Effect of Issuance of Certificate of Incorporation 

Sec. 283. Except as hereinafter provided in this part of this 
title, the issuance of the certificate of incorporation shall be con- 
clusive evidence that the corporation has been duly organized, and 
the issuance of an amended certificate of incorporation shall be 
conclusive evidence that the amendment was duly adopted and made, 
notwithstanding a failure to comply with any of the requirements 
of this act. 

Orders of the Commission 


Sec. 284. (a) If at any time subsequent to the issuance of the 
certificate of incorporation, the Commission finds— 

(1) That there was a failure by the corporation to comply with 
any of the requirements of parts 1 and 2 of this title in respect of 
incorporation or of any amendment to the articles of incorporation, 
the Commission may order the corporation to comply with such 
requirements. 

(2) That the articles of incorporation, or any amendment thereof, 
fail to contain any statement required to be stated therein, the 
Commission may order the corporation so to amend the article that 
such statements will be contained therein. 

(3) That the articles of incorporation, or any amendment thereof, 
contain any statement which could not lawfully be included therein 
if the articles of incorporation or amendment were adopted at such 
time, the Commission shall order the. corporation so te amend the 
articles that such statement will not be included therein. 

(b) Before an order is made under this section, the Commission 
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shall give the corporation reasonable notice and an opportunity to 
be heard in respect thereof in a proceeding instituted by the Com- 
mission upon complaint or upon its own initiative. 


(c) An order made under this title shall become final upon 


issuance, 
Fee for Copy of Certificate 


Sec, 285. Upon application of a corporation to the Commission 
and the payment to it of a fee of fifteen cents a folio as defined in 
section 854 of the Revised Statutes, the Commission shall issue to 
the corporation a copy of any certificate that has been issued to it 
under this title.. All such fees paid the Commission shall be covered 
into the Treasury of the United States as miscellaneous receipts. 

Filing of Documents 

Sec. 286. In the case of any document required to be filed under 
this act by a corporation or the incorporators thereof, the document 
shall be signed, acknowledged, and filed in accordance with regulations 
prescribed by the Commission. 

Books 

Sec. 287. Every Federal railroad corporation shall keep at its 
principal office and in the custody of an officer designated for that 
purpose by the by-laws, a share register and correct books showing 
the original or transcript of minutes of shareholders’ meetings and 
directors’ meetings and showing the accounts of the corporation’s 
business transactions. The share register shall be kept in such 
form and shall be opened for inspection to such persons and at such 
times as the Commission shall by regulation prescribe. 

Penalties 

Sec. 288. Any Federal railroad corporation which fails to keep 
any book or allow any book to be inspected in accordance with 
section 288, or to file any by-law or any amendment or repeal thereof 
in accordance with section 263, or which wilfully makes a false or 
untrue statement in any such book, shall be liable to a civil 
penalty of not more than $100 for each day or fraction thereof 
during which the failure continues or the untrue statement remains 
uncorrected. The penalty shall be collected in a civil suit brought 
by the Commission in the name of the United States. 

Separability of Provisions 


Sec. 289. If any provision of this act is declared unconstitutional 
or the application thereof to’ any parson or circumstance is held 
invalid, the validity of the remainder of the act and the application 


thereof to other persons and circumstances shall not be affected 
thereby. 


Reservation of Right to Amend 


Sec. 290. The Congress of the United States reserves the power 
to alter, amend, or repeal the provisions of this title. 


Definitions 
Sec. 291. As used in this title— 


(a) The term ‘“Commission’’. means the Interstate Commerce 
Commission. 


(b) The term “plan of -consolidation’””» means any~ plan or 
alternative plan, including all modifications thereof, of any, adopted 


and published under section 5 of the Interstate Commerce Act, 
as amended. 


(c) The term ‘“carrier’’ means a carrier as defined in section 
15a of the Interstate Commerce Act, as amended, and, in addition 
a corporation or association that solely or jointly controls a carrier 


as so defined, either directly or indirectly, through voting power or 
otherwise. 


(d) Except in section 282, the term ‘Federal railroad corpora- 
tion’’? means a corporation organized under this title. 
(e) The term “railway property’? means property held or used 


in the service of transportation, or neceSsary or convenient for 
such service. 


(f) The term ‘securities’ fncludes shares, bonds, or other 
evidences of interest of indebtedness. 


(g) The term “reorganization’’ has the same meaning as when 
used in section 5 of the Interstate Commerce Act, as amended. 
Short Title 


Sec. 292. This act may be cited as the ‘Railroad Consolidation 
Act of 1924.” 


C. OF C. DIVISION MEETING 


Transportation problems were the central topic of the after- 
noon session of the first mid-year meeting of the northern cen- 
tral division of the United States Chamber of Commerce, held 
at Chicago, January 21. Members of the special committees of 
the national chamber discussed, before the meeting of more than 
500 business men, the conclusions of the committees on trans- 
portation which reported to the recent national transportation 
conference of the chamber, held in Washington, January 9 (Traf- 
fic World, January 12, page 83). : 

At other sessions the meeting took up discussion of taxa- 
tion, co-operative marketing and immigration. Some opposition 
to the findings of the committee on rate adjustments developed, 
when a resolution endorsed by several chambers of commerce 
in the middle west was introduced. A demand was made that, 
before final action was taken on the transportation committee 
reports, they be turned over to the traffic men in the organiza- 
tions constituting the national body, so that they might be han- 
dled by technical and experienced men. 

George A. Post, of the George A. Post Company, a member 
of the committee on government relations, opened the session by 
stating that the best interests of the country required that the 
carriers be operated under private ownership watched over by a 
comprehensive system of governmental regulation. This regula- 
tion, he said, should be accomplished through properly consti- 
tuted administrative agencies, rather than through the medium 
of inelastic legislation on the matter of rates and other specific 
Problems. The chief problem at present, he said, was to pro- 
vide for the necessary expansion of the transportation system. 
Financial adjustments and proper capitalization of the carriers, 
he said, could be accomplished with adequate earnings as con- 
templated in section 15a of the transportation act, which he de- 
clared to be sound in principle. 
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No change should be made in any important provision of 
the transportation act, he said, until it had had a further trial, 
it not having had sufficient time to prove its worth or faults. 
Touching on the problems of railroad labor, he said that he 
hoped the existing machinery for its regulation could be per- 
fected to meet the needs for adjustments which might arise. 

Administrative duties now assigned to the Commission 
should be retained under its jurisdiction, he said, and every 
facility should be given the Commission to enlarge or—decen- 
tralize its organization as needed. “The Commission should 
retain its control over railroad rates,” he said, “its power of sus- 
pension promotes stability. Its power to correct discriminatory 
intrastate rates gives it undivided responsibility, which is desir- 
able. The growing co-operation between it and state commis- 
sions give promise of ever increasing co-ordination of the func- 
tions of each in their respective jurisdictions in the public 
interest.” ‘ j 

Commenting on the rate-making sections of the present law 
he said that it was formulated on sound principles and along 
practical lines, and was in no wise a guarantee of a cost plus 
arrangement. He urged that the work of valuation be speedily 
completed, declaring it to be essential to successful regulation 
and rate supervision. 

Mr. Post also outlined briefly the work of the committee on 
tax relation, stating that the carriers’ taxes should be simplified 
and related to their earnings. He also advocated that motor 
transport companies be made to pay their just share of the tax 
burden. 

The report of the committee on railroad consolidation was 
explained by Carl R. Gray, president of the Union Pacific and 
chairman of the consolidation committee. He read the conclu- 
sions of the committee, as embodied in its published reports, 
stressing the difficulties of co-ordinating the weak and strong 
lines into a practical, smootgly working unit and reiterating the 
statements of the report. 

The transportation act had been adopted after more mature 
consideration than had ever been given to any previous piece of 
transportation legislation, he said, and had been followed by the 
serious work of the Commission, whose formal report on con- 
solidation could be expected shortly. He closed with a note of 
warning against unwarranted or radical changes in the legisla- 
tive plan now in operation, stating that since the proposals of 
the law had gone into effect there had been no period of normal 
operation of sufficient length to permit the full development of 
the law’s proposals. He indicated that this period of normal 
operation had now been reached and with it had come a slow 
restoration of the carriers’ credit and the resultant ability to 
make betterments and improvements. Radical changes, he said, 
were certain to disrupt the plan and affect the carriers’ credit. 
“We must proceed in calm consideration of this vital economic 
problem,” said he. 

Opposition to rate-making by legislation rather than by the 
scientific methods of the Commission, was voiced by Frederic A. 
Delano, former member of the Federal Reserve Board and chair- 
man of the committee on railroad rates in outlining the work 
of that committee. “It ought to be evident to the veriest tyro, 
and certainly to sound students of the problem, that tinkering 
with railroad rates by legislative enactments is one of the most 
dangerous proposals ever made,” he said. 

He likened the money paid for railroad rates to a revolving 
fund which, when paid to the carriers, was in turn paid out 
largely for labor, taxes and supplies, which in turn made busi- 
ness and prosperity, or made business through the reinvestment 
of the earnings as capital in betterments. Prosperity in general 
and prosperity of the carriers are closely related, said he. “We 
have all noticed that when business is not prosperous the rail- 
roads are in the doldrums and the railroads cannot be prosperous 
when business is sick.” He added: 


It has been the deliberate judgment of business organizations all 
over the country that the time of making rates by legislative ac- 
tion has gone by, and that while the business of the country is 
anxious to have rates as low as consistent with a fair return on 
the capital invested, they are even more concerned in the matter of 
relativity of rates both as between districts and commodities, and 
finally that both of these questions are predicated on transportation 
service being adequae and prompt. 


Attempts of radicals to drive rates down to levels which 
produced inadequate earnings he characterized as an attempt 
to get the value of the carriers down to half price, so they could 
be bought for government ownership, The natural result of too 
low rates, he said, was bad service and greater losses to the 
users of transportation. In opposition to government ownership, 
he said the government should perform only those things 
for the people that could not be performed by private business 
because a higher degree of efficiency always followed private 
initiative and could never be attained in government ownership. 
“No One has ever evolved a measure of efficiency that appeals 
to the voter,” he said. 

As an example of the dangers of government ownership, he 
cited some of the state-owned European carrier systems, notably 
the Italian railroads, where, he said, in order to return them to 
private operation, as had been found highly desirable, it would 
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be necessary to deal with 300,000 government employes who 
did not care to return to a privately operated business. There 
were only 80,000 other government employes in the country not 
connected with the railroads, he said. 

Touching on the domestic situation in Congress, he said 
that the farmer was level headed and that he was badly mis- 
represented in many instances. “We should fear the farm 
blockhead rather than the farm bloc,” he said in conclusion. 


The solution of terminal problems indicated the likelihood 
of sweeping changes in terminal practice, which would spread 
conjested terminal facilities out into what is now green land, 
according to Alfred H. Swayne, vice-president of the General 
Motors Corporation, who was a member of the special com- 
mittee on highway and carrier coordination. The breakdown 
of transportation, due to massed movement at the terminals in 
1919 and 1920, was a large factor in the economic unrest of 
those years, Ke said, and added: 


American railroads rank with the best in the world in line haul, 
but the unprecedented growth of tonnage movements in this country 
has placed a burden on the distribution system in the centers of pop- 
ulation which already has brought us to a sharp need for the re- 
vision of past practice. Trap-car deliveries, switching between local 
stations and similar time-eating devices must be abolished, and a 
faster, cheaper and more economical truckage must replace the 
disorganized, individual handling which is today retarding our freight 
service and cluttering city streets with an unnecessary volume of 
slow-moving traffic. 


Mr. Swayne called attention to the fact that present prac- 
tices are in no sense due to railroad failure but rather to eco- 
nomic limitations fastened upon the shipper in the days when 
horse cartage prevailed, when it was essential that the shipper 
have his factory at a railroad terminal or within a very few 
miles of one. Continuing, he said: 


The effect of this limitation was ¢0 stimulate a terminal devel- 
opment in the center of productive activity. Naturally locations of 
this sort become extremely costly us a city develops and since rail 
facilities must keep pace with industrial expansion, the railroads have 
been gradually forced to an overhead investment which today is 
costing the shipping public hundreds of millions of dollars to main- 
tain and which must inevitably cost similar sums in the future unless 
new methods are brought into play. 

Fortunately the motor truck provides us with an answer to the 
problem and fortunately too, the operation can be installed at a rel- 
atively small expense and without legislation. Nor is this a question 
of academic theory. Similar practices prevail now in England and 


while conditions vary as between our two countries, the same basic 
principles control. 


Mr, Swayne’s suggestions, briefly put, call for a transfer of 
freight terminals from business centers to outlying lands (where 
the situation is extreme) with an organized motor service mak- 
ing collections and deliveries at stated intervals from and to 
shippers. In other cases, he pointed out, the mere organization 
of the “collect and deliver” service as it is known will put an 
end to the incessant delays which today clog the whole trans- 
portation system. 

“The shipper cannot expect that such a service will be as 
cheap at the present station to station rate,” he said, “delivery 
charges will still have to be added. The shipper is already pay- 
ing the expense of cartage, but the overhead saving will be 
large and will exert a profound influence on all our methods of 
distribution and merchandising.” He said: 


Look at the trap-car service today. <A study of terminal prac- 
tice made by L. F. Loree has demonstrated conclusively that the 
average trip of the freight car requires 14.9 days _ of which but 1.64 
days are actually spent in line haul movement. For the rest of the 
time the car is either caught in an intricate trap-car movement, in 
switching or others of the various complications of terminal operation. 

Through abolition of this service, which is paid for by the en- 
tire shipping public in most instances, hence usually paid for in 
part by those who obtain no benefit, the railroads will have the 
use of all of the cars now so tied up, a figure which runs into hun- 
dreds of thousands of freight cars and thousands of locomotives 
annually. By the same token, purchase of new equipment will be 
cut down and the movement automatically quickened. Interest on 
goods in transit will be reduced and the merchant will be able to 
cut down his stocks, thereby releasing capital for productive pur- 
poses. Street congestion, a by-product of terminal deliveries, which 
has become the bane of the existence of public officials, will be de- 
creased and the overhead saving which will result, will run into 
enormous sums. 


Citing large monthly savings made by his own company in 
handling freight direct by motor truck, Mr. Swayne called at- 
tention to the broad field of use of the motor truck which exists 
in a short haul operation of varying lengths dependent upon 
local conditions, and also asserted that the motor should aban- 
don haulage of general freight for excessive distances. 

Sound financial organization as well as regulation of the 
motor vehicle, highway development and the utilization of mod- 
ern mechanical equipment were among the steps he said would 
be necessary to provide for the fullest economic use of the 
modern unit of highway transport. 

Charles H. Markham, president of the Illinois Central, and 
a member of the committee on rail and waterway co-ordination, 
read the conclusions of that committee to the meeting. He said 
that unfair comparisons were often made as to the relative 
cheapness of water transportation, because ton-mile costs on 
the low grade bulk commodities commonly moved by water 
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were compared with ton-mile rates on all commodities as car- 
ried on the rails, and that the rail rates were necessarily much 
higher in many instances for the handling of packages, special 


services and perishable commodities which could not be handled 
by the water routes. 


“The railroads are the backbone of the transportation sys- 
tem,” he said, “and waterways never have and never will com- 


pete with the rails. So it is not a question of competition but 
a question of co-ordination of the two services.” 

If the recommendations of the committee were adopted, he 
said, they would prove to be the first step in the efficient co-or- 
dination of these two related services. The conclusions of the 
committee, which he read to the meeting, were that rail and 
water facilities were complementary and should be developed 
with co-ordination in view, that through rail-and-water rates 
should be established, service on the inland waterways should 
be. maintained, where economically possible and desirable, and 
that the waterway system should be considered as a whole. 


Shippers Offer Suggestions 


As soon as the meeting was thrown open to discussion rep- 
resentatives of the Chicago Association of Commerce introduced 


the following memorandum in opposition to the report of the 
rate committee: 


Careful consideration has been given to the declarations adopted 
at the session of the National Transportation Conference held Jan. 
10, 1924, under the auspices of the Chamber of Commerce of the 
United States, among them Declaration No. 3, dealing with the re- 
adjustment of class rate schedules, which reads as follows: 

“A readjustment of class rates, where such revision has not 
already been made (including less-than-carload rates) should result 
in a measurable increase in total revenue, limited chiefly by reason 
of the relatively small volume of business concerned. Such proceeds 
poe eg be applied to the reduction of commodity rates where justi- 

able.”’ 

Laudable as these suggestions may appear it is inconceivable that 
any appreciable increase in revenues can be realized on the particular 
traffic affected by the class rate schedules, or that this plan would 
produce sufficient revenues to permit of substantial reductions being 
made in basic commodity rates as would afford the desired relief 
expected in certain quarters. 

The merchandise and light and bulky carload traffic of the rail- 
roads is approximately 6 per cent of the total, yet it produces about 
20 per cent of the revenue, as shown on page 27 of Subcommittee 
Report III. This particular traffic is of greater density in Trunk Line 
and Central Traffic territories, where a large portion and perhaps a 
majority of articles so transported are now moving at rates which 
are more than double previous figures. 

Mr. Herbert Hoover’s statement at Washington, D. C., confer- 
ence was as follows (conclusion No. 6): 

“Reorganization of the rate structure in order to secure a better 
adjustment of the burden between commodity, class and less-than- 
carload rates, most of which can best be accomplished after consoli- 
dation and consequent wider diversification of traffic.’’ 

A resolution which holds out relief for the farmer and others by 
increasing the class rates would be perpetuating a popular illusion. 

Developments at the Washington conference indicate that the 
railroads are proceeding with a readjustment of class rate schedules, 
and that this is probably what is referred to in paragraph 2 of Dec- 
laration No. 3, as follows: 

“A survey of class rates disclose a great lack of uniformity either 
as (between) classes, products, or regions. Some unreasonable dis- 
parities exist. Revisions of class rates in: three important sections 
of the country are now in progress.”’ ; 

It is apparent, therefore, that this proposition is sectional and as 
such has no place in the meeting of the National Chamber. Pur- 
suant to expressions above recorded, it is resolved by the following 
commercial organizations and shippers, that 

Section 2 of Declaration No. 3 be stricken from the report and 
that the entire question should be allowed to take its natural course; 
and in no event should this be undertaken except in line with Mr. 
Hoover’s suggestion, rather than agitate such revisions as would 
create ——— conditions and instability of business; and it is further 
resolve 

That before any action is taken with respect to the entire report 
of Subcommittee III it should first be submitted to the entire mem- 
bership of the Chamber of Commerce of the United States for proper 
referendum vote. 

Subscribed to by The Chicago Association of Commerce, Chicago, 
Ill.; Chicago Shippers’ Conference Association, Chicago, I1l.; Illinois 
Manufacturers’ Association, Chicago, IIl.; Illinois District Traffic 
League; Duluth Chamber of Commerce, Duluth, Minn.; St. Paul Asso- 
ciation, St. Paul, Minn.; Minneapolis Civic and Commerce Associa- 
tion, Minneapolis, Minn.; Lincoln Chamber of Commerce, Lincoln, 
Neb.; Peoria Association of Commerce, Peoria, Ill.; Springfield Cham- 
ber of Commerce, Springfield, Ill.; Burlington Shippers’ Association, 
Burlington, Ia.; Kansas City Board of Trade, Kansas City, Mo.; 
Chamber of Commerce of Battle Creek, Mich.; Wholesale Sash & 
Door Association, Chicago, Il. 


St. Paul Recommendations 


Herman Mueller of the St. Paul Association of Public and 
Business Affairs obtained the floor and introduced a long series 
of conclusions and recommended changes in the committee 
reports. Among some of the things advocated was a repeal of 
section 15-a and opposition to a “stand pat” policy with regard 
to the transportation act. Opposition was also voiced to the 
Commission control of intrastate rates and the provisions of the 
act providing for the labor board. He advocated extension of 
the suspension period, and a return to the provisions embodied 
in the amendment of 1919 with regard to the long-and-short haul. 

On the question of the opening for.amendment of the trans- 
portation act, the report of the St. Paul interests said: 


Every indication points to determined and probably successful 
efforts being made to amend the transportation act at this session of 
the Congress. Many bills have already been introduced and hearings 
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by. the Senate and House committees are inevitable. Organized busi- 
ness therefore cannot afford to stand by and merely say that it is 
opposed to any any all changes when it conscientiously feels that the 
public welfare demands some changes. Business should therefore be 
prepared to come forward with a helpful and constructive program in 
order to successfully combat the passage of radical measures that 
will be hurtful to carriers and shippers alike. Every one, including 
the railroads, admits that the act is not perfect, and it seems to us a 


stand-pat policy indicates a lack of desire for improvement and 
progress. 


In opposition to the report of the committee on: railroad 
consolidation St. Paul proposed the following: 


We are not in agreement with the conclusions of the committee 
that the present provisions of the geo hes ee act relating to the 
consolidation of railroads should be preserved. These are embodied 
in paragraphs 4, 5, 6 and 8 of Section 5 of the Interstate Commerce 
Act and provide a plan for consolidating all the railroads of the coun- 
try into a limited number of systems. 

We do not favor compulsory consolidation nor any set plan for 
arbitrary consolidation in accordance with which future conaolldations 
must be made, but we look with favor upon such voluntary consolida- 
tions aS may be worked out in the public interest subject to the 
approval of the Interstate Commerce Commission. We therefore sug- 
gest that these paragraphs be repealed and that paragraph 2 of 
Section 5 be so amended as to confer upon the Commission the juris- 
diction to authorize consolidations and to prescribe the terms and 
provisions governing the same when it is considered to be in the 
public interest and not unduly to lessen carrier competition. 


The demands were .brought to a close with a section in 
opposition to the proposals of the committee on rate revision: 


We suggest in lieu of the findings and conclusions of this com- 
mittee the following simple declaration: 

“Railroad rates in the United States are not, as a whole, unrea- 
sonably high, either as compared with pre-war rates, in relation to 
general price levels, or as compared with foreign rates, and still 
yield an aggregate return somewhat below that which the Interstate 
Commerce Commission has determined as fair. They do not, as a 
whole, hinder the processes of production or distribution. 

“A survey of the rate structure indicates that some readjust- 
ments may be desirable or necessary, but in that process considera- 
tion must be given to the basic principles of rate making and to the 
particular conditions affecting each type of business. It is important 
that there should be no interference with the railroads’ prerogative 
of initiating rates. 

“There is nothing to indicate any necessity for a readjustment 
of freight rate schedules or relationships on a national scale and 
this should not be undertaken for the purpose of making rates bear 
a relation to commodity prices. Freight rates should be just and 
reasonable in and of themselves, without regard to fluctuating mar- 
ket prices and, as in the past, made to meet the requirements of 
commerce and industry as well as of the railroads and to preserve 
healthy, competitive conditions. 

“The technical, as well as the delicate nature of the questions 
involved in rate adjustments is apparent. Through the interchange 
of views between the carriers and shippers, coupled with investiga- 
tions by the Interstate Commerce Commission and co-operation with 
state railroad commission great progress towards the elimination of 
inequalities and discriminations has been made. These are the only 
methods that will produce sound results, and the public interest de- 
mands that nothing should be permitted to interfere with this orderly 
procedure. 

“A serious railway rate problem has arisen from the recent rapid 
growth of intercoastal traffic through the Panama Canal resulting 
from the prevailing low ocean tonnage rates, as a result of which the 
transcontinental railroads are seriously feeling the inroads of canal 
competition. These railroads should be allowed to readjust their rates 
to meet that competition but without discrimination against the 
intermediate sections of the country.”’ 


Another proposition was then submitted by the commerce 
associations, allied with the Chicago Association of Commerce, 
which asked that the problems be referred to the traffic men 
of the organization before further consideration, as follows: 


At an informal conference of commercial and industrial traffic 
men, delegates to the regional meeting of the Chamber of Commerce 
of the United States, held January 21, the following resolution was 
adopted for presentation to the resolution committee and to this 
regional meeting, for consideration. 

“Whereas, Transportation is one of the most vital factors in the 
prosperity of our country, and 

“Whereas, It is a highly technical subject which, in our opinion, 
can — handled intelligently and comprehensively by experienced 
men, an 

“Whereas, This chamber has within its organization railroad traffic 
Officials, traffic committees and traffic directors of organizations and 
also many traffic managers of industrial corporations, all of whom are 
amply qualified to pass upon traffic and transportation subjects; 
therefore, é 

“Be it resolved, That whenever such subjects come before this 
chamber, meetings of such traffic men be called, the subject or sub- 
jects be placed before them for full consideration, and recommenda- 
itons to this chamber before final action is taken by the chamber, 
either by direct vote or referendum. 

_,' ‘Further, that owing to the fact that the reports of the five spe- 
cial committees to the president of the chamber dealing with various 
Phases of the transportation problem have had no such action, we 


recommend that these particular reports be withheld for future action 
in line with this resolution. 


_ The proposed changes and recommendations of the midwest 
Interests were then referred to the resolutions committee for 
consideration, and for submission to the meeting during the 
Second session with other proposals and resolutions. 


Special Committee Advocated 


The reports of the special committees on transportation of 
the United: States Chamber of Commerce would be referred to 
a4 special committee before going to a referendum of the cham- 

er’s members, under resolutions adopted at the final session of 
the Northern Central Division at Chicago, January 22. The 
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action followed the demands presented to the meeting by Chi- 
cago and other mid-west interests. ° 

A resolution was placed before the meeting after consider- 
able discussion in the resolutions committee, where the de- 
mands of the mid-west interests for changes in the rate report 
and the demands of the St. Paul interests for changes in several 
reporis were fought out. The resolution, as adopted at the 
final sessions without debate, was as follows: 


The divisional meeting has heard in detail the conclusions of the 
transportation conference recently held in Washington under the 
auspices of the national chamber and has taken cognizance of the 
thorough-going character of the preliminary work, the results of 
which are embodied in the reports of six special committees appointed 
by the president of the Chamber of Commerce of the United States. 

There are contained in the reports of the transportation confer- 
ence certain proposals which, in the opinion of the divisional meet- 
ing, are of great importance to the sound development of our national 
transportation system. The proposals embodied in the reports should 
receive detailed consideration by the membership of the national 
chamber by referendum at an early date, and to this end the divi- 
sional meeting recommends to the board of directors that these re- 
ports be promptly referred to a special committee to make an inves- 


. tigation of the subject matter and submit report with a view to 


referendum, giving special consideration to the subject of rate re- 
adjustment as embodied in the report of committee 3, and affording 
opportunity for all parties interested to he heardt , 

We recommend that the board of directors of the national cham- 
ber adopt resolutions approving the position of the President of the 
United States as stated in his recent message to Congress dealing 
with waterways, as follows: 

“The time has come to resume, in a moderate way, the opening 
of our intracoastal waterways; the control of flood waters of the Mis- 
sissippi and of the Colorado rivers; the improvement of the water- 
ways from the Great Lakes toward the Gulf of Mexico; and the 
development of the great power and navigation project of the St. 
Lawrence River, for which efforts are now being made to secure the 
necessary treaty with Canada. The projects can not all be under- 
taken at once, but all should have the immediate consideration of 
the Congress and be adopted as fast as plans can be matured and 
the necessary funds become available. This is not incompatible with 
economy, for their nature does not require so much a public ex- 
penditure as a capital investment which will be reproductive, as evi- 
denced by the marked increase in revenue from the Panama Canal. 
Upon these projects depend much future industrial and agricultural 
progress. They represent the protection of large areas from flood and 
the addition of a great amount of cheap power and cheap freight by 
use of navigation, chief of which is the bringing of ocean-going 
ships to the Great Lakes.”’ 


TRANSPORTATION OUTLOOK FOR 1924 


“I believe that today and now the railroads of the United 
States are facing the most crucial situation since the government 
assumed the right of authority and control,’ James C. Davis, 
Director-General of Railroads, said in an address on “Transporta- 
tion Outlook for 1924,” before the Traffic and Transportation 
Association of Pittsburgh January 24. 

“They are at the parting of the ways. One road, the straight 
and narrow path, by strengthening and supporting private owner- 
ship, leads to a privately owned and operated system of trans- 
portation, which, if given reasonable remunerative rates, will fur- 
nish to the people of this country what they need and are en- 
titled to—the cheapest and most effective transportation in the 
world. The other, the broad road, leads perhaps to destruction, 
or at least to government ownership, which I believe would be 
not only the greatest mistake in judgment but the most expen- 
sive experiment ever undertaken by this government, and event- 
ually would result in an inefficient and unsatisfactory service, at 
a greatly increased cost.” 

Mr. Davis then reviewed briefly the outstanding facts with 
regard to railroad development in the last fifty years, the per- 
formance of the carriers since the war, and in 1923 particularly, 


and made an appeal for a fair trial for the transportation act. 
Continuing, he said: 


Does it not appear to all conservative people that it is the 
course of wisdom to give this new law a fair trial? Undoubtedly it 
is not perfect, no human legislation is or can be, but, prior to 
indiscriminate amendment or repeal, does not the voice of reason- 
able prudence plead for the value of a few years’ experience. 

The only serious complaint against the carriers during 1923, is 
involved in the question of rates. The insistence of this complaint 
is largely from the agricultural interests of the great Middle West. 
Of course, everybody would like to see rates reduced, but reasonable 
and impartial men recognize that this reduction should not be made 
at the expense of efficient service. 

No one minimizes the importance of a prosperous condition in 
agriculture. After products of mines and the products of manufac- 
ture, it is the greatest tonnage producing industry for the railroads 
in the:land. In the agricultural districts of the Middle West, the 
success or failure of the largest railroad systems in the country 
depends absolutely upon the prosperity of the farmer. 

Singularly enough, the troubles of the farmer and the railroads 
are identical. The present complaint of the farmer is that the 
price of what he produces and sells is too low, while the price of 
what he buys is too high. The railroads have the same trouble. The 
price of what they sell, transportation, is not fixed by themselves, 
but by the government. The price of what they buy, and the big 
item is labor and the products of labor, is fixed by some one over 
whom they have no control. 

The transportation charge of the railroads is exactly the same, 
whether hogs are selling at $7.50 or $15.00 per hundred, and whether 
wheat sells at 75c or $1.50 a bushel. During the years of the war. 
when agricultural prices were at the peak, railroad rates remained 
stationary. 

The truth of it is, railroad rates are not the cause of the 
agricultural depression, and a reduction of these rates is not its 
cure. It is the old case of overproduction. During the war, foreign 
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nations and our OWn government paid any price asked for the 
products of the farm. When the war ended, production at a high 
rate continued, but there were no customers for the product. 

Again, the reduction in freight rates on wheat and corn, when 
applied to the individual farmer, represents from a fraction of a 
cent to two or three cents per bushel, no more than the usual 
fluctuations of the market during an ordinary month’s time. This 
reduction would not cure the present agricultural depression, caused 
by overproduction, and in many cases speculation in the increased 
value of land during the war period, but such a reduction, in the 
aggregate, spells ruin to the carriers, whose tonnage depends largely 
on the products of agriculture. 

The dividends declared by Class 1 railroads in 1922, as obtained 
from the Interstate Commerce Commission, aggregated some $272,- 
000,000.00. If these dividends were wiped out and applied to a 
general reduction in freight rates, it would only mean a reduction 
of about 6.8 per cent. A 6.8 per cent reduction on a freight rate 
of 12c or 15c a bushel is so small you can hardly estimate it. 

The effect of freight rates on a given industry is greatly ex- 
aggerated, and advantage is often unfairly taken unconscionably to 
raise the price to the ultimate consumer. 

The ability to pay modest dividends, with even the prosperous 
roads, rests on a very narrow margin. The Pennsylvania system, in 
the distribution of a dollar of gross earnings, has but 5.56c applicable 
to the payment of dividends and sustaining the credit of the corpora- 
tion. A very slight reduction in income must result in deferred 


maintenance, reducing the standard of service, or wiping out divi- ° 


dends, which destroys credit, 

There is another and more serious question in this attack upon 
the transportation act. It is an assault upon the provisions of 
our Constitution, seeking to destroy a re which is the basis 
of all English speaking governments. Seven hundred years ago the 
barons of England wrested from an arbitrary King the declaration 
that the liberty of a citizen or his private property could not be 
taken from him “unless by the lawful judgment of his peers, and 
the law of the land.’’ This principle has been perpetuated as the 
most priceless attribute of modern government. 

Under our constitution, and the law as construed by the Supreme 
Court, railroads and public utilities are entitled to ‘a fair return 
upon the reasonable value of the property at the time it is being 
used by the public.’’ A public tribunal, competent, fair, and impartial, 
in the case of the carriers, acting under the provisions of law, 
has fixed that value, and so long as we have a constitution and 
courts, and are a people of law and order, this right of private 
property must and will be protected. 

The credit of the railroads must be sustained if private owner- 
ship is to continue. Healthy finance in a corporate life means 
that the sale of capital stock instead of bonds should furnish new 
money. In the last 4% years, 98.25 per cent of new capital invested 
in railroads has been raised by the sale of bonds, and only 1.75 per 
cent by the sale of stock. If this ratio continues, the ability of the 
carriers to raise new money is short lived. 


May I paraphase’an expression borrowed from the Secretary of 
the Treasury, and apply same to the transportation question? What 
is needed is a diagnosis and a cure rather than an autopsy and a 
funeral. 


It seems too bad that the opponents of fair treatment for the 
railroads cannot appraise the true situation. The railroads, as a 
matter of fact, are the slaves rather than the servants of the 
government. They are bound hand and foot to the wheel of the 
chariot of the Interstate Commerce Commission. The Commission 
fixes rates, provides rules for service, approves. stock and bond issues, 
controls new construction and abandonment, distributes equipment, 
fixes the price for using joint terminals, makes divisions far joint 
service, and recaptures all excess profits. 


In the old days, if a man wanted good service from his slave, 
he at least gave him a reasonable shelter, proper clothes and food, 
and some recreation. He did this, if not from humanitarian reasons, 
as an investment to obtain the return of good service. 


Should not the government and the people of this country, for 
the same reason, accord this treatment to the carriers? As I have 
often said, and now repeat, the railroads are the dray horse of the 
nation, and you cannot beat and starve your horse and have 
him carry the load. 


The remedy for the present depression in agriculture does not 
lie in reducing transportation rates below the price at which the 
carriers can sustain themselves, but rather in those more direct 
and permanent methods of relief which go to the root of the trouble, 
and can be accomplished without the destruction of the transportation 
system, such remedies being largely found in diversified production, 
organized and orderly disposition, in a seasonable way, of crops, 
and more reasonable relations between the price of what argiculture 
produces and what it must purchase. 


Every intelligent conservative is a true progressive, but real 
progress means scaling the heights, and the observation of natural 
laws. The road is hard, the progress is slow, and to obtain the 
correct results requires some courage, industry and patience. 


No legerdemain of statutory law, no miracle in the way of 
joint resolutions, can overcome irrevocable and natural laws. The 
aftermath of a great war, with its endless train of disorganization, 
extravagance, and the destruction of private and public morale, 
cannot be cured over night. The recovery rests in courage, industry, 
and decent economy. Surely, we are a great enough people to 
exhibit all of these qualifications. 

A legislative moratorium of two or four years would effect a 
cure. If not interfered with by adverse legislation, the three 
controlling parties in interest, the shipping public, the carriers, 
and the Interstate Commerce Commission, if given reasonable time, 
could bring about satisfactory results. ; 

The right solution of any important controversy must depend 
upon the facts as they actually exist, rather than on the untried 
theories evolved by men without experience, to supply what is 
considered a popular demand. 

For many years the railroads have been obliged to file annual 
detailed reports. To the searcher after truth, there are no secrets 
in this matter. The public character of. the transportation business 
enables all interested persons readily to obtain an accurate knowledge 
of the true facts. 

The controlling influence of transportation on individual and 
national prosperity justifies an active interest in this subject. If 
private ownership and operation of railroads is to continue, and an 
efficient and reliable service is to be maintained, the general public 
must make a study of this subject, to the end that legislative action 
will be constructive and not disorganizing; consistent with public 
interest and an enlightened public policy, and upon lines that will 
continue to give this nation what it now has and is always entitled 
to,—the best and most efficient transportation system in the world. 
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Personal Notes 





L. A. Downs has been elected president of the Central of 
Georgia, following the death of W. A. Winburn. 

Charles E. Rolfe has been appointed assistant general traffic 
manager for the Delaware & Hudson. 

David S. Mackie has been appointed general agent for the 
Michigan Central, with office in St. Louis. . 

J. B. Clizbe has been appointed division freight agent for 
the New York Central at Cleveland, following the assignment 
of W. H. Smith to other duties. 

The Millers’ Traffic Committee of Buffalo has announced 
the election of the following new executive committee: W. E. 
Beaver, T. M., Maritime Milling Company; A. E, Kuhn, T. M., 
Armour Grain Company; W. H. Kimball, Jr., T. M., Thompson 
Milling Company; H. H. Phillips, T. M., Pillsbury Milling Com- 
pany; W. J. McKibbin, T. M., Hecker-Jones-Jewell Mlg. Com- 
pany; F. H. McMahon, T. M., H-O Cereal Company, Inc.; 
E. J. O’Brien, T. M., Niagara Falls Milling Company; B. B. 
Onstott, T. M., Clover Leaf Milling Company; chairman, W. D. 
Sanderson, T. M., Washburn-Crosby Company. R. V. Craig was 
appointed traffic commissioner. 

Willis H. Ogborn .has been appointed receiver for the De- 
troit, Bay City & Western, following the resignation of the 
Detroit Trust Company. The appointment is effective as of 
January 18. A. C. McDannel has resigned as general manager of 
the road and will devote his entire time to his duties with the 
Port Huron & Detroit, of which he is general manager and 
treasurer. The duties of general manager on the Detroit, Bay 
City & Western will be performed by the receiver. On the 
Port Huron & Detroit Mr. McDannel will handle all matters 
pertaining to transportation, treasury, traffic, purchasing, car 
service, mechanical and engineering departments.. All matters 
pertaining to accounting and freight claims will be handled by 
the auditor, W. H. Brahany. The general offices of the com- 
piny, including those of J. E. Duffy, president, and R. H. Neilson, 
secretary and geneal attorney, will be moved from Bay City 
to Port Huron, February 1. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Atlanta held an informal dinner meeting 
January 18 at which it was addressed by Preston S. Arkwright, 
president of the Georgia Railway and Power Company. 


The Industrial Traffic Club of the Niagara Frontier held its 
fifth annual meeting and election with a record attendance and 
elected the following new officers: Harry H. Marsales, presi- 
dent, Wickwire-Spencer Steel Corporation; R. M. Leith, first 
vice-president, Donner Steel Company; L. J. Bork, second vice- 
president, Wickwire-Spencer Steel Corporation; J. S. Gill, third 
vice-president, The Upson Company, Lockport, N. Y.; Harry J. 
Bryant, secretary, Taylor & Crate; Charles L, Sager, treasurer, 
The Crosby Company. Directors: Henry Adema, White Pine 
Association, N. Tonawanda, N. Y.; J. P. Daly, Donner Steel 


Company; W. G. Johnston, Board of Commerce, Lockport, N. Y.; 


F. E. Williamson, Buffalo Chamber of Commerce, The club 
membership has reached a total of 150 members from the Ni- 
agara and Buffalo districts and the reports of standing com- 


mittees indicated a broad scope of work being performed for its 
members. 


The Border Cities Transportation Club held its annual meet- 
ing and election at Windsor January 17. The following are the 
officers for the ensuing year: President, D. J. Bourke, Manager 
Great Lakes Transportation Company; vice-president, H. Parker, 
Traffic Manager, Ideal Fence & Spring Company, Windsor; sec- 


retary-treasurer, E. H. Cooper, Depot Agent, Michigan Central 
Railroad. 


The Traffic Club of Evansville held its first meeting of the 
year January 16 and installed the.following new officers: H.P. 
Cornick, general freight agent for the L. & N., president; C. C. 
Kunz, general agent for the Illinois Central, vice-president. The 
following were made new directors: August Ebert, traffic man- 
ager, A. Waller and Company; Earl Peyton, traffic manager, 
Hercules Company; Charles Seimers, traffic manager, Klamer 
Furniture Lines. John C. Keller, the retiring president was 
presented with an engraved gold watch. 


The Traffic Club of Minneapolis held its annual meeting and 
election of officers January 24. The names of eight members 
were submitted from which four were to be selected as direc- 
tors, The club will hold a “Monte Carlo Night” on January 28. 


The Traffic Club of Fort Worth has announced the following 
officers for 1924: Frank G. Abbey, traffic. manager, Neil P. An- 
derson & Co., president; W. C. Preston, traffic manager, Frisco 
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Lines, first vice-president; E. C. Price, traffic manager, Nash 
Hardware Company, second vice-president; R. C. Hatfield, divi- 
sion freight agent, Cotton Belt, third vice-president, and “Scotty” 
McConnell, traffic manager, Armour & Co., re-elected secretary- 
treasurer, The club luncheon on January 12 was designated as 
“Rock Island” day and was under the direction of T. J. Wilhelm, 
general freight agent of the Rock Island. Attendance at the 
club luncheons averages about 125 and as the result of a mem- 
bership drive, under the leadership of C. B. McKiernan, traffic 
manager for Swift and Company, sixty-two new members have 
been added since the first of the year. The club has taken per- 
manent quarters in the Westbrook Hotel. 





The El Paso Traffic Club elected the following officers at 
its meeting.January 9: B. F. Littleton, president; J. J. Finney, 
first vice-president; C, P. Perkinson, second vice-president; E. R. 
Tanner, third vice-president; C. W. Waterman, secretary-treas- 
urer. The following were elected directors for one year: W. S. 
Dawson, C. D. Johnson, S. H. Wilson; for two years, B. C. 
Dooley, J. S. Morrison, E. G. Mustain; for three years, J. H. 
Hizell, C. B. Jonz, F. S. Stiles. 





The York ‘Traffic Club elected and installed the fol- 
lowing new officers at its meeting January 25: President, S. B. 
Drenning, trainmaster, P. R. R.; first vice-president, Clyde 
Shelly, York Manufacturing Company; second vice-president, 
R. W. Zimmerman, Penna. Furniture Company; third vice-pres- 
ident, B. F. Emenheiser, American Chain Company. Board of 
governors: J. F. Baird, York Safe & Lock Company; John S. 
Boyer, Chas. H, Bear & Co.; Clark S. Aldinger, Sandusky Ce- 
ment Company; E. C. Prince, Penna. R. R. Company. 





The Traffic Club of the Jamestown Chamber of Commerce 
held its regular monthly dinner meeting on January 16. The 
following officers were elected: Archie Turk, Union Furniture 
Company, president; L. Kling, chief clerk, Erie Railroad, vice- 
president; G. L. Hilliard, assistant traffic commissioner of the 
Chamber of Commerce, secretary. W. HE. Black, freight claim 
adjuster for the Erie Railroad, addressed the meeting on 
“Freight Claim Prevention.” 

The Traffic Club of St. Louis was addressed by Lawrence 
McDaniel, former prosecuting attorney of St. Louis, at its meet- 
ing on January 21. 





The Traffic Club of Kansas City, at its meeting on January 
22, was addressed by Dr. Earl A. Blackman on “The Fight of 
the War Today.” 





The Southwestern Industrial Traffic League held its annual 
meeting at Dallas on January 15. The meeting was followed 
by a joint banquet with the Traffic Club of Dallas. Among the 
speakers were, G. B. Ross, attorney for the Santa Fe; J. S. 
Hershey, general freight agent, Gulf, Colorado and Santa Fe; 
H. B. Driscoll, of the Oklahoma Chamber of Commerce; G. B. 
Vizard and L. M. Hogsett, of the Houston Chamber of Com- 
merce; E. H. Thornton, Galveston Chamber of Commerce; J. H. 
Johnston, Oklahoma Cotton Seed Crushers’ Association. 





The Transportation Club of Flint held its annual election 
at a meeting on January 17. The following officers were elected 
for the year 1924: L. F. Burchart, president; L. E. Haughton, 
vice-president; H. A. Griggs, secretary; J. S. Bibson, treasurer. 
Board of directors: E. F. Roe, G. C. Conn, F. A. McHale, Wm. 
B. Wedding, H. J. McCarthy. 





The Traffic Club of Oklahoma City has announced the elec- 


tion of L. W. Price as president and L. M. Voss as vice- 
president. 





The Traffic World greatly regrets the series of mistakes in 
this column with respect to the date of the annual dinner of 
the Transportation Club of Detroit. The dinner will be held at 
the Hotel Statler the evening of February 12, not January 21, 
as twice incorrectly stated. 





The second annual dinner of the St. Clair River District 
Transportation Club, held January 21 in the large recreation 
Toom of the Mueller Metals Company, at Port Huron, Mich., 
Was a great success. There were a hundred and fifty guests 
and members at the tables and both the dinner and the musical 
Program contributed much to the enjoyment of the evening. 
W. H. Markle, president of the club, called the meeting to order 
and spoke a few words as to the future policy of the club, which 
Was to do what it could in the interest of sane transportation 
Policies. He introduced A. L. Chamberlain, who acted as toast- 
aster in a most acceptable manner. There were a few re- 
Marks by the president of the local chamber of commerce, by 
Way of welcome, and then Franklin T. Moore, secretary-treas- 
Urer of the Diamond Crystal Salt Company, St. Clair, made an 


“THE TRAFFIC WORLD 231 


address on taxation, with special reference to taxation of auto- 
mobiles. His remarks showed much original thought on the 
subject. Generally speaking, he thought automobiles were taxed 
too low in comparison with other property. He also differ- 
entiated between the automobile used for private business or 
pleasure and the automobile used as a common carrier. The 
latter should pay more, he thought. The other speaker was 
Henry A. Palmer, editor of The Traffic World, who spoke of the 
opportunity of the traffic clubs to help educate the public to 
sound transportation views. 





Despite the record business of last year and the increased 
investment over a few years ago the carriers made a smaller 
net earning last year than they did in 1916, said George C. 
Boardman, secretary of the Western Railways Committee on 
Publie Relations, in an address before the Grand Rapids Traffic 
Club, January 24. “Does it furnish any incentive to capital to 
help enlarge railroad facilities when after several billion dol- 
lars of fresh money has been invested in them in seven years the 
net operating income is found to be less than before?” he asked. 
“All of our Class I railroads in 1923 handled the largest traffic 
that they have ever handled, and yet, with $4,000,000,000 more 
invested in them than in 1916, they had a net operating income 
about $75,000,000 less than seven years ago. Is it not, there- 
fore, high time for those who would further tie them up with 
restrictive laws to pause and ponder over the certain effects of 
such action?” He declared that the recent improvement of the 
carriers was due largely to the breathing spell they had had 
from adverse legislation and that improvement could not con- 
tinue if they were afflicted with congressional interference. He 
Said that, contrary to the statements of some radicals as to the 
distressing condition of the farmer, there had been an increase 
in the price of all but four agricultural products and that sav- 
ings deposits in the Dakotas and Kansas were increasing. 





The Traffic Club of the Providence Chamber of Commerce 
will hold its sixth annual dinner Feb. 5. Colonel H. Anthony 
Dyer will act as toastmaster. Archibald Fries, vice-president 
of the Baltimore & Ohio, and E. D. Kyle, vice-president of the 
Norfolk & Southern, will be speakers. 





Terminal congestion is the most serious problem confront- 
ing the railroads and its solution lies in the installation of store 
door delivery, according to W. J. L. Banham, traffic manager of 
the Otis Elevator Compariy and president of the Associated 
Traffic Clubs of America, who made an address before the 
Traffic Club of the Brooklyn Chamber of Commerce January 18. 
Less than ten per cent of a car’s life is spent in line haul, he 
said, and line facilities are ample for much greater traffic than 
is capable of. passing through the present terminals. “The car- 
riers must enlarge the terminals or find some way to pass more 
freight through them,” he said. The present cost to the car- 
rier of delay and congestion is such that it would warrant their 
taking almost any step to relieve them and the benefits that 
would follow in reducing the present three-day terminal aver- 
age by the use of trucks and store door delivery would warrant 
the offer of reduced rates in order to get the shipper to use 
the carrier delivery service, he said. Mr. Banham outlined the 
operation of carrier trucking companies in Canada and England 
and cited the reports of the special committee on the relative 
adjustment of freight rates which recently reported to the 
United States Chamber of Commerce after a study of terminal 
problems. The Brooklyn club has added thirty-four new mem- 
bers since it began a membership drive in December, nineteen 


new members being received at the meeting at which Mr. Ban- 
ham spoke. 





The Marion Traffic Club will hold its next meeting on Jan- 
uary 31. Following a dinner, L. G. MaComber, president of the 
Great Lakes Regional.-Advisory Board, will address the club on 
the functions of the board. 





The Traffic Club of Kansas City will hold its annual dinner 
January 30 and has announced cancellation of the luncheon that 
was to have been held on January 29. 





The Transportation Club of Tulsa will hold a dinner Feb- 
ruary 12, celebrating “Ladies’ Night.” Speaking and dancing 
will follow the dinner. 


NAVIGATION COMPANY BANQUET 


The need for co-operation between carrier and shipper is 
as important as the need for co-operation between the operating 
and the shipping departments of a carrier, said Walter H. Dickie, 
assistant traffic manager of the Imperial Oil Company and presi- 
dent of the Canadian Industrial Traffic League in an address at 
the twentieth annual banquet of the Northern Navigation Com- 
pany at Sarnia, January 15. Mr. Dickie outlined the objects of 
the Canadian Industrial Traffic League as falling into two im- 
portant groups, co-operation and education. 
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The league, he said was an organization of about a hundred 
of the larger shippers in eastern Canada, formed in 1915, with 
the idea of the solution of transportation problems by the inter- 
change of ideas and the discussion of questions of mutual in- 
terest. 

Mr, Dickie indicated the importance of water transportation 
in Canadian history and industry, declaring that Canada was 
“a child of the sea” and pointing out the magnitude of the rivers 
and lakes that constitute the country’s water system. “Taking 
every factor of size and significance into consideration,” said he, 
“it seems almost impossible to exaggerate the magnitude of the 
influence which waterways have always exerted and are still 
exerting on the destinies of Canada.” 

He indicated many ways in which he thought better har- 
mony could be created between the carrier and the shipper by 
each giving attention to the needs of the other even in instances 
where there might be a temporary disadvantage. As an example, 
he said help from the carrier in getting the shipper to use better 
containers would react to the benefit of both. 

As another example of the fruits of co-operation, he indi- 
cated progress that had been made in round table solutions of 
revisions of the classification. He quoted Dr. McLean, of the 
Railway Commissioners, as saying that, in two years, the whole 
board of classification No. 17 had been picked to pieces and ex- 
amined by shippers and carriers and was almost ready to go 
before the Railway Board. Continuing, he said: 

Dr. McLean also pointed out the difference in procedure in Canada 
as against that followed in the United States. There, few cases go 
before the Interstate Commerce Commission that are not handled in 
a very technical and hair-splitting manner by lawyers; whereas in 
this country most cases are handled in a common-sense manner—not 
by lawyers, but by practical traffic men themselves, a practice of co- 
operation he hopes to see continued, as it is bound to keep the laws 
and regulations brief and simple and leave nothing for politicians to 
interfere with. It is a well-known fact that regulation by semi-politi- 
cal bodies can only result in expense, delay and poorer service—keep 
in the good graces of your customers and then when such questions 
as the recent Armstrong bill come up you will find action such as no 
money could buy. 

Other speakers at the banquet were Senator F. F. Pardee, 
of Sarnia, who spoke on “Canada:” S. L. Trusler, operating man- 
ager of the Canadian National Lines, who spoke on co-operation; 
W. A. Dowler, of the Ontario Iron Ore Association, on the devel- 
opment of the iron ore resources of Ontario; Frank Grace, of the 
Brooklyn Chamber of Commerce, and J. F. Pierce, operating 
manager of the Canadian Steamship Lines. 


MEETING OF TRAFFIC GROUP 


The Traffic Group of the National Retail Dry Goods Associa- 
tion will hold its fifth annual convention at New York February 
5, 6 and 7. A series of addresses touching on all phases of the 
traffic problem of the dry goods retailer has been arranged. Gen- 
eral eastern freight heads of all the important carriers are ex- 
pected to be present and R. E. M. Cowie, president of the Amer- 
ican Railway Express Company, will address the meeting on 
“Express Transportation and the Public.” The meetings will 
be held in the Hotel Astor. 


SMITH TO AID CUBAN RAIL MERGER 


Before sailing from New York for Cuba, A. H. Smith, Presi- 
dent of the New York Central, who will assist in the consoli- 
dation of the Cuban railways under the Tarafa act, said the 
greater part of his time on this trip would be taken up with the 
railroad problem. He said: 

“I will be away about ten days. There are three roads I 
am interested in, the Cuban Railroad, the Cuban Northern Rail- 
way Co., and the Camaguey & Nuevitas. Consolidation of the 
railroads may be effected later, but I would not attempt to 
forecast anything now.” 


INTERLOCKING DIRECTORATES, ETC. 

George Holmes has been permitted to hold the position of 
general counsel of the Central Railroad Company of New Jersey 
in addition to positions previously authorized. 

Various individuals connected with the El Paso & South- 
western Company have been authorized to hold positions with 
the Alamogordo & Sacramento Mountail Railway Company and 
other subsidiary lines in addition to their previous authorizations. 

Alfred H. Smith has been authorized to hold the position 
of director of the Reading Company in addition to positions 
previously authorized. 


CARBONIC GAS RATE DISPUTE SETTLED 

A compromise settlement was effected on the issues in dis- 
pute in I. and S. Docket No. 1986, when it was called for hearing 
at Chicago, January 21, before Examiner Money. The complaint 
attacked proposals of the southeastern carriers to increase rates 
on liquid carbonic acid gas, from Atlanta to south Atlantic 
ports. Representatives of the carriers announced that an agree- 
ment had been reached on the following basis and would be 
placed in effect as soon as possible. The carriers will withdraw 
the proposed increases and continue the present rate from Jack- 
sonville to Cuba as a proportional rate. The carload rate will 
also be made applicable on any quantity. 
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ANTHRACITE COAL INQUIRY 


The Trafic World Washington Bureau 


The Commission’s side of the anthracite coal inquiry will 
be put into the record in a short time after the inquiry is 
resumed January 28. It will consist of a little documentary 
evidence and possibly some data about costs and revenue of 
and resulting from the hard coal traffic, gathered at the sug- 
gestion of Governor Pinchot of Pennsylvania. Cost data per- 
taining to. anthracite, however, do not appeal much to the 
Commission men, because, in the other big anthracite inquiry, it 
was brought out that the hard coal roads were built primarily 
for that coal traffic and that whatever revenue they obtained 
from other traffic, in slang phrase, was “velvet.” The governor, 
however, made the request and such data as could be collected 
from the files of the Commission have been sent to him and, 
as before indicated, may be placed in the record. But for his 
request the Commission’s side of the matter would have been 
finished January 14. 

As seen by the Commission men who have had to do with 
the case, the record proves that New England could have her 
fuel requirements supplied by the anthracite mine operators, 
by the by-product coke people, by the beehive coke oven own- 
ers, by the low volatile operators of central Pennsylvania, by 
the high volatile operators of western Pennsylvania and by 
the low volatile operators of southern West Virginia. 

On such a record, it has been suggested, the only question 
to be considered by the Commission is ag to the measure of 
the rate from each possible source of supply, to the end that 
New England may be given the benefit of free competition. The 
fact that there is a difference of $6 per ton, at the mines, be- 
tween anthracite and low volatile coal in favor of the 
latter is regarded by them as evidence that either New England 
is extremely unwilling to avail itself of its opportunities or 
that there is something in the way. 

One of the points made by the West Virginia operators 
was that no man could possibly know, with a certainly, what 
the rate from a point in West Virginia was to a point in New 
England because it was possible to work combinations on West 
Virginia coal to New England via Ohio junctions, which, on its 
face, looked ridiculous in view of the shorter distances through 
the Hagerstown dnd Washington gateways. At the latter, the 
testimony showed, rates of $1.13 and 88 cents per ton, accord- 
ing to the route, for crossing the Potomac River, from Potomac 
Yards, to points in the District of Columbia, for a maximum 
haul of about eight miles. 

Those high rates looked like obstacles to the free move- 
ment of coal from the south to at least the chief point on the 
dividing line between the north and the south. The carrier 
explanation of the situation, however, has not been put into 
the record. 

Governor Pinchot’s interest in the case is believed to be 
obvious. He gave the striking hard coal miners an advance 
of 10 per cent in the last “settlement.” At the time he made 
it he suggested that the added cost could be absorbed by the 
railroads, that is, by means of reductions in the rates on anthra- 
cite. The governor is enamored of the “cost of service” basis 
for the making of rates. He also thinks that the value of prop- 
erty acquired out of surplus should not be taken into considera- 
tion in the making of rates, regardless of the fact that the 
courts, time and time again, have said the value of the property 
was to be used in ascertaining whether a rate was compen- 
satory or not, regardless of where the owner got the property. 


CLAIMS CONFERENCE MEETINGS 


The Southwestern Claims Conference will meet at Fort 
Worth February 6. It will be followed February 7 and 8 by the 
Southwestern Claim Prevention Congress, which will take up 
particularly the causes and prevention of damage to L. C. L. 
shipments. J 

The Pacific Coast Claims Conference will meet at San Fran- 
cisco February 12. It will elect a new chairman, following the 
resignation of E. H. Norris, who has become traffic manager 
for the Stewart Fruit Company. 

The Chicago Claim Conference will hold its annual meeting 
at Chicago February 21. 

Reports drafted at the recent St. Louis meeting. of the 
Freight Claims Division of the A. R. A. are to be published 
shortly in preparation for the annual meeting of the division at 
New Orleans, April 15. Special reports will be submitted on 
rules of order, loss and damage rules, discharge rules, and 
freight claim prevention. 


M. E. F. & S. SECURITIES 


The Marshall, Elysian Fields & Southeastern Railway Com- 
pany has applied to the Commission for authority to issue $30,000 
of capital stock and $15,000 in notes. _Of the stock, $17,300 has 
been issued and sold and the notes have been issued. The 
company asks approval of the issues made prior to the filing 
of the application and authority to issue additional stock up to 
$30,000. 
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COMMISSION’S GRAIN INQUIRY 


The Trafic World Washington Bureau 


Eastern railroads, January 21, began putting in testimony 
in No. 15268, the Commission’s inquiry into rates and charges 
on grain and grain products, hearings on which have been had 
in other parts of the country, by Commissioners Esch and Camp- 
bell and Examiners Keene and Beach. T. C. Powell, vice-presi- 
dent of the Erie, was the witness put forward to explain figures 
tending to show that the eastern carriers could not stand a cut 
in rates and that a ten per cent reduction would cause a revenue 
loss of about $1,000,000. 

Questions by Commissioners Esch and Campbell developed 
views held by Mr. Powell or views to which he gave assent 
that seemed more interesting than the tonnage figures, ton-mile 
revenues and things of that kind. Answering a question by 
Mr. Esch, he said he would not know how to go about making 
the kind of an inquiry that seemed to be in contemplation by 
the author of the resolution in the House authorizing and di- 
recting the Commission to make the inquiry necessary to re- 
organize the freight rate structure as recommended by Presi- 
dent Coolidge. Mr. Esch seemed to have in mind the joint 
resolution offered by Representative Hoch of Kansas, a member 
of the House committee on interstate and foreign commerce 
(Traffic World, January 19, p. 154). 

“To be perfectly frank, I don’t know how to figure out what 
that resolution contemplates,” said Mr. Powell. “I used to think 
I knew how, but things change so rapidly now that I am less 
certain.” 

Messrs. Powell and Esch discussed the subject from the 
point of view of damage to business that would result from an 
inquiry by reason of the uncertainty as to what such an inquiry 
might bring about, the witness saying he had found that stability 
in rates seemed to be the thing that counted. He called atten- 
tion to the fact that price quotations were based on the assump- 
tion that freight rates would be so much and therefore that 
any change or threat of change would bring about uncertainty. 
He assented to the proposition that the relationship of rates, 
rather than the amount of the rate, seemed to most business 
men, to be the important phase of the subject. Uncer- 
tainty, he thought, would be detrimental to the public interest. 
He said he had found the public composed of people willing to 
pay their share of the transportation cost, but that the dispute 
came about the share of each. To some, he said, service was 
everything and the rate nothing, instancing silk. He said silk, 
on account of the great value of the commodity, the interest on 
the money invested, and insurance, was handled, regardless of 
the rate, on a twenty-six-hour schedule between Chicago and 
New York, “faster’' than the passenger trains on some roads,” 
Mr. Powell added with a smile. He said he had found out that 
time was the essential element in handling silk, when he did 
not deliver silk that had arrived Saturday evening until Monday 
morning. 

In another case he said a manufacturer told him to hurry 
raw materials into the factory; that he did not care how much 
time was taken in delivering his products because the other 
fellow paid the freight on the products. 


Commissioner Campbell also asked whether he thought there 
were unduly low rates. Giving his personal opinion, and not 
pretending to speak for the Erie or any other railroad or man, 
Mr. Powell said he had expressed himself rather forcibly at 
times in regard to the New York-Chicago scale as being too 
low. Referring to the plan to provide a ten-class scale in the 
east, Mr. Powell said his own view was that there should be 
a twelve-class scale, beginning with about $2 first class, and 
changing the percentage relationship between the classes, so as 
to provide comparatively heavy rates on the first three or four 
classes on traffic that could bear them. 


As to L. C. L. rates, he said he believed they did not pay 
their proportion of the cost and he was certain that the terminal 
charges in New York were not high enough to cover the cost. 

His fundamental proposition, he said, was that there should 
be no rates less than the cost of service, plus a reasonable 
return and that traffic that could bear more than it was, should 
be made to pay all it reasonably could bear. 


Among other points made by Mr. Powell was one that by 
no way of figuring could the freight rate from Kansas City to 
New York on a loaf of bread, be made to appear more than 
a cent, and yet, he said, bread was selling for less in London 
than in New York. That caused Mr. Campbell to inquire 
whether it was not a fact that the difference between the prices 
received by the farmer were made in a market in which the 
old economic law of supply and demand was operating, while 
the prices of the products of railroad labor, bakers and others 
was influenced by the unions arfd associations, which, to an ex- 
tent, had set aside that law. He wanted to know if the railroad 
worker, the baker and the manufacturers, to a certain extent, had 
not exempted themselves from that economic law. 

“I think so,” answered Mr. Powell. Mr. Campbell then 
wanted to know if then the question was not one of relationship 
between the rates related to farm products and rates as related 
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to other products, and Mr. Powell said he thought that that was 
the vital question. 

Mr. Rowell put in exhibits showing the export rates on 
grain, flour and grain products from Buffalo, Erie and West 
Fairport, lake ports where the eastern lines get the traffic in 
question, to New York, Boston, Philadelphia and Baltimore; a 
statement of tonnage of export grain, flour, and other grain 


-products from the lake to the Atlantic ports for the twelve 


months ended October 31, 1923; a statement of the ton-miie 
revenue on export grain and flour; domestic rates from Buffalo, 
to the Atlantic ports; statement of the tonnage moved on the 
domestic rates; in the twelve months ended October 31; a cost 
study covering lighterage in New York harbor; tonnage of flour 
delivered by the trunk lines, and a statement covering the 
acreage, production and value of important cereals and hay. 

The witness referred to continued references by the De- 
partment of Agriculture to the high rates on farm products, 
mentioning the fact that, so far as he could find, that depart- 
ment had not made any mention of the reductions that had been 
made since the peak in August, 1920, amounting, as said, to 
about 34 per cent. The Commission, he said, in its annual re- 
port had made references to the reductions and included figures 
to show how much had been saved to the public on the assump- 
tion that the tonnage under the lower rates would be the same 
as under the higher. 

Oliver P. Caldwell, traffic manager for the Luckenbach 
Steamship Company, asked the establishment of proportional 
rates on grain and grain products from Montana and states west, 
to north Pacific coast ports, the same as the present export 
rates, on the theory that such proportionals would enable it to 
take grain from coast to coast, in competition with the all-rail 
or rail-lake-and-rail rates. 

J. R. Thompson and T. W. Flemming put in exhibits about 
the revenues and rate reductions of the Ulster & Delaware to 
indicate that the road had made reductions as great as it could 
and that it should not be subjected to any further reductions. 

Exhibits showing the financial condition of the New England 
roads, and particularly the New Haven, were put into the record 
by W. J. Landon and W. T. Lamoure. ° 


The hearing lasted only a little more than a day. 
The next hearing will be at Kansas City, January 31. Com- 
missioner Esch, in announcing the closing, renewed his notice, 
given at other hearings, that briefs in this matter would be due 
March 10 and arguments ten days later. 


J. D. Shatford of Chicago, the only witness on the second 
day introduced the railroad stockholder as a person to be 
considered in such cases as this one. He appeared as the owner 
of stock in the Great Northern, Northern Pacific, Chicago & 
Northwestern and the Chicago, Milwaukee & St. Paul. He said 
there were 125,570 stockholders in the four roads mentioned, 
the average holding amounting to 56.2 shares. In view of the 
constantly diminishing returns to stockholders, he said that 


rates instead of being reduced, should be increased, especially 
in the northwest. 


In the course of the reading of a prepared statement on the 
subject, Mr. Shatford mentioned his opinion that the wheat far- 
mer was suffering from the same trouble that afflicted petroleum 
—overproduction; also a reaction from the land speculations and 
high prices during and following the war. His reference to oil 
caused Commissioner Esch and Examiners Keene and Beach 
to ask him questions about oil. His answers developed the fact 
that he considered rates on crude oil from Kentucky fields to 
Chicago away out of line, so high that there was no incentive 
for him or any other owner of oil lands in that state to develop 
them. He said they were too high in comparison with rates 
from the mild-continent field. 


“These hearings,” said Mr. Shatford,” are based upon what 
is known as the distress of the wheat farmer. He is suffering 
from the same economic condition as the oil producer—over- 
production; also a reaction from the land speculations and high 
prices during and following the war. But we must protest 
against taking the stockholders’ property in an effort to com- 
pensate his losses or to relieve his condition. He and he only 


can cure his ills, by a very simple process.” In part, Mr. Shat- 
ford said: 4 


The cost of living, at present, according to the United States 
Department of Labor, is 72.1 per cent greater than the cost of living 
in 1913. The average hourly wages of unionized workers increased 
93 per cent between 1913 and 1922, and has increased from 5 to 10 
per cent since 1922, so that union wages are now more than 100 per 
cent greater than in 1913. The hourly wages of railway employes 
have increased 133 per cent since 1913, while their annual earnings 
have increased 97 per cent. Freight rates, generally, are now 564 per 
cent above 1913. According to Secretary Wallace, freight rates on 
wheat from country shipping points to primary markets are 45 per 
cent above the pre-war rates. Railway taxes per mile are 160 per 
cent higher now than in 1913. Because the increase in freight rates 
since 1913 is smaller than the increase in cost of living and in wages, 
it is evident that the cost of transportation’ service, considered as 
one factor of distribution, is lower relatively than the cost of other 
services involved between producer and consumer. 

To put it in another way, and taking the Northern Pacific as an 
example, because of the increased percentage in the cost of labor, 
taxes, etc., as above stated, there was paid by this road for labor, 
in 1923, in excess of 1917, the huge sum of $13,163,522; and, in excess 
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of taxes over 1917, $1,519,854. The excess in cost of fuel in 1923 
over 1917 was $2,186,728. 

The other roads mentioned herein have had to meet the same 
relative advance. 

The four roads mentioned herein id in wages, in 1913, $136,891,- 
416. In 1923 they paid in wages $282,521,510, or the enormous sum of 
$145,620,094 more for wages in 1923 than in 1913. This is approxi- 
mately 107 per cent over 1913, while the increase in the grain rate is 
but 45 per cent. The total taxes of the four lines mentioned herein 
for 1913 were $15,231,514, and in the year 1923 they paid $35,364,024, 
or more than 125 per cent increase for 1923 over 1913; yet the grain 
rate is increased but 45 per cent. 

The Bureau of Agricultural Economics, taking 1913 as a basis, 
find the farmers’ dollar in October, 1923, stood at 75. This is 33 per 
cent below where the index stood in 1918, but 9 per cent above the 
4 average of 1922, and 12 per cent above the general average of 
921. This figure of 75 is for the general average of all farm products. 
Cotton stood at 152; sheep raisers at 144; dairy farmers’ eggs at 129; 
corn at 92; wheat, 79; potatoes, 84; hogs, 63; cattle, 61. 

In 1913 the roads mentioned herein were all paying to their own- 
ers, the stockholders, 7 per cent dividend. In December, 1923, the 
average return on these roads to their stockholders was 3.25 per cent, 
which makes the 1923 return equal to only 46.4 per cent of 1913. Tak- 
ing the present extra cost of living over 1913, the measure by which 
the farmers’ dollar is figured, we find the stockholders’ dollar is equal 
to but 29 cents as compared with the farmers’ dollar equal to 75 
cents. The 3.25 per cent given as the dividend return of these four 
roads is based upon 5 per cent being paid by the Great Northern and 
Northern Pacific, and the rate of 3 per cent being paid by the Chi- 
cago & Northwestern, which road declared 1% per cent for the six 
months ending Dec. 31, 1923. The Chicago, Milwaukee & St. Paul 
has not paid one penny in dividends to its stockholders since 1917. 
All through the war period, when the farmer was receiving extremely 
high prices for his produce, much of the time receiving for his wheat 
$2 and $2.50 a bushel, the owners of these roads—the stockholders— 
did not receive one penny more than in 1913, from the three roads 
that continued to pay dividends. Not one penny did they receive 
from the Chicago, Milwaukee & St. Paul during the period that we 
were engaged in war, although the stockholders’ cost of living ad- 
vanced with all others upwards of 60 per cent. Is it not high time 
the stockholders’ wage was increased? 

It will be seen by these figures that the stockholders of these 
roads are receiving less than the holders of the tax exempt United 
States Gobernment 3% per cent bonds, the owners of which are guar- 
anteed 100 cents on the dollar at maturity. With the government 
regulating railroad rates and regulating the bond and stock issues, 
the securities of transportation companies should be as stable as gov- 
ernment bonds and sought by all investors, instead of, as they are 
now, shunned and avoided by almost all buyers of securities. 

I most emphatically deny that the farmers would receive any 
benefit from a reduction in the rate of freight on grain unless they 
were highly organized, and then it would be but a short time that an 
unnatural condition could be made to exist. The reduction would be 
passed along to the consumer. The laws of supply and demand will 
regulate prices just as sure as the sun will rise and set tomorrow. 
Assume, for argument’s sake, that the rate of freight was reduced 
25 per cent on grain. No less an authority than Mr. John H. Rich, 
chairman of the board and federal reserve agent, Federal Reserve 
Bank, of Minneapolis, states that if the farmer were to receive the 
full amount of such a reduction, it would mean but $24.24 ‘to each 
farmer in North and South Dakota. The same authority states, by 
wey of example of the low cost of hauling grain to market, by the 
railroads, that it costs the farmer 2 cents per bushel per mile to 
haul wheat from the field to the local railroad station, while the rail- 
road, upon receiving this wheat, moves a ton of it at the trucking 
cost to the farmer of moving a bushel one mile. The same authority 
states of these same roads, that their earnings for the first nine 
months of 1923 were about one-sixth the average earnings of a well- 
managed grocery store. : 


It would be idle to assume there is no need of an increase in 
rates in the northwestern territory. If we pause for a moment to 
consider the fact that the M. & St. L. road is in the hands of re- 
ceivers; that the Omaha road has been compelled to cease paying 
dividends; that the Chicago & Northwestern has had to reduce to a 
3 per cent basis; that the Chicago, Milwaukee & St. Paul is unable 
to earn its fixed charges; that the O. W. R. & N., is supported by 
the main line of the Union Pacific, and that the Great Northern and 
Northern Pacific are paying their meager 5 per cent dividends largely 
from income received from other sources than the operation of the 
railroads, there is but one conclusion to which we can come, and that 
is the necessity for higher rates on freight in this territory. 


Taking the seven important carriers of the northwestern regions, 
the market value of the stock of these roads has shrunk $683,000,000 
and is now only 38 per cent of what it was seven years ago. It is 
unanimously agreed by the managers of the transportation industry 
that the expenditure of a billion dollars annually for between five 
and ten years will be necessary in order to keep up with the growing 
needs of the country, and to provide proper service for the farmer, 
as well as for the manufacturer; and it is clear that this money can 
not be raised by the sale of bonds indefinitely. The safety margin 
has already been approximated, and unless rates are sufficient to 
insure an income to attract the investing public to buy the stocks of 
these roads, they will be unable in a short time to properly function, 
through lack of funds for development, which will be little short of 
a catastrophe. The stockholder furnishes a margin of safety for the 
bondholders’ investment, and unless the companies can continue to 
procure a substantial proportion of their new investment through 
Sale of stock, they will soon find it impossible to market bonds. It 
is obvious that so long as the present conditions exist, no stock can 
be sold, and the conditions anticipated above will come to pass. Dur- 
ing the last four and one-haif years, 98% per cent of all the capital 
requirements of the railroads wefe derived from borrowing, and only 
1% eal cent from the sale of stock. I need not say that a situation 
of this kind can not long endure. 

The net advance in rates in 1923 over 1913, for the four roads 
mentioned herein, has been approximately 38 per cent, against an 
increase of all railways of Class 1 of 54 per cent. The same high 
cost of labor, material and supplies, as well as taxes, exist in the 
northwestern territory as in the other territories. The winters in 
the northwestern territories, on account of their severity, call for 
greater expenditure to keep the transportation machine moving than 
in the other territories named; yet their advance in rates was 16 per 
cent less than in all railways of Class 1. An analysis of the earnings 
of the Great Northern, in event of even a 10 per cent reduction in 
existing grain rates, will show the wiping out of any margin above 
its 5 per cent dividend, as shown by the eleven months’ operation of 
1923; and it would compel the Northern Pacific to reduce its dividend 
below the present rate of 5 per cent. The Chicago & Northwestern 
would be compelled to reduce its dividend to 2 per cent, while the 
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ee Milwaukee & St. Paul would fall short in the earnings of 


its — charges by about $3,000,000, throwing that road into bank- 
ruptcy. 


Stockholders to Organize 


According to J. D. Shatford of Chicago, there is a move on 
among some owners of railroad stock to create an organization 
the purpose of which shall be to safeguard the interests of 
stockholders. Mr. Shatford, owner of stock in the Great North- 
ern, Northern Pacific, Chicago & North Western and the Chicago, 
Milwaukee & St. Paul, testified in the Commission’s grain in- 
quiry at Washington, January 22, because of his interest in the 
suggestion, carried by the initiation of the inquiry, that grain 
rates might be so high as to warrant reduction. He said he 
was testifying on his own behalf and on behalf of stockholders 
situated as he was. No railroad company had asked him to 
testify, he said, nor did he hold any position with any railroad 
company. His idea was that the.interests of stockholders were 
not always adequately presented to the Commission, even if 
officers of the companies, selected by the directors chosen by 
the stockholders, did testify. 


COMMENDS THE COMMISSION 


Only four governmental agencies, the Interstate Commerce 
Commission, the Shipping Board and Emergency Fleet Corpora- 
tion, the Veteran’s Bureau, and the Department of the Interior 
have submitted estimates of appropriations for the fiscal year 
that is to begin July 1 next less than the appropriations for- the 
current fiscal year. That fact has been made known by General 
Lord, Director of the Bureau of the Budget. All other depart- 
ments and agencies of the government have asked for more 
money than they are spending this fiscal year. 

Before his death President Harding decided that the govern- 
ment should be operated in the coming fiscal year for $1,700,000,- 
000 except the interest on the public debt, which amounts to 
$900,000,000 annually and the payments to the sinking funds to 
reduce the debt, which amounts to about $500,000,000 more. Re- 
duction of the cost of operating the government to $1,700,000,000 
meant cutting the estimates $126,000,000 below the appropria- 
tions for the current year. 

According to the Bureau of the Budget announcement, the 
departments and agencies, with the exception of the four men- 


tioned, counting the Shipping Board and the Emergency Fleet 


Corporation as one, the estimates totalled $264,000,000 more than 
the appropriations for the current year. -In announcing the 
facts, General Lord said: 


Of the forty-three departments and independent . establishments 
of the government, only four requested less funds for 1925, than they 
have for 1924. On this roll of honor we find the Interstate Commerce 


. Commission, the Shipping Board and Emergency Fleet Corporation, 


the United States Veterans‘ Bureau and the Department of the 
Interior. I extend my _ congratulations and most distinguished con- 
sideration to these medal winners on the stricken field of estimates. 


TARIFF SIMPLIFICATION 


The Trafic World Washington Bureau 


Attention has been called to the fact that Galligan’s No. 108 
tariff series; I. C. C. No. 4, is along the same lines as Hawkes’ 
I. C. C. No. 20 (erroneously given as No. 30), mentioned in The 
Traffic World of November 24, 1923, p. 1289. The Hawkes’ tar- 
iff, in November, was cited by tariff men of the Commission as 
an example of what could be done toward the simplification of 
tariff publication, because, among other things, it consisted of 
only 344 pages and took the place of Davis and Curlett tariffs, 
each containing more pages, and made a saving of 367 pages. 
That saving, Commission tariff men were inclined to believe, 
could be regarded as a step toward the tariff simplification for 
which the Commission had been asKing for thirty years. 

The Galligan tariff, however, is older than the Hawkes 
tariff, having been filed February 25, 1922. It consists of four 
sections, one of general class rates, one of general commodity 
rates, one of proportional rates on grain, and one of various or 
miseellaneous commodity rates. It applies, between Mississippi 
Valley and Ohio River territories. 

According to men who handle tariffs, the method used by 
Hawkes and Galligan is not new, but the ability of Hawkes to 
compress his into two sections, each alternating against the other 
in such way as to save more than half the number of pages that 
had theretofore been used, caused attention to be drawn to 
Hawkes’ publication, coming as it did just at the time when 
George M. Crosland, in charge of the Commission’s tariff files, 
was putting forth particular efforts to jog the tariff publishing 
agents into further efforts to reduce the bulk of each issue and 
the number of issues to the lowest possible size and figure. The 
Galligan publication is regarded by tariff users as an improve- 
ment over its predecessor. ; 


TELEPHONE STATISTICS 


The Commission has issued a statement prepared by its 
bureau of statistics from annual reports of telephone com- 
panies for the year ended December 31, 1922. . 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


igests taken from Reporters and Digests of National Reporter 
' leothen, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Evidence Viewed Favorably to Plaintiff on Defendant’s Demurrer 
Thereto: 

(St. Louis Court of Appeals, Missouri.) In passing on de- 
fendant’s demurrer to evidence, it must be considered and 
viewed by the Court of Appeals most favorably to plaintiff.— 
Missouri Cobalt Co. vs. Missouri Pac. R. Co. et al., 255 S. W. 
Rep. 970. 

Burden on Carrier to Show Loss of Oil from Tank Car Resulted 
from Causes Exempting It as Insurer: 

In action for fuel oil lost in transit, founded on common- 
law liability of the carrier as an insurer, where the evidence 
tended to prove that the tank car of oil was delivered in good 
condition, and on arrival at destination it was found that the 
oil was lost, the burd@én was on the carrier to show that the 
loss actually resulted through a cause for which it was exempt, 
such as the act of the shipper.—Ibid. 

Issue as to Whether Loss of Oil Was Due to Act of Shipper for 
Jury: 

In action for fuel oil lost in transit, founded on a common- 
law liability of the carrier as an insurer, where evidence tended 
to prove that the tank car was delivered to carrier in good con- 
dition, and on arrival at destination the oil was lost, whether 
such loss resulted from act of shipper held, under the evidence, 
for jury.—Ibid. 

In Action on Carrier’s Liability as an Insurer, Reference to 
Negligence, in Instruction Without Defining It Not Preju- 
dicial Error: ve 
As in action for loss of fuel oil based on the common-law 

liability of the carrier as an insurer negligence was not essen- 

tial to liability, it was not prejudicial error to instruct to find 
for plaintiff if the loss of the oil was due to the carrier’s “neg- 
ligence,” without defining the term.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) - 





REGULATION OF COMMON CARRIER 


Statute Authorizing Railroad Commission to Establish Rates for 
Common Carriers Not Unconstitutional as Violative of Due 
Process Clause: 

(Supreme Court of Arkansas.) Gen. Acts 1921, p. 177, au- 
thorizing the Railroad Commission to establish rates for com- 
mon carriers, held not unconstitutional as violative of the due 
process clause of the United States Constitution, in view of 
section 20 providing for a review of the reasonableness of the 
established rate by the circuit court on appeal from the order 


of the commission.—Clear Creek Oil & Gas Co. vs. Ft. Smith 
Spelter Co., 255 S. W. 903. 


Rate Fixed by Railroad Commission Presumed Reasonable on 
Appéal: 
On appeal to the circuit court from order of Railroad Com- 
mission establishing rates for pipe line companies under Gen. 


Acts 1921, p. 204, sec. 20, the rate fixed by the commission is 
presumed to be reasonable.—Ibid. 


Carrier Appealing from Order of Railroad Commission Establish- 
ing Rates Has Burden of Proving Unreasonableness: 

A pipe line company contesting rates established by Rail- 
road Commission by appeal to the circuit court, under Gen. 
Acts 1921, p. 204, sec. 20, has burden of proving the unreason- 
ableness of the established rate.—Ibid. 

Function of Circuit Court on Appeal from Order of Railroad 
Commission Establishing Rates Stated: 

The circuit court, on appeal from order of Railroad Com- 
mission establishing rates, under Gen. Acts 1921, p. 204, sec. 
20, is not empowered to establish rates, but may merely de- 
termine whether the rates, as established by the commission, 
when considered in the light of the evidence before the Com- 
mission and the presumption in favor thereor, are reasonable.— 
Ibid. 

Findings of Fact on Appeal from Railroad Commission Not Dis- 
turbed Unless Against Preponderance of Evidence: 
Findings of fact by the circuit court, on appeal from order 

of Railroad Commission establishing rates, under Gen. Acts 
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1921, p. 204, sec. 20, will not be disturbed by the Supreme 
Court, unless against the preponderance of the evidence before 
the commission when tested by the presumption in favor of 
the commission’s findings.—Ibid. 


Pipe Line Company Entitled to Fair Return on Value of Prop- 

erty: 

In proceedings before Railroad Commission for establish- 
ment of rates, to be charged by pipe line company, under Gen. 
Acts 1921, p. 177, the company is entitled to a fair return upon 
the value of its property, but will not be permitted to charge 
tg than the services rendered by it are reasonably worth.— 

id. 

Railroad Commission and Circuit Court Presumed to Have Acted 
Within Appropriate Sphere in Absence of Special Findings: 
In the absence of a special finding on the part of the 

Railroad Commission, or of the circuit court on appeal from the 

order of the commission, the Supreme Court, on appeal from 

the judgment of the circuit court, will presume that each acted 
within its appropriate sphere.—Ibid. 

Establishment of Rates Is Legislative in Character: 

The establishment of rates chargeable by a pipe line com- 
pany is legislative in character, whether exercised by the legis- 
lature itself or by some subordinate body created for that pur- 
pose by the legislature.—Ibid. 

Railroad Commission May Change Rate Previously Established 
by It When Justified by Material Change in Conditions: 
The power of the Railroad Commission to establish or 

change rates of carriers, under Gen. Acts 1921, p. 177, is con- 

tinuous, and a material change in the conditions from those 
existing at the time the rates were established will be ground 
for new action in the premises by the commission.—Ibid. 


= - 


SLOSS-SHEFFIELD CASE APPEAL 


The question of reparation involved in the Commission’s de- 
cision in No. 4800, Sloss-Sheffield Steel & Iron Co. vs Louisville 
& Nashville et al., has been docketed in the Supreme Court of 
the United States on both appeal and writ of certiorari by the 
Louisville & Nashville, from the fifth circuit. Judgments for 
about $260,000 have been given in the lower courts, the courts 
basing their awards of money on the orders of the Commission 
which followed a finding of unreasonableness as to the rate on 
pig iron from the Alabama furnaces to the Ohio river crossings 
and points north thereof. The original decision was made about 


a dozen years ago but since then many additional proceedings 
have been had both before the courts and the Commission, 


APPLICATION OF COMBINATION RULE 


For the guidance of employes of the Commission whose 


duties require them to quote rates, Director of the Bureau of 
Traffic has issued the following: 


: A number of tariffs of joint through rates contain a provision 
issued under special permission of the Commission reading substan- 
tially as follows: 

“If the aggregate of intermediate rates named in tariffs lawfully 
on file with the Interstate Commerce Commission, via the route over 
which shipment moves, makes less than the joint through rates con- 
tained in this tariff, such aggregate of rates will be applied.” 

Where tariffs contain clauses such as the above, please note the 
following: 

(1) Where there is a joint through class rate (but no joint through 
commodity rate) over the route of movement of a particular shipment, 
if the aggregate of intermediate rate factors (two or more of which 
must be commodity rate factors) over said route is less than said 
joint through class rate, and if one (or more) of the tariffs containing 
the intermediate commodity rate factors makes reference to Agent 
B. T. Jones’ I. C. C. No. U. S. 1, in such event apply on the ship- 
ment the aggregate of intermediate rate factors treated by the com- 
bination rule .as per Agent Jones’ tariff. Pleas¢ note that in no in- 
stance must deductions be made from intermediate class rate factors. 

(2) Where there is a joint through commodity rate in effect via 
the route of movement, and where the aggregate of intermediate fac- 
tors (whether class or commodity) makes less, such aggregate of 
intermediates will be- applied, untreated by the combination rule in 
Agent B. T. Jones’ I. C. C. No. U. S..1, regardless of whether or not 
one or more of the tariffs containing such interthediate factors make 
reference to the Jones’ tariff. & 

In order to avoid misapprehension with respect to situations 
covered by this memorandum, it should be noted that under no cir- 
cumstance should the provisions of I. C. C. U. S. 1 be applied unless 
the aggregate of intermediate rates (untreated by the combination 
rule) is lower than the joint through rate (class or commodity). 

Please be governed accordingly in quoting rates from such tariffs. 


GOVERNMENT SAVES FREIGHT 


At the sixth regular meeting of the business organization 
of the government, January 21, General Lord, Director of the 
Bureau of the Budget, reviewed efforts of the government to 
be more economical in the use of its funds. Referring to its 
transportation, travel and -telegraph expenses, he said: 


The Federal Traffic Board reports progress. Traffic organizations 
have been installed in all government departments where the amount 
of traffic warrants such action. Today twelve traffic agencies, 
operating under traffic managers, are the healthy vigorous successors 
to more than one hundred heterogeneous organizations that formerly 
were responsible—I might almost say ante ie gr a transporta- 
tion of government supplies and presonnel. It has been a long, 
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tedious and trying task, beset with many discouragements. The 
result, however, amply justifies the work. The federal government’s 
traffic bill last year was $140,955,277.63. Surely this is a business cf 
sufficient importance to demand careful and intelligent administration. 
I appeal to those in authority to support these traffic organizations in 
their important work, so that we may profit by the economies they 
surely can effect if they have the encouragement and reognition 
they deserve, 


The work of the traffic managers and their assistants, must, 
however, be supplemented by the loyal effort of all in the service 
who have to do with the obligation of Federal funds for the trans- 
portation of persons and things. We may preach ourselves hoarse on 
the subject of economical traffic procedure; we can outline the most 
scientific money-saving traffic rules and regulations imaginable, but if 
the active operators here, there and in the field give no heed and 
continue to follow careless and consequently expensive methods we 
waste our time and squander our breath and vocabulary. 

Insufficient description of articles shipped costs the government 
vast sums of money each year. Here’s a case in hand. The traffic 
representative of one of the departments shipped 118 packages from 
Baltimore to Chicago. These packages were described as ‘“miscel- 
laneous hospital supplies.’ The carrier, not being properly advised of 
the contents, applied a rate which called for a charge of $295, which 
was paid. The general accounting office, which’ was alive to the 
situation, even though the shipper was not, found these packages 
contained chipped soap, which called for a lower classification and 
rate, and warranted a payment of only $64.25 instead of the $205 
which had been paid. The general accounting office collected $140.75 
from the carrier on this account. Carelessness of the shipper in 
this case was responsible for a rate more than three hundred per 
cent too high. Of course, the actual amount involved was small, but 
the possibilities for loss from this careless way of doing business are 
staggering. The government cannot afford to retain on its payroll 
expensive servants like the shipper of that soap. The Director of 
the Bureau of the Budget will be advised of all cases of this sort, 
not only as to transportation matters but with regard to other 
important federal activities, and continued flagrant disregard of 
necessary precaution to protect the government’s interests will be 
brought to the attention of the Chief Executive by his direction. 

In 1923, the government paid $37,031,909.84 for travel. Did any 
one stay at home? Here again we evidently need better administra- 
tive control with a view to less journeying and less spending. The 
Comptroller General has called my attention to an instance where 
a department sent three of its employees from Washington to Boston 
to attend a convention. A round-trip rate of one and one-half fare 
was available. One of the three employees took advantage of the 
reduced rate while the other two ignored it. It isn’t a satisfactory 
explanation that the two may not have known of the reduced fare. 
They should have been interested enough in federal economy to have 
ascertained. 

I am glad to be able to offset this incident with the action of 
an independent establishment* which found it necessary to send 
employees to the northwestern coast by way of New Orleans and 
Los Angeles, to return through Minneapolis and St. Paul. The 
regular round-trip ticket would have cost considecabl2 more than 
$200. The office to which I refer—the general accounting office—found 
it could secure excursion rates at $150, and took advantage of this 
opportunity to save. Go thou and do likewise. . 

You see we are still preaching and practicing federal economy, 
and will continue to preach it and practice it ‘till the sun grows 
cold, and the stars are old, and the leaves of the judgment book 
unfold,”” which being interpreted, is to say, that economy has been 
established as a permanent policy in Government operation, and 
preventable waste is not contemplated and will not be countenanced. 
What we want, however, is not economy under compulsion, not a 
perfunctory saving where the opportuntiy and the duty are so obvious 
that nothing else is possible. We want economy for the love of it, 
economy because it is right, economy that is the result of personal 
initiative, savings made by government servants who are more 
interested in the conservation of the nation’s money, supplies and 
time than they are in the protection and care of their own personal 
possessions. And we have the right to expect this quality of service, 
for as the president has stated, the government’s interests constitute 
a sacred trust. 


Telegraphing and telephoning last year cost Uncle Sam_$3,490,807.94. 
It seems as though we must have been boycotting our efficient postal 
service, which, with the assistance of the airmail, is establishing ex- 
traordinary records for prompt delivery. I think this statement 
will be tearfully indorsed by the San Francisco business man, who, 
to meet an obligation in New York city drew his check for the 
amount although he had insufficient funds on deposit to meet it. He 
trusted to the time usually required for a letier in the regular 
course of mails to reach New York, pass through the clearing house 
and return to his San Francisco bank. He expected, in that time, to 
be able to reinforce his bank balance pending the arrival of the 
eheck. The check, ‘however, caught the eastward bound air mail, 
and on its return caught the westward bound air mail, arriving in 
San Francisco and caught the business man with a protested check. In 
this field of telegraphing I know there is unnecessary expense and op- 
portunity for better control with resulting economy. I know we can use 
the mails more and the wires less without loss of efficiency. The State 
Department was spending in March, 1920, for telegraph and cable 
tolls $51,000 a mont®. This rate of expenditure meant a deficiency. 
Notice was immediately sent out to economize. This notice was 
supplemented by a report showing the cost of telegrams originating 
in the various offices, which was sent to the offices concerned to 
arouse competition in cutting down the expense. It worked. Start- 
ing in March with $51,000, telegraphic expense dropped to $37,900 
in April, to $25,000 in May, $25,000 in June and so at about that rate 
until in the succeeding January it fell to approximately $21,000 
Competition in economy is a most commendable sport and I 
hope it may be initiated all through the service. It is one game 
in which every earnest participant is bound to win. 


Transportation, travel and telegraph—which are always associated 
in my thought—cost us last year $181,477,995.44. Is it too much to 
hope that all through the service, from now on, we will supplement 
these three T’s—Transportation, Travel and Telegraph—with three 
I’s—Interest, Initiative and Intelligence. 


UNCONTESTED FINANCE CASES 


The Ann Arbor Railroad Company has been authorized to 
assume obligation and liability in respect of $840,000 of series 
A and $252,000 of series B, equipment trust certificates. The 
series A certificates are to be sold at not less than 96 per 
cent of par and accrued dividends, and the series B certificates 
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are to be delivered at par in connection with the procurement 
of equipment. 

In a supplemental order, the Commission has extended, un- 
til June 30, 1924, the time within which the Chicago & Eastern 
Illinois Railroad Company shall sell $989,000 of prior lien mort- 
gage 5% per cent bonds. 

_The New York, New Havep & Hartford has been authorized 
to issue $1,043,000 of equipment notes in connection with the 
procurement of electric locomotives. 

The Old Colony Railroad Company has been authorized to 
issue $3,500,000 of first mortgage bonds, to be sold at not less 
than 95 per cent of par and accrued interest. 

The Commission has authorized the Kahului Railroad Com- 
pany of Hawaii to issue $600,000 of capital stock, consisting of 
6,000 shares of the par value of $100 each, to be distributed as 
a dividend. 

The Commission has authorized the Lake Superior & Ish- 
peming Railroad Company to issue 15,000 shares of capital stock 
of the par value of $100 each and to exchange 10,000 shares 
for a like number of shares of the Lake Superior & Ishpeming 
Railway Company, and to exchange 4,280 shares for 18,700 share’ 
of the Munising, Marquette & Southeastern Railway Company, 
the 720 remaining shares to be held by the applicant until fur- 
ther order of the Commission. The order also authorized the 
Lake Superior & Ishpeming Railroad Company to acquire and 
operate the lines of the other two railroads. 

_The Commission has authorized the Virginian Terminal 
Railway Company to issue $1,796,000 of 5 per cent first mort- 
gage 50-year gold bonds to be delivered to the Virginian Rail- 
way Company in reimbursement of advances made by it to the 
terminal company, The Virginian was authorized to guarantee 
and pledge the bonds and also to have authenticated and deliv- 
ered to it $3,416,000 of 5 per cent first mortgage 50-year gold 
bonds and out of the bonds so authenticated and delivered and 
other like bonds now in the treasury of the Virginian company, 
to sell $5,000,000 at not less than 91 per cent of par. 

The Monongahela Railway Company has been authorized 
to issue $2,650,000 of first and refunding mortgage 5 per cent 
gold bonds to be pledged as collateral security for notes aggre- 
gating $1,900,000 to be issued to the Director-General of 
Railroad. 

The Fredericksburg & Northern Railway Company has been 


authorized to issue $250,000 of 5-year 5 per cent secured prom- 
issory notes. 


OPPOSES SOUTHERN RATE PLEA 


The Trafic World New York Bureau 


Following information from Washington that the Interstate 
Commerce Commission had granted the application of the Port 
of New York Authority to intervene in the complaint of the 
Traffic Association of South Atlantic Ports asking for an ex- 
tension of the Baltimore and Norfolk differential on import 
rates, Chairman E. H. Outerbridge issued a statement saying 
that New York interests will fight this plan vigorously, 

Mr. Outerbridge said that both New York and New England 
are losing business progressively because of differentials against 
this region, and that no further extension of the policy should 
be allowed. On this subject he said: 


Baltimore enjoys a differential as compared to New Yo 
New England. Philadelphia likewise enjoys a differential on Saneet 
rates as compared to New York and New England. 

An amendment to this complaint was recently filed asking that 
Se. Serene extended to Southern ports be applied also to export 
ates. 

Many commodities, such as cotton, tobacco, coffee, ‘refined petro- 
leum and sugar, in the handling of which this port was formerly 
pre-eminent, have been drawn away by action of the differential 
system. At the ports enjoying the differentials the handling of these 
commodities has multiplied many hundred per cent, while the volume 
now handled at New York is negligible. 

The conditions because of which the differentials against this 
port were originally granted have disappeared. The ports now enjoy- 
ing the differentials would be on an equal competitive basis without 
their aid; nevertheless, the large vested interests that benefit by the 
differential have so far succeeded in persuading the Interstate Com- 
merce Commission that its withdrawal would depreciate, if not 
destroy, their investment. 

_ It is vital to the interests of the Port of New York, that this 
principle should not be extended. If the complaint in which the Port 
of New Authority has intervened should prevail, the import rate 
structure would appear as_ follows: Philadelphia, two cents per 
hundred pounds under New York; Baltimore, Norfolk, Newport News, 
Wilmington, N. C., Charleston, Savannah and Jacksonville—all three 
cents per hundred pounds under New York. 

It could be readily assumed that if differentials were extended so 
far, application would be immediately filed by all the Gulf ports for 
similar benefits. This is but the opening wedge. If successfully ap- 
plied, it will surely be followed by applications for differentials in ex- 
port traffic to the grave damage to the export interests of New York. 


PROPOSES SUSPENSION OF SERVICE 
The Sacramento Valley & Eastern Railway has applied to 
the Commission for authority to suspend operation of its line 
of railroad in Shasta county, California, during such time as 


the Shasta Zinc & Copper Company is not operating its mine 
at Bully Hill. 
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CANADIAN NATIONAL REVENUE 


The Trafic World Ottawa Bureau 


In a statement issued by President Thornton, the net reve- 
nues of the Canadian National Railways for 1923 are placed at 


$20,127,447, an increase of $17,646,935 in net revenues over 1922. 
The statement says: 


The following presents briefly the financial performance of 
the Canadian National Railways for the year 1923, as compared 
with the year. 1922: F 


Operating revenues, 1923, $254,662,447; 1922, $233,656,888, in- 
crease, $21,005,559. 


Operating expenses, $234,535,000; 1922, $231,176,376; increase, 
$3,358,624, 


Net revenues: 1923, $20,127,447; 1922: $2,480,512; increase, 
aig =r 


he figures for 1923 are subject to slight alterations, as some 
of the items entering into both revenue and expenses are esti- 
mated, but the adjustment will only slightly affect the above 
statement. This statement speaks for itself, and complete de- 
tailed information with respect to all matters relating to the 
National Railway system will be published in the annual re- 
port, which is now in preparation; but the administration de- 
sired promptly to acquaint the people of Canada with the general 
result. It is not possible to enter upon a detailed discussion of 
the company’s affairs at this time, but the directors and chair- 
man feel justified in taking advantage of this opportunity to 
express the hope that the service rendered in 1924 will meet the 
same generous support as has been received from the public 
during the past year. The board especially desires to acknowl- 
edge the fine and alert service rendered by officers and em- 


ployes alike, which has greatly contributed to the favorable 
results for the year. 


President Thornton has expressed the belief that the 
twenty millions betterment of last year will be followed by 
thirty millions in 1924 and that, by the end of 1925, the burden 
now being carried by the taxpayers will have been removed. 

The net revenue shown in the statement represents a sur- 
plus on operation and maintenance only; fixed charges have not 
been included. The gap between earnings and expenditures 
including fixed charges, is still a large one. 


REPORT ON GRAND TRUNK 


The Trafic World Ottawa Burcau 


Commissioner F. H. Honeywell, who was appointed a spe- 
cial commissioner on behalf of the government to inquire into 
certain matters in connection with the Grand Trunk Railway 
has presented his report. He was commissioned to inquire into 
the payment of gratuities to officers of the Grand Trunk Rail- 
way, the payment of gratuities or retiring allowances to the 
directors of the Grand Trunk Railway at a meeting in London, 
and certain payments made about March 1, 1919, and subse- 
quently thereto, on account of interest due and payable as of 
those dates on the 4 per cent Grand Trunk Pacific debenture 
stock and the five per cent secured notes. The commissioner 
was empowered to proceed to England, but was able to get 
most of the desired information from officials of the former 
Grand Trunk Railway in Montreal. 


In dealing with the payment of gratuities to officials in 
Canada, the report says: 


It is quite clear that it was President Howard G. Kelley’s 
wish that the payments should be treated as confidential, and 
the explanation, as given by Mr. KeNey and other witnesses, 
that knowledge of the payment of these gratuities would 
create discontent among officials who had not received such 
favorable treatmeht, is open~to fair criticism. The several 
gratuitants still in the employ of the Canadian National Railways 
have intimated in writing a willingness to repay the amounts 
respectively received, and I am diffident about expressing an 
opinion on this matter, as loyalty and esprit de corps on the 
part of railway officials is an asset that should be highly valued, 
while financial embarrassment is a very great handicap to ef- 
ficiency. Should repayment be required from those officials still 
in the employ of the Canadian National Railways, I should re- 
spectfully recommend that the terms be made as considerate 
as possible, consistent with the circumstances in each particular 


case. 

A total of $190,400 was paid in salaries and gratuities out 
of the Grand Trunk Railway’s fire insurance fund to the fol- 
lowing officials of the company in Montreal: One year’s sal- 
ary, as gratuity, to Howard G. Kelley, J. E. Dalrymple, W. D. 
Robb, R. S. Logan, J. M. Rosevear, D. E. Galloway, W. P. Hinton, 
H. H. Hansard and S. P. Porter; $5,000 each to G. T. Bell and 
H. C. Martin. It was also decided to pay to Frank Scott, as 
vice-president and treasurer of the fire insurance fund, $25,000; 
to H. H. Norman, $12,500, and to H. Dear $10,500. All but 
Kelley, Scott, Galloway, and Rosevear denied any knowledge of 
the transaction, according to Major Honeywell’s report. 

One of the first intimations that something of the kind was 
being contemplated was contained in a letter from Frank Scott 
to Howard G. Kelley, November 8, 1919, in which he stressed 
his claim to some “tangible recognition of my services in con- 
nection with the fire insurance fund.” Earlier, when Sir Alfred 
Smithers was in Canada in the autumn of 1919, he received 
from Kelley a list of those “who should receive special recogni- 
tion.” The payment of a total of $190,400 was made on the 
authority of a minute at a directors’ meeting in London, which 
spoke of a surplus of $223,957 in the company’s fire insurance 
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fund over the amount of $1,000,000, which was considered ample 
protection. 

“Messrs Kelley and Scott,” says the report, “had knowledge 
of the pending acquisition of their several undertakings by 
the government and the propriety of their recommending to 
Sir Alfred Smithers, either jointly or severally, the payment of 
a large sum in gratuities may very properly be questioned.” 
Major Honeywell adds that Kelley had the legality of his pro- 
posed move confirmed. “Legal remedies, if any, relative to the 
payment of the gratuities can be dealt with by the Department 
of Justice, after considering the evidence, and it only remains 
for to deal with the moral aspects of this transaction.” 

Dealing with the payment of 37,500 pounds stirling to the 
directors of the Grand Trunk railway, the report says: 


This payment was provided for by a resolution passed at a 
special metting of the shareholders at the Cannon Street Hotel 
in London, February 19th, 1920. The sum paid was equal to five 
years’ compensation, but such payment in no way affected 
the company’s assets as acquired by the Dominion government. 
This payment was charged against the fund created by assess- 
ments against the interest payable to holders of the debenture 
stock and four per cent guaranteed stock and the company’s 
funds were credited with such amount. 


There is no evidence on record as to how this amount was 
distributed, except that none of the officials appearing before me 
receiving any portion of the same, and any question with refer- 
ence to this payment is one to be dealt with as between the 
contributors to the aforesaid fund and the directors, 


As to the payments of interest on March 1 and 2, 1919, on 
four per cent Grand Trunk Pacific debentures and five per cent 
secured notes, it is pointed out in the report that these were 


made out of funds to be used for working expenses, and not 
to meet interest payments. 


It is quite evident that the Canadian government was unwill- 
ing to finance payments of interest, and they should have governed 
themselves accordingly notwithstanding their strenuous plea that 
Canadian credit would be seriously affected if default were made 
in payment of interest. It was also made plain by the Canadian 
government that it would not authorize the payment of interest 
falling due on March 1 and 2 on the Guaranteed Debenture Stock 
and Secured Notes, and the Directors of the company must 
assume responsibility for their action. These interest payments 
in London give rise to obligations which later had to be honored 


by the government receiver. 

In 1916, 1917, 1918, the Grand Trunk Pacific officials in 
London had been gradually accumulating a surplus of funds 
on hand, the surplus cash balance January 1, 1916, being $18,- 
753.90. January 1, 1919, this had jumped to $624,063.91, and on 
February 28 of the same: year, to $717,621.25, but there were 
liabilities of $642,101.56 to meet, so that only $75,519.69 could 
be properly used for payment accruing due on and after March 
1, 1919. <A total of $650,136.98, however, was paid out in inter- 
est, and an additional $274,310.82, making an aggregate sum 
of $924,447.80 paid out of the company’s funds. The legality and 


propriety of such payments are both called in question by the 
commissioner. 


REDUCED RATES IN CANADA 


; The Trafic World Ottawa Bureau 

In the name of the people of New Brunswick, the premier 
of that province has appealed-to the premier of Canada to have 
the matter of.freight rates investigated at once with a view to 
immediate reductions, if possible. The extreme east, like the 
extreme west of Canada, appears to have seized on freight rates 
as a political issue. Premier Oliver, of British Columbia, is 
touring the prairies on this mission. Before leaving Vancou- 
ver, he informed the board of trade of that city, which is back- 
ing him in his fight, that it would be carried on “even to the 
foot of the throne itself, if necessary,” in order that the pre- 
confederation constitutional rights of British Columbia should 
be recognized. He explained that the decision of the govern- 
ment to take no part in opposing the application of the express 
companies for increased tariffs was due to two reasons—be- 
cause the request of the companies was so unreasonable that 
it was inconceivable that the railway board could see any way 
to grant it, and because the prairie governments had the right 
to fight the battle of British Columbia in return for that prov- 
ince’s efforts in the freight rate case. If the application should 
be granted, British Columbia would immediately lodge an appeal 
and join in the fight. He said he did not anticipate any good 
results from the review of the case ordered by the Dominion 
government in its latest mandate to the Railway Commission. 

“They may see the error of their ways, but I do not expect 
it; and the reason is that there is nothing in the railway act 
that I can find which gives that board any power to determine 
any issue on the basis of constitutional rights antecedent to the 
C. P. R. contract of 1881,” he said. 

When Premier Oliver reached Alberta, he found the Pro- 
gressive party in convention there. He declared that the rail- 
way companies had done everything possible to prevent the use 
of the Pacific ocean and the Panama Canal. He said that, when 
the Crow’s Nest pass agreement was restored, the rate on grain 
shipments east had been reduced but the reduction was not 
applied to the western route. He charged the Progressives with 
neglecting to fight for a reduction west. They explained to him 
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that the reduction west was a separate matter and, when it 
came up in Parliament, the Progressives would fight just as 
hard to obtain it. Mr. Oliver declared that the question of rail- 
way rates was the most important before the people of western 
Canada—more important than the tariff—and it was vitally im- 
portant that the differentials against Alberta and British Colum- 
bia be eliminated. The freight rates fight had cost his govern- 
ment over $90,000 to date, and he suggested that Alberta should 
share the expenditure in future. 


CANADIAN CAR LOADING 


The Trafic World Ottawa Bureas 


Total revenue car loading for the week ended January 12, 
1924, was 47,208 cars, an increase of 8,062, cars over the pre- 
ceding week. It was a decrease of 656 cars over the correspond- 
ing week in 1923. For the week ended January 12, 1924, the 
total number of cars loaded for eastern Canada was 30,134 and 
for western Canada 17,074, an increase of 5,551 over the pre- 
ceding week for the east and 2,511 for the west. It shows an 
increase of 473 cars for the east over the corresponding week 
last year and a decease of ,129 for the west. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 














RAILWAYS 
For the Week Ended 

EASTERN CANADA Dec. 29 Jan. 5 Jan. 12 

1923 1924 
Dec. 29 Jan. 5 Jan. 12 
Commodity— Cars Cars Cars 
Grain and grain products........... 2,330 1,986 2,856 
ST EE chine e lacauo.a’ore.)6 oa c etiniste we. & 679 985 1,109 
ae Aihdg Sele ais cs caw c.e eS ob wee vie 1,103 1,088 1,302 
IN BI MNS a6 on ces lg Go ein. 6 dioreie Siow aie 321 268 202 
I errs otc in Taras wine aahere's ¢ eee & 1,898 1,310 1,684 
I a cine oie wwe o dled eben e-4 1,915 1,834 2,649 
son” ge eee 1,573 1,487 1,969 
een EOFGRUL PTOGUCtB. ... 5. cece ees 773 640 1,411 
CR os Petes ees ee Ah yee vibes e 0% 582 504 530 
rpmetae Ta, OS, Gs... vic cic ccecvswes 8,375 7,926 8,775 
I © oo nat. al cca 0. 'eie puis gees 6,976 6,555 1,647 
AN UNG os. oo oe ween ees 26,525 24,583 30,134 


Total cars received from connections. 24,192 21,197 10,054 
Total cars loaded corresponding week, 


Eis MMaONIS es. Detbe tos Mapes ashes “Aes 23,237 29,661 











Commodity— 
Grain and grain products........... 8,502 5,238 5,547 
MEET.» <a ace oe bw td deewe es cesta 517 788 1,124 
Re a> aie wed ale eo U Ke ele oe S: de" 1,754 2,855 3,290 
I ticked hte ab asd pp pub ''dea, did & Biaibse otiaw as 00 112 110 45 
NN ey 9: Na aad ary & 0 Fok Oret 6 wales 646 595 627 
EE, wh Soares 8S ews See ee oe eG 59 93 162 
re eee ee 88 90 93 
Seeman TOBGRE PROGUCES. 2... ck Se cceds 924 1,073 1,150 
I pS Set ena nine: shaee o Uh eee +. ee 263 94 276 
Fag a ee errr 2,724 2,449 3,056 
IN? tn Cae ee. SU. ee aS 1,404 1,178 1,704 
ee Se MOOD 5 5s ng 0/644. 9°00 epee 16,993 14,563 17,074 
Total cars received from connections. 2,367 21,197 2,429 


Total cars loaded corresponding week, 
PEERS Ee Soa 5 creel OS ee eh eee Lekl ees 14,600 18,203 


For the Week Ended 

















1923 

; TOTAL FOR CANADA Dec. 29 Jan. 5 Jan. 12 
Commodity— Cars Cars Cars 
Grain and grain products........... 10,832 7,224 8,403 
ET MUR Glare oo So PGS Ow os be seta ete 1,196 1,773 2,233 
PS Salgehe diac. sete te «abi onto 06 $ 4S Ses 2,857 3,943 4,592 
a Re a ily, tee Bin Untet & kiana, oc oreee 433 378 247 
I aii ak sha ae soca Gig sanie, Ree deb 9.. 00 2,544 1,905 2,311 
ID, | SE ae Ste we valde Sees ee eee 1,974 1,927 2,811 
RE LS eigh 6 Wns ch nck we 1,661 1,577 2,062 
Otmer forest products. ....icccsccesee 1,697 1,713 2,561 
en aie a aad ng aicbs ia 'b0.4' ¢.04 Oo 0,0 845 598 806 
PIEOO ae OC, Ei coi ss cece veces 11,099 10,375 11,831 
MIN © o.oo cic in ev ccieiee lee 8,380 7,733 9,351 
TR a ye ee 43,518 39,146 47,208 
Total cars received from connections. 26,559 23,568 12,483 

Total cars loaded corresponding week, * 
ee sc sla idel bra, 4:- Alpe Sake e-6:ie abel on do's aed aaa 37,837 47,864 


MARINE INSURANCE IN CANADA 


The Trafic World Ottawa Burean 


The Canadian government has had before it for considera- 
tion the question of marine insurance as it applies to vessels 
in Canadian waters, and particularly what are known as the 
British North America warranty clauses, under which discrim- 
inatory rates are charged by underwriters for insurance on 
vessels plying to and from Canadian ports. This matter was 
brought up at the economic conference and referred to the Im- 
perial Shipping Committee, but nothing has been done, and the 
sentiment of the underwriters in Great Britain, as reflected in 
English papers, is against anything being done to meet the 
Canadian objections, 

It is understood that the government has now reached the 
conclusion that every possible effort will have to be made in the 
first instance to induce the underwriters to eliminate the ob- 
jectionable clauses from insurance policies. Failing this, the 
government is prepared to embark on the insurance business 
itself or in co-operation with other interests. 
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It is understood that arrangeménts are now under way for 
a full discussion of the subject with the underwriters, who are 
centered in London, with a view to ascertaining the extent to 
which they are prepared to modify the present policies. It is 
understood that tne underwriters have suggested that the Can- 
adian government assume the extra premiums, but the govern- 
ment will not do this. 


TO TAKE OVER INVERNESS ROAD 


The Trafic World Ottawa Bureau 


If satisfactory arrangements can be made with the bond- 
holders’ representatives in Toronto, the Canadian National has 
agreed to take over the Inverness Railway and operate it on a 
short term lease with power to buy the road, if deemed ad- 
visable. Interests in Toronto have for some time been willing 
to buy and operate the coal mines served by the road, provided 
they could be sure of continuous railway service. The gov- 
ernment has been pressed to take over the road, but has not 
been anxious to add to its railway burdens. The rental which 
the Canadian National will pay is to be fixed by agreement. If 
the Canadian National takes it over, it will be put in good con- 
dition for traffic, with new rolling stock and improvements to 
the road-bed. The road runs for 62 miles from Point Tupper on 
the Canadian National to Inverness, and extensions proposed 
would run through valuable coal areas, the coal from which 
could be shipped from Cheticamp to the St. Lawrence. 

There is an interesting story in connection with this road. 
It was built by McKenzie and Mann, as one of the vast num- 
ber of small roads they constructed all over Canada. When 
arrangements were being made by that firm with the govern- 
ment to take over the Canadian Northern system, and after the 
bargain had been concluded, Sir William McKenzie returned 
to advise the premier, Hon. Arthur Meighen, that he had for- 
gotten to include one railroad in his schedule. It was this 
Inverness Railway. 

“T think,” said Premier Meighen, “we have all the railways 
we want now.” 

“But you will have to take this one,” said Sir William, “It 
will not cost you anything.” 


It was refused even at this price, and remained with the 
bond-holders. 


RAILROAD EARNINGS IN CANADA 


Gross earnings of the Canadian National for the week end- 
ing January 14th were $4,169,482, a decrease of $142,557 from 
the corresponding week of 1923. Earnings of the Canadian 


Pacific for the same period wére $2,952,000, an increase of $142,- 
000 or five per cent. ; 


RAILROAD WAGES IN CANADA 


At a recent meeting, the Ottawa Trades and Labor council 
decided to protest to President Thornton against the railways 
reducing the wages of laborers in their employ to 25 cents an 
hour. Tom More, who is not only president of the Trades and 
Labor Congress but also a director of the Canadian National 
Railways, having been appointed by the government as repre- 
senting labor, explained that it was hardly fair to say that wages 
of regular maintenance of way employes of the Canadian 
National had been cut; the regular unskilled employes of the 
system were paid 38 cents an hour; the men referred to were 
casual laborers employed cutting weeds, shovelling snow, etc.; 
but he was explicit on his stand toward labor. He said that 
when he assumed his position on the directorate of the Can- 
adian National, he had urged a fair wage. “It is better that 
the railway show a deficit,” he said, “than pay its employes a 
wage that they caunot live on.” 


FARMERS WANT LIGHT FEEDER LINES 


The Alberta farmers, at their recent convention, endorsed 
the idea contained in a report made by a special committee that 
light railways be used in the west as feeders. for the standard 
guage lines. Their suggestion was for a guage of two feet on 
twenty pound rails, the idea being that the cost of construction, 
maintenance, and operation would be much lower than. for 
standard guage lines. D, C. Coleman, vice-president of the 
Canadian Pacific, has made a report to the effect that his com- 


pany had investigated the narrow guage scheme and had dis- 
carded it. 


CANADIAN NATIONAL BONDS 


The Canadian National Railways will shortly be in the mar- 
ket for a loan of fifty million dollars, which will, it is under- 
stood, be guaranteed by the Dominion government. With a road 
of 22,000 miles, which has heavy capital charges, the system 
always needs a great deal of money and the favorable market 
that has developed has convinced the management that the 
present is a good time to bring out an issue. The early part 
of last year, the Canadian National put out an issue of $22,- 
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500,000 of equipment trust bonds, guaranteed by the govern- 
ment, for rolling stock, etc. 

Under the late government, the practice was to have the 
railroad do its own financing, backed by government guaranty. 
The present minister of finance, Mr. Fielding, until the equip- 
ment loan was brought out, met the railway arrangements out 
of general revenue. It is probable that the Canadian National 
will offer five per cent bonds, payable in thirty years. Both 
Canadian and American bankers have been negotiating with 
Canadian National officials on the new offering. 


LABOR BOARD DECISIONS 


In decision No. 2080, the Labor Board has ordered that the 
Lehigh Valley reimburse employes for unauthorized reductions 
of pay and restore former wage levels in the case of certain 
clerks and freight handlers on the New York piers, where a 
reduction of ‘seven cents an hour was made and the work con- 
tracted to outside firms. The board declares such contracting- 
of work at lower rates to be in violation of the transportation 
act and orders the carrier to conform to previous contracts 
with the union. 

In decision No. 2077 the Labor Board has set forth the form 
of ballot to be used in an election to determine employe rep- 
resentation of train dispatchers on the Oregon-Washington Rail- 
road and Navigation Company. The case involved the question 
raised by the employes as to whether or not they had the right 
to include statements with the circular letter accompanying the 
ballot setting forth declarations that whatever choice was made 
it should not operate to deprive employes of increases in pay 
or vacation time allowances, the employes contending that the 
carrier had made such proposals in the event the employe 
voted for the American Train Dispatchers’ Association. The 
decision orders that the election be conducted in secret and that 
disputed points on which an agreement cannot be reached be 
again referred to the board. 

The majority decision is attacked by A. O. Wharton, a labor 
member of the board, in a long dissenting opinion. He states 
that the board, in effect, is sanctioning the attempts of the 
carrier to coerce its employes. In his attack on the majority 
of the board he says, after reviewing the case from his stand- 
point: 


Were it not for the incalculable injustice involved in the decision, 
the puerile reasoning of the majority could be considered a ludicrous 
joke. In reality, the conclusions of the majority become a mon- 
strosity in contrast to the original intent and purpose of the labor 
provisions of the transportation act, 1920. 


In, decision No. 2079, the Labor Board has refused to enter 
a decision on a complaint brought by the Order of Railroad 
Telegraphers against the Pennsylvania. The organization asked 
the board to order the carrier to cease ignoring the fact that 
the majority of the employes elected under the Pennsylvania’s 
Employes’ Representation Plan were members of the Order of 
Railroad Telegraphers. It is the desire of the union that its 
name be permitted to be placed on the ballots, the Pennsylvania 
employe elections being conducted by voting for individuals 
rather than for organizations. Over a long dissenting opinion 
by A. O. Wharton, the board has ruled that, while it has juris- 
diction to rule on the case, the complaint must be brought by 
the duly elected employes of the carrier and not by the union, 
although it has been acknowledged that the majority of the 
representatives elected under the Pennsylvania plan are actually 
members of the union. 


WATERWAY BILLS 


Representative Mapes, of Michigan, has introduced a bill 
(H. R. 5635) providing for a deep waterway for ocean-going 
vessels from the Great Lakes to the Atlantic ocean by way of 
the St. Lawrence river and the Welland canal. The bill would 
approve the report of the International Joint Commission for 
the United States and Canada recommending the development 
of the St. Lawrence-Great Lakes waterway to the Atlantic. 

Representative Reed, of New York, has introduced a bill 
(H. R. 5560) providing for incorporation of the Lakes-to-Hudson 
Ship Canal Company which would operate a proposed canal 
from the Great Lakes to the Hudson river. 

Senator Brookhart of Iowa has introduced a bill (S. 2161) 
providing for improvement of certain parts of the Ohio, Mis- 
sissippi, Illinois and Missouri rivers at a cost of not to exceed 
$82,000,000, and for the creation of the Inland Waterways Cor- 
poration. The corporation would take over the operation of 
the government barge lines. The activities of the corporation 
would be under the direction of the Secretary of War. 


CANADIAN SERVICE ESTABLISHED 


The establishment of a Canadian service by the United 
American Lines jointly with the Hamburg-American Line, was 
announced January 21. This service will be inaugurated by 
the steamship Cleveland which will call at Halifax in the first 
week of March en route to New York from Hamburg, South- 
ampton and Cherbourg. The Mount Clay, also of the United 
American Lines, and the Hansa, of the Hamburg-American Line, 
are the other steamers entered in this service. 
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SHIPPING BOARD APPOINTMENTS 


The Trafic World Washington Bureau 


Acceding to requests that a “dirt farmer” be appointed to 
represent the “interior” on the Shipping Board, President Cool- 
idge, January 24, nominated William S. Hill of Mitchell, S. D., 
to fill the vacancy created by the resignation of Chairman 
Farley. The President also renominated Commissioners Thomp- 
son and Haney. Thompson was nominated for a term of six 
years, Hill for the unexpired term of six years from June 9, 
1921, and Haney for the unexpired term*of four years from 
June 9, 1921. It was expected that the nomination would be 
confirmed promptly by the Senate. The President will des- 
ignate one of the members of the board as chairman, and Com- 
missioner Plummer is regarded as the member most likely to 
be chosen for the chairmanship. 

Hill owns a farm in South Dakota, served for a number of 
years on the State Board of Agriculture and as president of 
the State Fair Association, and is interested in several banks. 
He was backed by the American Farm Bureau Federation and 
other agricultural interests for appointment to the beard. His 
name was originally submitted to the President several weeks 
ago by Senator Willis of Ohio, who said his appointment would 
meet approval of the agricultural interests of the interior. 

The name of J. R. Howard, president of the National Trans- 
portation Institute, and formerly president of the American 
Farm Federation, was put before the President some time ago 
by Senator Willis of Ohio, and there were reports that Howard 
would be appointed by the President. Another report was that 
Victor Murdock of Kansas, who resigned recently as a member 
of the Federal Trade Commission, was being considered for the 
place. A commissionership on the board pays $12,000 a year 
and the lack of candidates for the place has caused comment. 

President Coolidge apparently will not urge enactment by 
Congress of merchant marine legislation at this time. A spokes- 
man for the President said it was the view of Chairman Jones 
of the Senate commerce committee that the new plan recently 
adopted by the Shipping Board, under which power to operate 
the merchant fleet was delegated to the Fleet Corporation un- 
der the presidency of Leigh C. Palmer, should have an oppor- 
tunity for thorough trial before trying something else. 

It is the President’s view that the “shipping problem” will 
not be solved until the American merchant marine is privately 
owned and operated, as contemplated by the Jones merchant 
marine act, and that, until such time that the fleet can be 


transferred to private hands, the government will have to do 
as it has been doing. 


The Shipping Board has adopted a resolution providing that 
T. L. Clear shall serve as treasurer, and Carl Kremer as secre- 
tary of both the board and the Fleet Corporation. The resolu- 
tion was agreed to by the trustees of the corporation. The board 
discussed the question of whether the board or the corporation 
should take the initiative in the matter of ship sales, but no 
conclusion was reached. 

President Palmer, of the corporation, said the South Ameri- 
can service would be developed. He said passenger travel in 
that trade was growing steadily and that business was increasing. 


OCEAN CHARTER RATES ADVANCE 


The Trafic World New York Bureau 


As a result of the British railway strike and threatened 
difficulty in the delivery of coal, the ship charter market at 
United States ports has become more active and rates are ad- 
vancing sharply. While the tendency for immediate future de- 
pends entirely on the situation in Great Britain, the first reac- 
tion here is a strong upward trend that will affect full cargo 
rates in all parts of the world. 


Inquiries are now in the market for the shipment of coal 
to Scandanavia, French Atlantic, Mediterranean, South America 
and other regions. Most of these originate with British mer- 
chants seeking to cover future commitments and fearing that 
they will be unable to deliver their own products. The present 
situation is unusual in that there has been no delay in closing 
fixtures, while in previous rail and coal strikes in Britain, the 
tendency has been to delay action pending further develop- 
ments, 

One coal inte reported this week was a vessel at $3.90 
a ton to Oran, Algiers, which is comparable with the recent fix- 
ture to Italy at $3.25. A steamer was fixed to Port Said at 21 
shillings a ton, about $4.50. Further increases were reported 
in sugar rates from Cuba to the United Kingdom. The full 
effect has not yet been felt in other trades except in the figures 
which shipowners are asking for their vessels. 

Many of the ships ready for prompt loading have worked 
their way around the Pacific Coast for the lumber trade or to 
South America for the grain trade in recent weeks, with the 
result that the available vessels on the North Atlantic are 
restricted. Further uncertainty in Britian is expected to bring 
about more rate increases. 

It is estimated that the Shipping Board, which ordinarily 
does not enter the tramp trades, has 20 to 25 spot vessels. 
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Charter rates will have to advance considerably, however, be- commerce issued by the Department of Commerce. The detailed 
fore the Board sees enough profit in the business to bring out figures follow: 
its steamers, 








A meeting of the North Atlantic Continental lines will be- WATER-BORNE FOREIGN 5 Non ea 
held in Montreal early next month at which further considera- 1922 1923 
tion will be given to increases in berth rates, bringing them in Per Per 
line with the 25 per cent advance effective to the United King- Imports: Dollars Cent Dollars Cent 
dom on March 1. In American vessels........ 88,824,651 35.88 82,597,895 33.15 
Trans-Atlantic grain rates held up unusually well last week In foreign vessels .......... 158,674,295 64.12 166,502,134 66.85 
in the face of quiet business, according to a statement from Total (except in land ve- 
Funch, Edye & Co. ®*Only one fixture was reported on this side, hicles and parcels post) .247,498,946 100.00 249,100,029 100.00 


a vessel from Baltimore to four ports in Denmark for early 
February loading at 20% cents per 100 pounds. Two vessels 
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were chartered in London from U. S. Atlantic ports to Mar- In American vessels........ 129,313,539 39.42 150,040,549 42.30 

seilles or Genoa at approximately 17 cents a hundred. In foreign vessels........... 198,776,351 60.58 204,692,427 57.70 
Grain shipments to the Continent were offered at 14 to Satins teenieht hy tant -We oe cm a or 

14% cents for January and February loading. One London hicl "328.089.890 100.00 354°732.976 100.00 

vessel was fixed from U. S. Atlantic to the United Kingdom or nestadteal wibhaoietninseaiear ea ba as é a tena 

the Bordeaux-Hamburg range for February loading at the ~ 

equivalent of 15% cents. An interesting charter during the 

week was the fixture in London of a steamer from Montreal to TONNAGE OF VESSELS 

the Mediterranean for May loading at the equivalent of 18% entered: Net Tons Net Tons 

cents per 100 pounds, comparing with the opening last year AMETICAN 22.00.65 00ccccesee 3,192,805 53.98 2,719,223 48.41 

at 22% cents and the close of 20% cents. SEE! acai caweewnseecs 2,722, 444 46.02 2,898,289 51.59 
In the coal market several vessels were fixed to Italy at : pes pags eee 

$3.00 to $3.10 a ton,’ with more business offered at the same PE INS «si ~toe>0s ae sania netnrenstea cen 

rates. Quotations to South America were $3.00 to $3.15 a ton. m " 

The sugar and lumber markets were practically unchanged. eared: a 

The time charter market was active at higher rates, with owners = rete eeeeeeseeee eens renee 44 ttre pes 

anne can orem for ume verse. ee eee reeeereces Peseta io : Ba ae ; 

iit ie ee Total cleared .... ccs. ieie 6,250,062 100.00 5,848,018 100.00 








OCEAN FREIGHT RATES ——_ _e 


WATER-BORNE FOREIGN COMMERCE 








The Trafic World New York Bureau Eleven Months Ending November— 
, = 1922 1923 
In line with recent rate advances on several trade routes, Per Per 
steamship companies plying regularly from Gulf ports to Mex- Branton: ’ Dollars Cent are Cent 
ico have announced increases averaging 25 per cent. The lines n American vessels....... 815,331,947 33.45 958,785,105 = 31.30 
in this service are the Ward, Munson, Steele and Vicaro. Ports In foreign WON onic s006s 1,621,836,712 66. 55 2,103,964,797 68.70 
affected are Beaumont, Orange, Port Arthur, Galveston, Texas 


Total (except in land v 
City and New Orleans, on services to Tampico, Vera Cruz, hicles and parcels post)2, 437,168,686 100.00 3,062,749,902 100.00 
Puerto Mexico and Progreso. ie aie 


Rate advances are also being considered by the North At- 





















































> Exports: 
lantic lines to Scandanavian-Baltic ports. In American vessels....... 1,144,155,582 38.24  1,210,130,956 38.30 
Increases will be discussed at the next meeting of the In foreign vessels......... 1,847,807,877 61.76 1,949,716,771 61.70 
North Atlantic-Continental Conference, to be held in Montreal Mimi. 
early in February or in New York in March. ‘ hicl 2.991 45 100.0 15 27 100.00 
New York steamship officials have received reports from sai BO al ce prcsneatoed =“ i ani - 
their representatives in the North Atlantic Far East and Pacific 
Westbound conferences, meeting this week at Vancouver, that ; 45 7 
they have agreed on rates for the major commodities for the TONNAGE OF VESSELS 
last half of 1924. While details were not given, it is understood  mnterea: Net Tons Net Tons 
here that the rates will be advanced an average of about 25 American ......-..sessceees 29,176,701 48.58 25,108,060 41.30 
per cent. Local representatives were instructed to ask for such EL, vies aaa 4-0- ore ew ees-e'ere 30,885,916 51.42 35,689,230 58.70 
an increase when they left for the conference. This means, if Total entered............. 60,062,617 100.00 60,797,290 100.00 
the assumption is correct, that freight rates for practically all eRe eS Ae ae 
commodities from United States ports to the Far East will be a - 
increased about 25 per cent for the last six months of this year eared: 
ONE. ciscincedctoenievmuceas 29,538,680 49.25 25,694,577 41.68 
and probably for 1925. ial ase tape: 30,430,720 50.75 38,964,700 58.32 
Total cleared...) 560.0066 59,969,400 100.00 61,659,277 100.00 
REJECTS BIDS ON WILLIAM PENN permet 
The Shipping Board this week rejected bids submitted by COTTON SHIPMENTS TO RUSSIA 
the Barber Steamship Company and the Roosevelt Steamship Senator Dial, of South Carolina, in a speech in the Senate, 


Company for the William Penn, of 12,375 deadweight tons, one of urged the Shipping Board to use its ships for the carriage of 
the largest motor ships in the world. The Barber bid was $567,- cotton to Russia. He said a delegation of Russians came to 
000 and the Roosevelt bid, $606,000. It cost the government the United States recently and bought several million dollars’ 
$837,000 to equip the vessel with Diesel engines and the board worth of cotton, but that the cotton was shipped in Norwegian 
felt that it should get at least that much for the ship, Commis- vessels. The Shipping Board, the senator said, informed the 
sioner Plummer said, adding that he did not think other offers Russians that it had no facilities for shipping cotton to Russia, 
would be made at this time for the vessel. He said he trusted the Shipping Board “will wake up and go 
In the two years the vessel has been in service, Commis- after this sort of business.” 
sioner Plummer said, it has consumed one-third as much fuel as eke A. Ae 
the board’s steam oil-burning ships. The board’s fuel bill for De- SHIPBUILDING TOTAL CUT IN HALF 
cember was $2,257,000, the commissioner said, adding that if the The T B 
vessels were converted into motor ships a saving of approxi- he Trafic World New York Bureau 
mately $1,500,000 a month could be effected. The cost of repairs Shipyards of the world last year launched less than half 
to the engines of the William Tell in the last two years was $450, as much tonnage of merchant vessels as they did in 1913, the 
the commissioner said. The commissioner pointed to those facts last pre-war year, according to the annual report of Lloyd’s 
as illustrative of what could be done if Congress passed the bill Register of Shipping, covering returns from all maritime coun- 
giving the board authority to use money in its construction loan tries. Launchings in 1913 amounted to 3,332,000 tons against 
fund for the conversion of steam oil-burning ships into motor’ the total in 1923 of only 1,643,000 tons. 
ships. It has been estimated that it would cost about $58 a ton The 1923 figures are the lowest, with the exception of 1915, 
to convert the ships. since 1909. Excluding these two years, the tota} is the lowest 
— for any year since 1897. One favorable feature, however, ce 
the fact that tonnage under construction for the last quarter 
EXPORTS AND IMPORTS IN U. S. SHIPS showed an increase over the quarter ending September 30. 
American vessels carried 33.15 per cent, by value, of im- The only country showing larger launchings in 1923 than in 
ports in the water-borne foreign commerce of the United States 1922 was the United States, where the increase was 53,000 tons. 
in November, as compared with 35.88 per cent in November, This fact was not considered significant, as shipbuilding in this 
1922, and as against 66.85 per cent carried by foreign vessels country in the two years has reached such small proportions 
in November, according to the monthly summary of foreign that a fluctuation one way or the other make little difference. 
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Shipbuilding in other countries dropped nearly 500,000 tons dur- 
ing the year, and 385,000 tons in Great Britain and Ireland. The 


following table shows the launchings in gross tons for the two 
years, 1923 and 1922: 


1923 1922 
pal ARIS 2. Slee a > NPR a 172,817 119,138 
Great Britain and Ireland................... 645,651 1,031,081 
GERI WETICE SER EST. OSV 824,713 1,316,865 
I i paella oan oie, hss wras ot ec aae aisle wei 1,643,181 2,467,084 


World ship construction last year was only a quarter of 
that for the record year, 1919, when 7,144,000 gross tons of mer- 


chant vessels were sent down the ways. Comparative figures 
are as follows, in gross tons: 


CS a ee ree See ee Tee 7,144,000 
IN ae ar'o 5 ase: 3ssay v0 54,0) ge ele eee: eos eresal ia re 5,861,000 
ste nie oka s vase ais Ae 5 a0 asi Sonata at 4,341,000 
EO weitere lc cilasio. 0155-0; 400, 55'm 6-6, 60 emcee og eres eae 
BE nw 5 GS 6 Rd a 010 346 ci 0is.5,6 ego ee en 1,643,000 
ME Severn 9 tla GK 6 tatre.® waRbln, + ON SiR shee tes 3,332,000 


The comparison of production between American and Brit- 
ish shipyards during the period under review is shown by 
Lloyd’s Register as follows, in gross tons: 


Britain 

United and 
States Ireland 
BG thers. aos Wed pet os oe Oh Bs sew eee eee 276,00 1,932,000 
I al ga con Siciias MAG1B- 0160 w ela-clahSleen G:eSlaue e's 6d RE 4,075,000 1,620,000 
ee ene etn) ee 2,476,000 2,055,000 
E44 te Dishinel Boel d biarenie Sra cls. iio oe ler eral eee 1,006,000 1,538,000 
Ic idle. reg 1e spre eter GBS Dele alle’. ods als 6 Oe 119,000 1,031,000 
PUI «aris. ache (Gr Wie ora al ol 0h o-GIN Wis SMW olin ic Sl deloneiareee Where 172,000 645,000 


In 1922, more than 70 per cent of the world’s tanker build- 
ing was in British yards, but last year the proportion was only 
about 45 per cent. Total tankers completed aggregated only 
126,000 tons for the world in 1923, against 355,000 tons in 1922 
and 1,000,000 tons in 1921. 

There was a sharp drop last year in the number of large 
vessels launched, those over 10,000 tons aggregating only 8, as 
compared with 27 in 1922 and 47 in 1921. 

An increase was shown, however, in the construction of 
motorships, amounting to 226,000 gross tons last year, against 
209,000 tons in 1922 and 306,000 tons in 1921. Turbine ships 
amounted only to 304,000 tons in 1923 against nearly four times 
that tonnage in 1921. 


Shipbuilding in various maritime countries last year was 
as foliows: 


1923 1922 

Greet. Britain and Irciand...«.......66.0 ccc cceecnswes 645,651 

sng acts 5 sascal way euscado aca plaiona emcee eistahcrene 358,273 575,000 
EO ae Laer ee ee 172,817 119,000 
NE sai 600. ou ich dig: + ein 9 + tatoo use Uae a ee 96,644 184,000 
A ES A EE SE EE RE RE CIR 2 Roe « 72,475 83,000 
MN a eos es esavrges 6) ai"G: Spells ores lov bvai'etej ol oso: sWhee whale goarane ate ete 66,523 101,000 
RS RES ae ere aey errant eet ripe wee e mia: 65,632 « 163,000 
EE DORNER. 5. 5) a ordi sae s oobw ces ee nemein 41,263 62,000 








POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic manager, 30 years’ experience in 
railroad and commercial lines; thoroughly familiar with all traffic 


matters, also Interstate Commerce law. Address “ABC,” care Traf- 
fic World, Chicago, Ill. 














WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. No 
hidden springs or catches to be manipulated in covering up theft. 


Sales Department, The Edgar Steel Seal & Manufacturing Company, 
Lawrence, Kans. ‘ 


OF OFAN ET® 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 





SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 





Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 


Correspondence Solicited. 100 Townsend St., SYRACUSE, N.Y. 








PORTLAND, MAINE 
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We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 











MERCHANDISE WAREHOUSES 
Lecated best te serve as your warehouse. Poel car distribution—stere deer delivery. 


TheiiLle COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, 





MANSFIELD 
ALBANY, N.Y. 


Natural distributing point for New York and 
New England. Warehouses for every need | 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


CHICAGO | 


STORAGE OF MERCHANDISE 
DISTRIBUTORS OF POOL CARS 


to all points on Chicago, Aurora & Elgin Elec- 
pa ty a phe stg d med war Direct delivery to all Trunk Line 
floors via Chicago Tunnel. All without cartage charges. 


SOO TERMINAL WAREHOUSE 


519 W. Roosevelt Road “The Economical Way” 


WACO, TEXAS [tHE HEART OF TEXAS 
Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 








Merchandise Storage and Pool Car 
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CROOKS TERMINAL WAREHOUSES 
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Petry Express & Storage Co. Inc. 
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MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 





Galt Block Warehouse Company 


PORTLAND, MAINE | 
Storage, General Merchandise and Heusehold Goods 


Private track, eq low insurance rate. 
Psy be wn ps he and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 
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EXTENSION OF COASTWISE LAWS 


The Trafic World Washington Bureau 


President Coolidge would be exceedingly loath to extend 
the coastwise laws to the Philippines over the objection of the 
Filipinos, a high spokesman for the President said at the 
White House, in reply to a question as to whether a decision 
had been reached in that matter. The President was said to 
feel that the situation was not unlike that faced by the colonists 
when Great Britain imposed conditions that met strong oppo- 
sition. It was said that the President was anxious to do every- 
thing possible to build up an American merchant marine but 
that he did not wish to take a step that would incur unfriendly 
feeling toward the United States on the part of the Filipinos. 
He was represented as holding that such a step would not be 
profitable. If the Filipinos should give their consent to the 
extension of the coastwise laws to the islands, it was said, the 
President, of course, would be placed in a position to act. 

Section 21 of the Jones merchant marine act provided that, 
from and after February 1, 1922, the “coastwise laws of the 
United States shall extend to the island territories and posses- 
sions of the United States not now covered thereby.” A pro- 
viso, however, authorized the President to defer extension of 
the laws to the Philippines “until the President of the United 
States, after a full investigation of the local needs and condi- 
tions, shall, by proclamation, declare that an adequate shipping 
service has been established as herein provided and fix a date 
for the going into effect of the same.” 

A- spokesman for the President said at the White House 
January 22 that no formal report had been received from the 
Secretary of War relative to extension of the coastwise laws to 
the Philippines in response to the request from the President 
for such a report. It was said, however, that the President had 
no intention of making any immediate changes in the situation. 


BAR AND LEVIATHAN 


The Trafic World Washington Bureau 


Speaking on the report submitted by the Shipping Board 
with reference to the decision of the American Bar Association 
to go to England on a British vessel, instead of a Shipping 
Board vessel, next July, Senator Jones, chairman of the Senate 
commerce committee, declared in the Senate that Frederick @. 
Wadham, treasurer of the bar association, “did not want the 
bar association to go on American ships.” He charged that 
Mr. Wadhams misrepresented his negotiations with officials of 


the United States Lines, the Fleet Corporation organization. 
Continuing, he said: 


The lack of interest, to express it mildly, in an American 
merchant marine shown by Mr. Wadhams is too prevalent in 
this country and is one of the greatest handicaps to building up 
our shipping. Until our people prefer American ships to alien 
ships for transporting themselves and their property we can not 
hope to have a merchant marine. When we get the right spirit, 
when we are ready to pay as much or more for using our ships, 
when we are ready to use equal or less accommodations by employ- 
ing our ships, when business men and communities are ready 
to support and agree to use our. ships, when our’ mer- 
chants insist that the goods that they import shall be carried 
in our ships, then will the problem of an American merchant 
marine be largely solved. How can members of the American 
Bar Association, who are leaders in their respective communi- 
ties, urge upon their friends and neighbors the need and im- 
portance of an American merchant marine when they refuse 
to use a fine American ship that was offered to them on the 
same terms and conditions proposed by any competitors? When 
the Berengaria sails out of New York harbor next July, carry- 
ing eight or nine hundred leading representatives of the Ameri- 
can bar from all sections of this country, the Stars and Stripes 


flying at the mast heads of idle American ships should be placed 
at half-mast, 


Senator Fletcher of Florida said that, in order to be fair to 
the bar association, he wished to submit a letter received from 
Mr. Wadhams. In this letter Mr. Wadhams said the association 
was practically forced to select July 12 as the sailing date and 
that “the United States Lines could not or would not give me 
a date of sailing for July other than July 5, which was too early. 
Under the circumstances we could do nothing else but go on 
a Cunard liner. The Cunard company actually changed the 
date of sailing of the Berengaria from July 15 to July 12 in 
order to accommodate us.” 

Reference was made to a letter written by Mr. Wadhams 
to Senator Willis in which Mr. Wadhams said: “The reprc- 
sentatives of the United States Lines, in my negotiations with 
them, seemed indifferent and apathetic.” This was strongly 
disputed by R. I. Dunigan, assistant traffic manager of the United 
States Lines, in a letter in reply to the Wadhams letter. 


EXPORT PACKING 


“Waterproofed ®ase lining papers play an important part in 
export shipping, protecting valuable merchandise against mois- 
ture, mold, odors, salt water, and other hazards brought about 
by stowage in the holds of ships or by the varying climatic 
changes in foreign countries,” says the Department of Com- 


Vol. XXXIII, No. 4 


merce. “There are few commodities that water does not injure. 
Textiles are discolored and decayed, metals and machinery are 
rusted, foodstuffs are made unpalatable and chemicals are dis- 
solved or changed in their composition. -Even canned goods 
may be made unsalable by the discoloration or loosening of 
labels. It is therefore necessary that the majority of export 


cases be lined with a tested paper that possesses the requisite 
waterproof qualities. 


“In order to place in the hands of exporters data concern- 
ing the best types of case lining papers, the Bureau of Stand- 
ards, through the co-operation of the Paper Division of the Bu- 


reau of Foreign and Domestic Commerce, has submitted the 
following: 


Tentative specifications for waterproof case lining paper: 

Composition. The paper shall be made of two layers or sheets 
of 100 per cent sulfate kraft paper, cemented together with a layer 
of asphalt. 

Weight—25 by 40, 500, 120.5 pounds basis (24 by 36, 480, 100 
pounds). (A tolerance of 10 per cent will be allowed on weight.) 

Bursting strength. Average of 10 tests shall be not less than 
60 points. 

Tensile strength. Average of 10 tests in both directions of the 
sheet, shall be not less than 9 kilograms. 

Water resistance. Time of penetration of water shall be not less 
than one hour. 

Methods of Testing: The bursting strength shall be determined 
with a machine by which the paper is firmly clamped against a 
rubber diaphragm, through which the pressure is applied to a circu- 
lar area of the paper measuring one square inch. 

The tensile test shall be made with a machine of 50 kilogram 
capacity, set with a distance of 90 millimeters between the clamps 
at the beginning of the test and with the pulling clamp moving 
at a speed of 3 inches per minute. The test strips shall be 15 
millimeters in width. 

The water resistance shall be determined by a modification of 
the Stockigt method. Samples shall be cut approximately 2% inches 
square and moulded into cup shape. This may be done conveniently 
by using a glass-stoppered bottle having a neck of 1% inches inside 
diameter, depressing the paper into the neck of the bottle with the 
stopper. The cup shall be floated in a 2 per cent ammonium thi- 
ocyanate solution and four drops of 1 per cent ferric chloride solu- 
tion placed immediately at different points inside the cup, near the 
center of the bottom. The time of penetration shall be the interval 
from the time the cups are placed in the thiocyanate solution, to 
the average time that all four drops of the ferric chloride show a 
pink coloration due to admixture of the two solutions. The time 
of penetration reported shall be the average time for at least four 
different cups. 

Note—The specifications given are based largely on results of 
investigative work on various waterproof packing papers being con- 
ducted by the Bureau of Standards. As the investigation has not been 
completed, the Bureau recommends that these specifications be adopted 
tentatively as possible modifications may be found necessary when 
more complete information is available. 

The weight specified is somewhat higher than in the Army speci- 
fications, but a weight tolerance of 10 per cent is included, which will 
permit papers of 90 pounds. The usual tolerance is 5 per cent, but 
a higher tolerance wus believed to be desirable, as the weight for 
such papers is difficult to control. 


ADVERTISING CLUBS USE U. S. SHIPS 


President Palmer, of the Fleet Corporation, announced Jan- 
uary 22 the closing of a contract with the Associated Advertis- 
ing Clubs of the World for reservations on Shipping Board ves- 
sels when the members of the advertising organization go to 
London in July to attend the annual convention. Six hundred 
cabin reservations were made for the Republic, sailing July 2; 


100 on the George Washington, sailing July 4, and 300 on the 
Leviathan, sailing July 5. 


MILLIONS LOST BY BAD MARKING 


“Proper and distinct marking is absolutely essential in ex- 
port trade; however carefuly an exporter may construct his 
containers and pack his merchandise within them, if the mark- 
ing is illegible, easily rubbed off, or becomes blurred and un- 
readable through dampness or the rubbing to which a package 
is subjected on an ocean voyage, loss of goods or months of 
delay in receipt of the shipment; are most likely to result; 
losses from improper and incorrect marking run into millions; 
too much emphasis cannot be placed on correct marking,” says 
the Transportation Division of the Department of Commerce. 
Continuing, the division said: 


American exporters, with many years background in foreign 
trade, have not overlooked the importance of legible, permanent 
marking, but criticism has been made of the marking done by 
careless or inexperienced exporters. The principal causes of com- 
plaint have been brush marking often illegible, or the use of very 
small stencils, and ink without indelible qualities. 

Lack of attention in consecutive numbering of cases or other 
containers is another common fault which is certain to make 
trouble for the importer. The importance of care in this matter 
is plain when it is realized that in nearly every instance the 
foreign customer is subjected to fines, or perhaps the loss of his 
goods. Brazil in particular has promulgated regulations in regard 
to consecutive numbering, and any departure from these is 
punishable by heavy fines. In Salvadore, goods bearing duplicate 
numbers are considered contraband, and are liable to a fine of 25 
per cent of the duties. 

The stencil marking done by Americans is, generally speak- 
ing, too small, according to reports from abroad received by the De- 
partment of Commerce. Even large cases are marked with one-inch 
stencils. Our competitors make a specialty of marks from 3 to 5 
inches high, the consignees mark and destination. being legible at 200 
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PORT OF HOUSTON 


Where Seventeen Railroads Meet the Sea—The Funnel Thru Which Pours 
the Traffic of the Great Southwest 
oft manly sane ter ae. oui Merenak mee 


through the Port of Houston 
crease. The statistics below continue to increase? 
’ speak for themselves: 





: Because reliable steamship 
During the calendar year 


lines furnish dependable and 

1 1923, fourteen hundred ar- regular service to most lead- 

rivals and departures han- ing Ports of the world. 
e dling 3,149,196 tons of import, : 

export and coastwise freight. Seventeen railroads serve 
‘ the Port of Houston and ccn- 
i During the calendar year nect with the Public Wharves 
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through the Public Belt Ry. 
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and distributing points. 
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a Interior view showing main conveyor delivering cargo direct from ships holds to portable conveyors for final storage in warehouse. 
12 y 

nerd Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 


Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
other Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 
setter Floor level,—35 feet above mean low tide. 
4 the With — long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
»f his ipments. 
egard Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
ficate Your shipments can be financed through our negotiable warehouse receipts. 


of 25 A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 
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yards, in contrast to the usual American marks of one inch or inch 
and a half, which cause delay in discharging, particularly at night, 
because of the difficulty experienced in reading the small, and some- 
times indistinct, marks. Stencils should be not less than 2 inches, 
and on large cases marks 5 inches high would not be too large. 

In marking bales, marks should not be placed on the burlap 
itself, nor should tags tied to the bales be used. Some exporters 
stencil a piece of cotton or canvas with the necessary marks and 
sew this to the bale. A better way is to mark a metal plate, 
fastened securely to the metal bands with which the bale is tied. 
The use of tags should be avoided, as they are easily torn from 
the package, or, perhaps, become defaced. If tags must be used, 
they should be of metal and securely wired to the package. 

All marks should be stenciled. Brush marking, aside from 
the fact that some few countries prohibit it, is most unsatisfac- 
tory for foreign shipments. As a rule the complete marks should 
be placed on at least two faces of the packages, though some 
exporters mark on sides, tops and bottoms. 

The marks must agree in every detail with those shown on 
invoices and bill of lading. The whole of the mark should be 
together, in ‘order to simplify the work of checkers, custom 
authorities and others who handle the goods. A prominent place 
should be given the consignee’s name, destination and routing. 
These must be in large letters, and, if possible, in the center of 
the face of the package. The weights, gross, tare, net or legal, 
cubic measurement and serial numbers are usually placed in the 
corners. These are usually stenciled in red by English and Ger- 
man“shippers to distinguish them from consignee and destination 
marks. 

That a good quality of black, waterproof stencil ink or paint 
be used is of prime importance. In case the articles to be sten- 
ciled are of a dark color, white ink or paint should be substituted 
for black. Many excellent waterproof marking inks or paints 
are available to the exporter. Fountain brushes are commonly 
used because they insure a clean, legible mark. Many exporters 
cover all marks with a coating of shellac, which costs but little, 
a a all marks absolutely impervious to dampness, water or 
ru ng. 

For the information of exporters, the composition of United 
States Army stencil black standard paint is shown: 

Pigment, 50 per cent. Liquid, 50 per cent. 

Pigment shall consist of drop black, 50 per cent; calcium car- 
bonate, 50. Liquid portion shall consist of varnish (clear spar), 
70 per cent; combined dryer and thinner, 30. The thinner shall 
—, of turpentine of volatile mineral spirits, or a mixture thereof. 

ereof. 

A packing list should be enclosed within each package, showing 
the contents of the case, as an aid in tracing any losses. Each case 
should also contain a duplicate set of markings, so that if any or all 
of the exterior markings are defaced, there will still be ample in- 
formation to insure delivery of the goods to their proper destination. 

Where no containers are used for shipment, as in the case of 
solid rubber tires, the marks should be stenciled on some part of 
the product where they can be easily seen and will not rub off. 
Shippers of solid rubber tires attached to rims put their marks 
inside the iron rim in white paint. The use of cards or tags 
attached with wire is not favored by good shippers or by the 
steamship companies because, no matter how secure a tag may 
be fastened, the rough handling incident to an ocean voyage will 
often pull it off or leave it in an unreadable condition. Another 
objection to the use of tags is that it is necessary to turn them 
over and get down close to them before they can be read. Steve- 
dores have no time to lose when handling cargo, and if marks are 
not easily read the cargo is liable to be placed to one side until 
the rush is over, and it may easily go astray. 

There is a very strong objection among shippers against 
placing advertising matter on cases. Markings should always 
stand out in bold relief for the benefit of freight handlers and 
to secure rapid transportation. Every unnecessary mark, whether 
advertising or irrelevant instructions, makes the address and case 
number more difficult to read, and, what is much more important, 
makes the work of pilfering such a package much easier. The pilferer 
must work fast and will always give his attention to the package 
whose advertising tells him what it contains, in preference to a 
box whose contents are unknown. Many shippers of valuable 
goods have found that their losses due to pilferage have been 
greatly reduced by leaving off their cases all advertising matter 
and reference to contents. 

Finally, it is obvious that “caution marks,” such as “fragile,” 
“handle with care,” etc., are not of much value unless they are in 


the language of the country of destination, for freight handlers 
are not expert linguists. 


PARCEL POST TO BOLIVIA AND PERU 


Paul Henderson, second assistant Postmaster General, has 
issued the following notices to postmasters: 


Bolivia having ratified the Pan American Parcel Post Convention 
of Buenos Aires, the provisions of said convention will become effec- 
tive February 1, 1924, with respect to parcel-post packages from the 
United States for Bolivia. Commencing on the data named, parcels 
may be accepted for Bolivia up to a maximum weight limit of 22 
pounds (10 kilograms). 

The item “Bolivia”? on page 173 of the current annual Postal 
Guide and on page 17 of the November Guide is modified accordingly. 

The Peruvian consul general at New York has informed this of- 
fice that effective January 1, 1924, the consular fee covering parcel- 
post shipments to Peru is 4 per cent ad valorem, 1 per cent payable 
at the Peruvian consulate in the United States, 1 per cent payable 
at the customhouse or post office of destination, and 2 per cent pay- 
able at destination for account of the post-office building fund. 

Paragraphs one and three of the item, “Peru, Observations,” on 
page 212 of the July, 1923, Postal Guide are modified accordingly. 


GERMAN MARINE RECOVERY 


“The German mercantile fleet is steadily recovering its for- 
mer position among the world’s maritime carriers; little by lit- 
tle the German fleet operators are exploiting lines of sea traffic 
which they were constrained to abandon at the outbreak of the 
Great War; German traffic via the Suez Canal indicates notably 
the steps of this progress,” says Consul R. H. Geist, of the 
State Department, stationed at Port Said. “According to statis- 
tics furnished by the Suez Canal Company, the German flag 
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made its first appearance along the Suez route October 23, 1920, 
after a total suspension of 86 months. In 1913, with a total of 
3,352,000 tons, Germany held first place after Great Britain 
among the nations represented in the traffic of the Suez Canal. 

“The following figures indicate clearly the striking effort 
made by Germany to re-occupy her former place among the 
carriers between Europe and the East: 


S caigiat ib danas odin a len si dicnt Sling © $:aelln eis Sable Weinde <laws oeSarueeasd Gece 15,000 net tons 
BE Gs ste, Asks ote cataes une ew @ Ovo Dep <eitinep hia tase eoeis 171,000 net tons 

ARS BR's OT UE ETI Oe bic Bee COs eV os Badd oO dws WH aly 735,000 net tons 
cae hehe a Mra Id ae atales Naess. wraud vig aid BAe Sal SOe Ueda 749,000 net tons 


* During the first eight months. 





“In 1920 only three German ships passed through the Suez 
Canal; two belonged to the Deutsch-Australische Gesellschaft 
sailing from Hamburg to Java; and one owned by the Hansa 
Line, which sailed for the British East Indies. 

“In 1921 thirty-five passages were made through the canal 
by vessels flying the German flag. During 1922, however, ves- 
sels under the German flag passed through the Suez Conal 149 
times and during the first eight months of 1923, the German ton- 


nage passing through the Suez Canal was greater than during 
the entire year 1922.” 





MERGER OF MARINE ASSOCIATIONS 


Consolidation of the interests of the National Merchant 
Marine Association and of the American Marine Congress was 
considered at a meeting of representatives of both organiza- 
tions this week. Senator Ransdell of Louisiana is president 
of the National Merchant Marine Association, and E. A. Sim- 
mons of New York is president of the other association. It is 
understood that the representatives of the National Merchant 
Marine Association objected to a proposal that it should lose 
its identity in the proposed mergtr and favored a plan whereby 
its name would be retained. The matter probably will be. sub- 
mitted to the membership of the merchant marine association. 


PALMER TO GO TO NEW YORK 


President Palmer, of the Fleet Corporation, will go to New 
York January 28 to meet the Shipping Board operators and the 


— of the New York and New Jersey Dry Dock Associa- 
on. 


PARCEL POST TO ARGENTINA 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following notice to postmasters: 


Pursuant to an agreement between this department and the Postal 
Administration of Argentina, parcels not exceeding three in number, 
mailed by the same sender to the same addressee at the same address, 
may be sent from the United States to Argentina under one customs 
declaration, in duplicate, provided each parcel in a group is num- 
bered 1, 2 or 3 by the sender, as identification numbers, and provided 
further that each group (when more than one group is sent at a time 
by the same sender to the same addressee) is indicated by a letter 
(a, b, c, and so on). For example, where there are two groups of 
three parcels each, the parcels should be marked ‘“‘a-1,’’ ‘‘a-2,”’ ‘‘a-3,” 
and “b-1,” ‘‘b-2,” ‘“‘b-3.”’ 

The relative customs declarations, in duplicate, should «Iso indi- 
cate the number of parcels constituting the group (2 or 3) and the 
combined gross weight of the parcels comprised in the group, and 
bear the letter indicating the particular group in case there is more 
than one group, so that the parcels of each groun and the relative 
customs deelarations may be associated with one another by the 
dispatching exchange office to enable it to list the parcels in accord- 
ance with the wishes of the Postal Administration of Argentina. 

The above-mentioned arrangement will become effective Feb. 1, 
1924, and is applicable only to parcels for Argentina. 


DIESEL ENGINE FUND BILL 


Representative Edmonds of the House committee on mer- 
chant marine and fisheries introduced this week a bill (H. R. 
5948) to amend sections 11 and 12 of the merchant marine act 
so that the Shipping Board may use money in its construction 
loan fund both for loans to shipowners for the purpose of 
installing Diesel engines and for such conversion of ships owned 


by the board. The sub-committee of the whole committee ap- . 


proved the revised bill, which was drafted as the result of 
recent hearings and conferences. 


PACIFIC SHIPPING SATISFACTORY 


Joseph E. Sheedy, vice-president of the Emergency Fleet 
Corporation in charge of operations, who has just returned from 
a trip to San Francisco, said in New York that he found ship- 
ping conditions on the Pacific Coast satisfactory. Shipping 
Board vessels are sailing with full cargoes and large passenger 
lists, he said. Both owners and operators are optimistic for the 
coming year, he added. 

“I found nothing to complain about,” said Mr. Sheedy. “The 
ships out there are as well cared for and as efficient as any on 
the Atlantic and Gulf. In fact, I believe they are, if anything, 
in better condition, as our Pacific operators have been in the 
offshore business longer than most of those we have in the 
East, We are now carrying out some repair work which had 


Jan 


zo es | 


». || 


———“- ss" ~TS 


January 26, 1924 THE TRAFFIC WORLD 245 


THE ONLY PUBLIC WAREHOUSE IN NEW ORLEANS 


located on the river front. Direct handling of import and export shipments between warehouses 


and ships without drayage charges. Modern concrete floored warehouses with connections to 
Mississippi Warrior Barge Line and all rail lines entering the city. No switching charges. 


THE COMMERCIAL WAREHOUSES 


WAREHOUSE 


SQM Your Stocks With Us 
a : 150,000 Sq. Ft. Space 


DENVER 


Serves Twe Million Population 









Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand, Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 






Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 
The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 





In the Heart of the South 


Harris Transfer & Warehouse Co. 


Established 1880 
over 40 years of honorable service 


Distribution & Warehousing 
Unlimited Facilities 
Let us have your inquiries 


Since 1904 at Spokane, Wash. Offices, ground floor Chamber of Commerce Building 


Distributing and Storing BIRMINGHAM, ALA. 


SPOKANE — 
TRANSFER & 
mee STORAGE co 





TAYLOR EDWARDS | | COLLEGE ADVANCED TRAFFIC 


Transfer and Storage Co. TEACHES 
alt TRAFFIC MANAGEMENT 
American Warehouseman’s ion Dentist Warehouseman’s Club By Practical Methods 
1 7 . Wh 1 ally qualified 
Merchandise Distributors nn aces re eee 
Resident Classwork Only. One Night per Week 
DISTRIBUTION CARS POOL CARS 


Furni Packed, Shipped 
Delivered, Forwarded or stored. ne Stored aati Attend One of Our Classes 
No Switching cg. on Carloads. Established 1905 and Convince Yourself 


FIREPROOF STORAGE LOW INSURANCE 


SEATTLE. WASHINGTON TRANSPORTATION BUILDING 


Phone Harrison 8650 





Make this Mammoth Plant The largest public warehousing 


YOUR CHICAGO WAREHOUSE onl WESTERN 


your Chicago trade. Superior $ oe moe WAREHOUSING COMPANY 
facilities for prompt out-of-town ss ini 


chimeente Sttheut saetege a ee — —— a Polk Street Terminal, Pennsylvania System 


ie i. : CHICAGO 
BETTER INVESTIGATE 4 : i Sg “At the Edge of the Leop” WILSON V. LITTLE, Supt. 
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been deferred for some time, but which we anticipated. It is 
nothing unusual. 

Mr. Sheedy visited San Francisco only. He had intended 
to include other Pacific ports in his tour of inspection but post- 
poned this until later in view of possible changes in policy 
which might be made under the new administration. 


BOARD AWARDS CONTRACT 


The Shipping Board has awarded to the Schnitzer & Wolf 
Machinery Company, of Portland, Ore., the contract for the pur- 
chase of machine tools, equipment, plant supplies and materials 
located at the Skinner & Eddy Shipyard, No. 2, Seattle, Wash., 
bids for which were opened January 15. The bid of the Schnit- 
zer & Wolf Machinery Company of $226,255 was the highest 
bid. Under the terms of the advertisement payment must be 
completed in 90 days after the signing of the contract. 


BOARD SELLS SHIPS 


The Shipping Board has approved the sale of the following 
obsolete and damaged ships to the Boston Metal & Iron Com- 
pany, Inc., of Baltimore, Md., for scrapping purposes: Amphion, 
Ascutney, Mercury, Nansemond and Von Steuben, all ex-enemy 
vessels. The ex-enemy ships, Wyandotte, Armenia and Coosa, 
were sold to the Union Shipbuilding Company of Baltimore, Md. 
Under the terms of sale, the purchasers must scrap the ships 
in the United States within one year from date of sale contract. 

The Huguenot, steel tank steamer of 10,387 deadweight 


tons, has been sold by the board to the Bernuth Lembuth Com- 
pany, Inc., of New York. 


NEW ROLLING STOCK 


“The railroads in 1923 placed in service 197,875 new freight 
cars as well as 4,037 new locomotives, according to reports filed 
by the carriers with the car service division of the American 


Railway Association,” the car service division said in a state- 
ment, continuing as follows: 


This is the largest amount of new rolling stock ever installed by 


the railroads of the United States in any similar period in the past 
ten years. 


Of the total number, new coal cars numbered 83,296 and new box 
ears, 78,711. They also installed in the year 22,078 new refrigerator 
cars, of which 14,508 were those of railroad owned private companies, 
as welf’as 5,835 new stock cars. 

Reports also showed that on Jan. 1, 1924, the railroads of the 
United States had 25,619 new freight cars on order with delivcries 
being made daily. New cars on order included 10,128 box ears, 9,990 
coal cars, 1,790 refrigerator cars and 3,017 stock cars. 


The railroads also had at the beginning of this year 510 new loco- 
motives on order. 


THE ALASKA RAILROAD 


The tide of travel on the Alaska Railroad has been inbound 
into the interior of Alaska instead of outbound for the first time 
in the history of winter seasons in the territory, according to 
a special report received from railroad officials by the Secretary 


of the Interior, says a statement issued by the Department, 
which continues as follows: 





The report also states that the trains on The Alaska Railroad 
operating between Seward to Fairbanks, have not missed a single on- 
time schedule during the entire winter. Because of the light snow-fall 
and mild weather conditions there has been little use for the big 
rotary snow plows that form an important equipment of the govern- 
ment-owned railroad in Alaska, 


On the day the special report to the Secretary of the Interior 
was filed at Anchorage, the temperature registered 23 degrees above 
zero, 32 above zero at Seward, and 10 above zero at Fairbanks, the 
northern terminal of the railroad. Because of the lack of snow, 
transportation of mining\and timber supplies overland by sled train 
from terminal points of the railroad to the interior mining and log- 
ging camps has been an impossibility. 


The Alaska Railroad, as a result, has erected two large temporary 
warehouses for the storage of this equipment and for the protection 
of commercial traffic on the line. One of the warehouses is located 
at Dunbar station near Fairbanks, which is the gateway to the 
Tolovana mining district; another is situated at McKinley Park sta- 
tion and Cantwell station to protect commercial and mining tonnage 
which is being held in transit because of insufficient snow to move 
it overland. Cantwell station is the gateway to the Valdez Creek 
placer mining district. 

Railroad tie and wood contractors, the report also says, have been 
unable to make delivery of their products along the entire route of 
The Alaska Railroad; because of the unusually mild winter and the 
insufficient snow fall preventing moyement by sled overland, which 


is the only means of transportation from the interior of Alaska to 
points on the railroad. 


CHARGES ALASKA R. R. IS STRANGLED 


John E. Ballaine, who organized the Alaska Central Rail- 
way Company, submitted to President Coolidge, January 23, a 
printed pamphlet in which Mr. Ballaine charged that ithe Alaska 
Railroad was being strangled. He asked the President to insti- 
tute an investigation. He said in his pamphlet that intrigues 
and conspiracies “have prevented the government Alaska Rail- 
road from serving the purpose for which Congress intended it.” 
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LUMBER SHIPMENTS 


A substantial gain over the increased lumber: movement of 
the preceding week was indicated in reports received by the 
National Lumber Manufacturers’ Association for the week end- 
ing January 19 from 374 of the larger commercial sawmills of 
the country. As compared with revised reports from 383 mills 
of the preceding week, production increased 22,809,384 feet, ship- 
ments 15,114,805 feet and orders 24,789,220 feet. 

The 128 reporting mills of the West Coast Lumbermen’s 
Association and the 136 reporting mills of the Southern Pine 
Association showed an increase in unfilled orders on hand from 
791,216,026 feet of the preceding week to 852,838,918 feet for the 
week ending January 19. 

For all mills of the seven regional associations making com- 
parable weekly reports, shipments were 100 per cent and orders 
127 per cent of production. For the Southern Pine Association 
mills these percentages were 114 and 146, and for the West 
Coast mills 86 and 95. Most of the mills have a normal pro- 
duction for the week, according to which actual production was 
96 per cent, shipnfents 96 yer cent, and orders 120 per cent. 

The following table compares the lumber movement for the 
three weeks indicated: 


: Corresponding Preceding Wk., 


Past Week Week, 1923 1924 (Revised) 
TIEN inca: witsde erbtbanaitine totes oe 374 368 383 
PUOGMOIOM,... Sip... 0,00 kde oe 221,361,006 202,543,438 198,551,622 
|! ae ae ee 222,659,239 250,941,414 207,544,434 
ED  o Daisiietns os outs 281,570,285 326,019,215 256,781,065 


Owing to the incomparability of its current order reports, 
the above figures do not include the mills of the California 
White and Sugar Pine Association. Reports received this week 
from 12 of the California pine mills, representing 31 per cent 
of the total cut in the California pine region, give their pro- 
duction as 2,789,000 feet, shipments 8,388,000 feet, and orders 
10,017,000 feet. 

Compared with like period of 1923, the lumber movement 


for the first three weeks of 1924 is as follows for the seven 
associations: 


Production Shipments Orders 
EEE 1 Gilemadecciccd ex akietse’ 558,959,866 592,966,306 714,196,319 
SE, -hagihe peas esis &ssaade 536,103,923 679,933,429 778,654,395 





COAL PRODUCTION AND SHIPMENT 


“The production of soft coal recovered promptly after the 
holiday season, and a sharp spurt in the week ended January 
12 placed the total output at 11,921,000 net tons,” the Geological 
Survey said in its current coal report, which in part follows: 


This was an increase of nearly 32 per cent, and it was about 12 
per cent higher than the-rate prevailing just before the holidays. In 
fact, it is the largest weekly output that has been recorded since 
December, 1320. 

Production during the week of January 14-19 started at a high 
rate, which, if maintained, will result in a total output close to the 
12 million ton mark. 

Production of anthracite in the week ended January 12 failed to 
reach the level of the period immediately before the holidays. As 
against 2,013,000 net tons in the week of December 15, the current 
week’s output is placed at 1,840,000. 

There was partial recovery only in the movement of both hard 
and soft coal into eastern New York and New England following the 
holiday season. During the week ended January 12, 3,233 cars of 
anthracite and 2,664 cars of bituminous coal were forwarded through 
the gateways over the Hudson, increases over the week before of 436 
and 201 cars, respectively. Comparison with the week ended Decem- 
ber 22, however, shows decreases of 502 and 611 cars. 

Tidewater business through Hampton Roads increased somewhat 
in the second week of January. Reports from the three piers at that 
pert show that 319,503 net tons of soft coal were handled, against 
275,346 tons in New Year’s week, and 403,635 tons in the week before 
Christmas. In the corresponding week of 1923 dumpings totaled 
321,393 tons. The chief factor contributing to the improvement was 
an increase of 24,354 tons in exports. 

A new record in the lake movement of bituminous coal was estab- 
lished in the season of 1923. Reports from the Ore and Coal Ex- 
change show that 10,471 net tons were dumped on December 31, when 
the season was officially closed. Of that quantity, 8,035 tons were 
cargo coal and 2,436 tons were vessel fuel. 

Dumpings of cargo coal during the entire season of 1923 stood at 
29,828,784 tons, an increase of 11,306,642 tons over 1922, and of 1,675,467 
tons over 1918, the previous record year. The following table shows 
dumpings during the past six seasons: 

Bituminous Coal Dumped Into Vessels at Lake Erie Ports During the 
t Six Seasons of Navigation 


(Net Tons) 
Cargo Coal Vessel Fuel Total 
ee De Re ere Be ere 29,828,784 1,628,510 31,457,294 
Beason OL LEER 2. 22 oa cede cee 18,522,142 829,181 19,351,323 
a Ee Ss eee 22,412,380 759,069 23,171,449 
GE DOO - 60001000 eeenews 22,408,355 1,258,783 23,667,138 
Oe Se 21,713,341 1,037,051 22,750,392 
|? & . ae eee 28,153,317 1,234,925 29,388,242 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended January 19 totaled approximately: 12,000 cars, according to 
the weekly report of the Bureau of Agricultural Economics of 
the Department of Agriculture. The totals from the summary 
of carlot shipments follow: 


Total for week and season regularly subject to revision because of 
the receipts of late and corrected reports from the railroads. Asterisks 
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1,500,000 SQUARE FEET 
of 


Medern Fireproof Warehouse Space in Los Angeles and at the Pert 
of Les Angeles 


Free and U. 8. Customs Bonded Storage 
Insurance Rate 18 Cents 
Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
Special equipment for the proper handling of various commodities 
Steamer Space boeked when requested 


We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Bonded for $100,000.00 


UNION TERMINAL WAREHOUSE CORPORATION 
SHATTUCK & NIMMO WAREHOUSE COMPANY 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 





The SYMBOL of 





TO TO 


OMAHA t U 1 | fl O10 ll KANSAS CITY 


ST. PAUL ST. JOSEPH 
DENVER MINNEAPOLIS 













THROUGH TRAINS TO THE 
PACIFIC NORTHWEST 


THROUGH CARS TO 
CALIFORNIA 


H. H. HOLCOMB | 


Freight Traffic Manager 


P. S. EUSTIS 


Passenger Traffic Manager 
547 West Jackson Blvd. 


CHICAGO 





DEPENDABLE TRANSPORTATION 
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UNITED FRUIT COMPANY 


General Offices: 131 State Street, Boston, Mass. 


Great White Fleet 
Steamship Service <—& 


Regular Freight Sailings From 
New York, Boston and New Orleans 

















TO 
CUBA COLOMBIA 
Havana Cartagena 
Santiago Puerto Colombia 


JAMAICA Santa Marta 


Kingston 


Port Antonio COSTA RICA 

Jamaica Outports Port Limon 
CANAL ZONE ALSO 

Cristobal Ports of Guatemala 
PANAMA and British and 

Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast 
Ports of South America, Central America and Mexico 
Passenger Service from New York, Boston and New Orleans 
Additional Freight Sailings from Philadelphia 
Baltimore, Mobile and Galveston 


For Rates and Other Information Address 


UNITED FRUIT COMPANY 


17 Battery Place Long Wharf 321 St. Charles St. 
ew Yor Boston New Orleans 


Continental and Commercial Bank Building, Chicago 
Pacific Coast Agents—Huff Shipping Company, San Francisco 









EMLEY’S 


FREIGHT AUTHORITY 


‘carries 
Rates, Routings and Tariff Authorities 
# via 
ALL RAIL (Standard and Differential), RAIL 
and WATER, OCEAN and RAIL, LAKE and 
RAIL (Standard and Differential), CANAL 
and LAKE and ALL WATER. 


FROM The principal manufacturing points 


in Official Classification territory. 


TOC All Interstate points in the United 
States having a population of one 
thousand or more. 


Vast number rates carried in the reverse direction, also 
many Intrastate rates. 


Rates kept current by monthly supplements. 
Accurate, complete, simple, concise and unique. 

No one interested in rates can afford to be without it. 
Subscription includes special rate service. 

Book sent on approval. 


EMLEY FREIGHT RATES CORPORATION 


256 Broadway, New York City 
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(*) placed at commodity totals indicate that such changes have been 
made for one or more of the states in that group. 


Borge of Jan. 22, 1924. 
s 





Totalt Total last 
Shipping districts Jan. Jan. Jan. season season Total 
and approximate 13-19 6-12 14-20 to to last 
shipping seasons 1924 1924 1923 Jan.19 Jan.20 season 
“~~ a ener or" 
0. eae 890 1,226 *49,587 36,974 46,282 
Apples “lastave sieicastre 
| OR a ee 733 750 *54,563 55,855 65,985 
Gabtaas (old crop)— 
Re Hee 768 *993 542 *32,798 37,787 41,327 
cabbage (new crop)— 
ME Soe Gd ly G'ni «eye's 246 138 85 622 285 *32,798 
BES. . ailiked 
key cial ae at 119 82 287 1,791 2,379 4,616 
Celery (old crop)— 
ES, Has toe. dss Woes 340 *599 223 *1,574 13,842 14,921 
Celery ew crop)— 
SE 5 asale, 6 0.theeu.a.s.d 366 160 157 603 325 6,398 
éiostiet- 
EY Riv inod et aeraree 418 589 ** 8,431 _ 17,113 
Lemons— 
2 eee ee ee 185 161 +e 2,201 +* 8,194 
Lettuce— 
BEE ace 7 eda alae 860 856 760 6,994 4,954 27,653 
Mixed Vegetables— 
* (Jan. 1-Dec. 31) 
GO  vcces cauesen< 433 429 383 1,248 1,014 23,782 
Oranges— 
 aptpesctesaed 1,321 1,771 ++ 22,230 +* 67,947 
Onions— 
EY cat anehint« eee 678 640 420 22,484 25,542 29,750 
Spinach— 
a cr Srdwcete od dé 216 *222 226 *2,369 2,001 7,340 
5 ag ome ries— 
8 ee Oe 44 25 21 100 35 17,896 
hoent Wesdiess 
MEE Cleevectcvecs 275 *277 477 =*11,937 15,623 21,564 
Tomatoes— 
| eae oy ee 139 69 30 316 94 23,654 
Summary Potatoes— 
Leading Sections, 
Late crop ........3, 748 5,371 3,660 104,601 103,677 186,035 
Other Sections, 
BGR CPOD <..- cc ce 66 52 165 14,065 25,434 27,170 
mary Crop ....... 8 9 5 33,172 40,891 40,923 
, ee $,822 *5,432 3,770 *151,838 170,002 254,128 


**Unavailable. 





REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 12 totaled 
872,265 cars as compared with 872,908 and 714,191 cars the cor- 
responding weeks of 1923 and 1922, according to the weekly re- 
port of the car service division of the American Railway Asso- 
ciation. The loading the preceding week was 703,269 cars but 
Was depressed on account of observance of the New Year hol- 
iday in that week. Loading by districts the week ended Jan- 
uary 12 and the corresponding week of 1923 follows: 


Eastern district: Grain and grain products, 8,954 and 9,556; live 
stock, 4,585 and 3,854; coal, 53,319 and 57,754; coke, 2,574 and 3,016; 
forest egos 5,713. and 5,543; ore, 835 and 2,399; merchandise, 
L. C. L., 59,546 and 55,088; ‘miscellaneous, 75,308 and 72,638; 
1924, 210, B34: 1923, 209, 848; 1922, 172,814. 

‘Allegheny district: Grain ‘and grain products, 
live stock, 3,582 and 3,211; coal, 


total, 


2,486 and 3,362; 
53,723 and 54,247; coke, 5,710 and 
7,014; forest eo 3,235 —_ 3, 531; ore, 1,401 and 2, 407; merchan- 
dise, i, ©. 43,727 and 2,762; miscellaneous, 63, 369 and 67,589; 
total 1924, 177, "233; 1923, 184, “Tage 1922, 138,4 

ocahontas district:’ Grain and grain rokeeta, 255 and 210; 
stock, 119 and 98; coal, 27,724 and 20,076; 


products, 1,409 and 1,397; ore, 126 and 192; merchandise, L. Cc. 
6,288 and 5,818; miscellaneous, 


3,696 and 3,558; total, 1924, 39,943: 
1923, 31,837; 1922, 30,353. 


Southern district: Grain and grain products, 3,900 and 4,271; live 
stock, 2,699 and 2,434; coal, 29,854 and 25,928; coke, 924 and 1,291; 
forest products, 20,258 and 23, 262; ore, 1,410 and 1,592; merchandise, 


live 
coke, 326 and 488; forest 


L., 36,794 and 36,700; miscellaneous, 37,310 and 40,798; total, 
1924, 133,149; 1923, 136,276; i922, 108,129. 
Northwestern district: Grain and grain products, 11,053 and 
16,206; live stock, 12,405 and 11,159; 


coal, 11,366 and 11, 312; coke, 
pA 783 and 1,415; forest 1 premeces. 16, 930 and 17, 813; ore, 704 and 1,016; 


merchandise, A ,098 and 25,218; miscellaneous, 28,044 and 
30,128; total, 1924, 108, ies. "1923, 114, 167; 1922, 

Central ‘Western district: Grain and grain products, 12,720 and 
12,776; live stock, 13,602 and 13,434; coal, 27,576 and 23,748; coke, 294 
and 43 7; forest Products, 7,867 and 8,083; ore, 2,734 and 2,767; mer- 
chandise, L. ©. 33,037 and 32,065; miscellaneous, 44,023 and 45,579; 
total, 1924, 141, 53’ 1923, 138,889; 1922, 110,449. 

Southwestern district: Grain and grain products, 5,018 and 4,644; 
live stock, 2,773 and 2,690; coal, 7,536 and 5,805; coke, 172 and 133; 
ret roducts, 7,761 and 8,888; ore, 404 and 641; merchandise, L. 
Cc. 4,463 and 13,598; miscellaneous, 22,743 and 21, 369; total, 1924, 
60, sn0' 1923, 57,768; 1922, 55,343. 

Total, all roads: Grain and grain products, 44,386 and 51,025; 
live stock, 39,765 and 36,880; coal, 211,098 and ‘198, 770; coke, 1i, 783 
and 13, 794; forest products, 63, 173 and 68,517; ore, 7,614 and 11, 014; 
merchandise, L. C. L., 219,953 and 211,249; miscellanous, 274,493 and 
281,659; total, 1924, 872,265; 1923, 872, 908; 1922, 714,191. 


REVENUE TRAFFIC STATISTICS 


Freight revenue in October, 1923, totaled $440,333,242, as 
compared with $405,346,925 in October, 1922, and $3,875,612,982 
for the ten months ended with October, 1923, as compared with 
$3,246,788,089 for the same period, 1922, according to revenue 
traffic statistics of Class I roads compiled by the Bureau of 


Statistics of the Commission from 162 reports representing 177: 


Class I roads, exclusive of switching and terminal companies. 
Passenger revenue in October totaled $93,795,137 as compared 
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with $90,119,412 in October, 1922, and $959,107,741 for the ten 
months as compared with $892,359,278 for the same period, 1922. 

Revenue tons carried in October totaled 216,878,000 as com- 
pared with 193,584,000 in October, 1922, and 1,953,470,000 for 
the ten months ended with October as compared with 1,459, 
088,000 for the same period of 1922. 

Revenue tons carried one mile totaled 38,276,055,000 in Oc- 
tober as compared with 36,010,327,000 in October, 1922, and 348,- 
134,805,000 in the ten months as compared with 272,515,207,000 
in the same period of 1922. 

Revenue per ton-mile averaged 11.5 mills in October, 1923, 
as compared with 11.26 mills in October, 1922, and 11.13 mills in 
the ten months as compared with 11.91 mills in the same period 
of 1922. 

Revenue per ton per road averaged $2.03 in October as com- 
pared with $2.09 in October, 1922, and $1.98 for the ten months 
as compared with $2.23 for the same period in 1922. 

Revenue passengers carried totaled 81,392,000 in October as 
compared with 80,208,000 in October, 1922, and 824,858,000 for 
the ten months as compared with 804,712,000 for the same period 
of 1922. 

Revenue per passenger-mile averaged 3.045 certs in Octo- 
ber as compared with 3.047 cents in October, 1922, and 3.002 for 


the ten months as compared with 3.011 cents for the same period 
of 1922. 


EQUIPMENT CONDITION REPORT 


The Trafic World Washington Bureau 


Out of 54,090 freight cars inspected by agents of the Bureau 
of Safety of the Commission, in December, 1,830, or 3.4 per cent, 
were found defective, as compared with 62,780 cars inspected 
and 5,146, or 8.2 per cent, found defective in December, 1922, 
according to the Commission’s report to the Senate for Decem- 
ber, in response to the La Follette resolution requiring monthly 
reports on conditions of equipment, etc. 

Out of 1,105 passenger cars inspected, 6 cars were found 
defective in December, as compared with 1,136 cars inspected 
and 8 found defective in December, 1922, the report showed. 

The report of the Bureau of Locomotive Inspection of the 
Commission showed that out of 3,982 locomotives inspected in 
December, 2,129 were found defective and that 250 were ordered 
out of service, as compared with 3,321 inspected, 2,115 found 
defective, and 405 ordered out of service in December, 1922. 

For the six months ended with December, 1923, there were 
31,281 locomotives inspected, 17,169 found defective and 2,714 
ordered out of service, as compared with 30,787 inspected, 21,- 
110 found defective and 3,268 ordered out of service in the same 
period of 1922. 

In December there were 77 accidents resulting from fail- 
ure of some part or apputenance of locomotive or tender in 
which 4 persons were killed and 81 were injured. 


BAD ORDER CARS 


The following is authorized by the car service division of 
the American Railway Association: 


The railroads on January 1 this year, had 158,175 freight cars 
in need of repair or 6.9 per cent of the ownership, according to re- 
ports filed by the carriers with the car service division of the Amer- 
ican Railway Association. This was a decrease of 57,836 compared 
with the number in need of repair on January 1, 1923, at which 
time there were 216,011 or 9% per cent. 

Of the total number, 118,653 or 5.2 per cent were in need of 
heavy repair at the beginning of this year, compared with 164,041 or 
7.2 per cent on January 1, 1923, a decrease of 45,388. Freight cars 
in need of light repair on January 1 this year, totaled 39,522 or 1.7 
per cent compared with 51,970 or 2.3 per cent on the same date the 
year before. Compared with December 15, the number in need of 


both heavy and light repair on January 1 this year, was an increase 
of 9,913. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
January 8-14 was 292,921 cars as compared with 353,790 in the 
preceding period, while the shortage was 1,979 cars as compared 
with 430 cars in the preceding period, according io the car 
service division of the American Railway Association. 

The surplus was made up as follows: Box, 121,221; ven- 
tilated box, 215; auto and furniture, 11,128; total box, 132,564; 
flat, 4,912; gondola, 63,708; hopper, 66,138; total coal, 129,846; 
coke, 1,152; S. D. stock, 13,561; D. D. stock, 1,188; refrigerator, 
9,180; tank, 7; miscellaneous, 511; total, 292,921. 

The shortage was made up as follows: Box, 267; flat, 472; 
coal, 638; S. D. stock, 199; D. D. stock, 131; refrigerator, 220; 
miscellaneous, 52; total, 1,979. 

Canadian roads reported a surplus of 17,500 box, 1,800 flat. 
2,500 coal, 1,700 S. D. stock, and 500 refrigerator cars, and a 
shortage of 50 refrigerator cars. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 


Jan 
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ATLANT A Q)KLAHOMA A GLY, KLA. 
GEORGIA 


Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 


FIREPROOF WAREHOUSE 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION 
STORAGE 


Free Switching From All Lines 
Merchants Southwest Fireproof Warehouse Company 


1 East.Grand Avenue 


Security Warehouse Company 


100,000 Seninae Feet Floor Space 


‘“‘Bankers of Merchandise’’ 


ROCHESTER, N.Y. 


GENERAL MERCHANDISE STORAGE 
Distribution 


only modern MERCHANDISE 
WAREHOUSE fully equipped in the 
City of ROCHESTER. 


Insurance rate 12 CENTS per $100.00. 


rivate siding of the BUF- 

FALO ROC ESTER& PITTSBURGH : 
» enjoying — at flat USE STOCK within the ter d, 

Rochester rate with all steam roads. - —— dalbvialan: 96 thin, he ternary eerved, eaves one 


MERCHANDISE STORAGE AND FORWARDING 
B. R. @ P. War ehouse, Inc. SPECIALIZING ON POOL CARS 


nee TF ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 








Questions and Answers 


In this department will be answered questions of both legal and 

nature that confront —— de with traffic. A specialist 

on interstate commerce law, who is a member of our legal department, 

will give his opinion in answer to any siffiple quéstion relating to the law 
of interstate transportation of freight. traffic man of 1 i 


elp him in his work. 
e right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 


ts Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 





Initial Carrier Entitled to Road Haul, Unless Switching Ticket 
Used 

. Illinois.—Question: A shipper is located on Railroad X, to 
which he delivers a car for movement to destination D. The 
shipper’s routing instructions read, “Via Y Railroad.” Railroad 
Y is a carrier with which X Railroad has a switch connection 
at point of origin as well as another connection further along 
the route to D. 

Railroad X delivers the car to Y Railroad at its connection 
further along the route and shipper is charged a through rate 
for this movement that is higher than the through rate would 
be if the car were delivered to Y Railroad at the connection near 
the point of origin. Hag Railroad X misrouted the shipment? 

If the same shipment were not routed at all, would Railroad 
X be obliged to “short-haul” itself and forward the car over 
the cheapest and most reasonable route? 

Answer: In Terhune Lumber Co. vs. Sou. Ry. Co. in Mis- 
sissippi, 42 I. C. C. 317, the Commission held that if the initial 
carrier is to receive a switching movement, and is to deliver 
the shipment to another carrier at point of origin, a switching 
ticket should be used. 


The Commission, on page 318 of its opinion in the above 
case, said: “On shipments originating on the line of the South- 
ern at Columbus, but forwarded from that point by way of the 
Mobile & Ohio, the latter carrier absorbs the switching charges. 
Had the shipper directed that the cars be switched to the Mobile 
& Ohio, and had the shipments been delivered to that carrier 
for transportation from Columbus under its own bills of lading, 
complainant would have been entitled to the 32-cent rate. But 
the shipments were delivered to the Southern, and that carrier 
was entitled, under the directions given, to its line haul. It was 
under no obligation to deliver the shipments to its competitor 
at point of origin. McLean Lumber Co. vs. L. & N. R. R. Co., 
22 I. C. C. 349. 

- The same rule would, in our opinion, apply if the shipment 
were unrouted, there being no duty on the part of the initial 
carrier in either event to confine itself to a switch movement, 
which is practically the equivalent of turning a shipment over 
to its competitor at point of origin. 


Sales—Party to File Claim for Loss, Damage or Delay 


New York.—Question: Please advise what difference the 
f. o. b. point makes with reference to the filing of claims, etc. 
For instance, if we sell our goods f. o. b. point of origin, freight 
prepaid, are we responsible to make claim for loss or damage 
or is the question of claims one for the consignee to take care 
of, irrespective of the f. o. b. point in our sales terms? 

Answer: The fact that the freight charges are paid by 
the seller does not necessarily determine the ownership of the 
goods while in transit. 

The intention of the parties, as gathered from the terms 
of the contract, determines at what point the title will pass 

Where the provision in a contract of sale is f. 0. b. at poin 
of shipment, the title will pass, as a general rule, when tie 
property is placed on the cars for shipment; on the other hagd, 
where the provision is for delivery f. 0. b. the point of destjfia- 
tion, the title is not, as a rule, considered to-pass until fthe 






subject matter has reached such point, as the delivery tofthe 


carrier is not a delivery to the buyer. 
The determination of where the title thereto resides phile 
the goods are in transit will determine the party who 





snould 
file claim for loss, damage or delay to a shipment, the #party 
who has title to the goods while they are in transit beigg the 
party who should file the claim, unless otherwise agreeg upon 


between the parties to the contract of sale. 
Freight Charges—Liability of Consignee for Refrigeration 
Charges 

New York.—Question: On November 17, 1922, we purgfhased 

a car of apples from California, which was shipped over the 
“X” Railroad and have confirmation from our broker, same to 
be shipped under “Carrier’s Protective Service,” and fot this 
service we paid $29.94. About six months later we received an 
additional bill from the “Y” Railroad for icing car at Chicago 
to New York, for $60. We were not aware that this car Was 
under refrigeration, as at no time did we give instruction\to 
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have same iced at Chicago. However, we learneed from the 
records of the “Y” Railroad that shipper had given these in- 
structions. For your information, we received delivery of this 
car upon written order from shipper, bill of lading being re- 
tained by them. This denied us the opportunity of learning 
whether the car was to be iced at Chicago. 

Would you please advise whether we have any legal grounds 
to oppose payment of this $60 charge, as our contention is 
that shipper should be held responsible, as we were in no posi- 
tion to know what instructions he gave and which, you will 
note, is contrary to the custom of the trade, in icing cars of 
apples after they have been under heat, which would destroy 
and damage same upon arrival. 

My client neglected to enter claim for damage at time of 
arrival. Would it be too late to defend our case with cross 
suit for loss, considering the six months’ period has passed? 

Answer: The courts, in general, hold that, by the accept- 
ance of the goods, there is an implied agreement, on the part 
of the consignee, to pay the freight charges thereon. A con- 
signee accepts a shipment at the risk of having to pay all or 
any part of the freight charges thereon, and this regardless of 
a lack of notice, and, apparently, a means of notice, at the 
time of the delivery of the shipment, that charges are due 
thereon. See P. C. C. & St. L. vs. Alvin Fink, 250 U. S. 577; 
New York Central R. R. Co. vs. York & Whitney Co., 256 
U. S. 406; W. & A. R. Co. vs. Underwood, 281 Fed. 891, and 
Great Northern Ry. Co. vs Hyder, 279 Fed. 783. 

The fact that the shipment was delivered on a written 
order from the shipper does not, as we see it, affect the situa- 
tion. } 

That the filing’ of a claim within the six months’ period 
was overlooked does not give the consignee a right to damages 
under a cross-suit, as the carrier cannot lawfully waive the 
bill of lading requirement as to the filing of a claim or notice 
thereof, within the specified time. See the Blish case, 241 U. S. 
190; Browning, King & Co. vs. Davis, 199 N. Y. S. 775; Rogers 
& Co. vs. East Carolina Ry., 118 S. E. 885. 

Panama Canal Act—Ownership by Railroad of Competing Water 
Carrier—Uniformity of Rates Not Requisite to 

New York.—Question: When a boat line is owned by a 
railroad and they both serve the same general territory, issue 
through rates in conjunction with each other, is the boat line 
obliged, under the provisions of interstate commerce law to 
charge the same rate as an all-rail movement to the same point, 
providing the rail movement is over the lines of the road owning 
the boat line? 

Examples: The New England S. S. Co. is owned by the 
N. Y. N. H. & H. R. R. On points covered by both the above 
named carriers, does the steamship company have to charge 
the same rate as the railroad company, providing there are no 
unusual circumstances? . 

Was there ever a provision or a ruling made in regard to 
the above? 

Answer: There is no requirement, under the interstate 
commerce law, so far as we know, that a steamship company, 
owned by a railroad company, must charge the same rates as 
the railroad company-by~which it is owned between points 
served by both Lpperentix.this question is not a factor in 
the determipation of whether a railroad“cempany may, under 
the Panama Canal act, namely, section 5 of the fftterstate com- 
merce gét, own a competing common carrier by wate? , See in 
this g6nnection Steamer Lines on Long Island Sound, 50 KC. C. 
634 the Ocean Steamship Co. of Savannah, 37 I. C. C. 422; 
Si#4amer Lines from Norfolk to Baltimore, New York and Rixh- 

giond, 41 I. C. C. 285, and Application of Grand Trunk Ry. 
anada, 43 I. C. C. 286. 
Rule 5-B, Tariff Circular 18-A—Base Point on Which Lowest 

Combination Makes Need Not Be on One of the Lines Party 

to the Actual Haul 


Missouri.—Question: Interstate Commerce Commission Tar- 
iff Circular 18-A, section 5-B, reads as follows: “If shipment 
moves to or from a point of origin or of destination or via 2 
junction point with connecting or branch line at which inter- 
change is made directly intermediate to the base point upon 
which the lowest combination makes, such combination must be 
applied; and it is not necessary to haul the shipment to such 
base point and back again to or through point of origin or 
destination or such junction point.” 

Is it your opinion that the provisions of this rule only 
apply where the connecting or branch line is a part of the 
railroad which carries the shipment to the junction point and 
that the rule is not applicable where the line from the junction 
point to the base point is a road foreign to that which handles 
the shipment to the junction point? ; 

Answer: In Docket 11462, Liberty Oil Company vs. Di 
rector-General, 64 I. C. C. 289, involving the charges assessed 
on 479 carloads of crude petroleum from Iowa Park, Tex., t 
New Orleans, La., the Commission found the rates charge 
were not unreasonable or unduly prejudicial. After a reheaf- 
ing, however, 69 I. C. C. 96, the Commission reversed its Dp 
vious decision and found that the Petrolia, Tex., combination, 
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under rule 5-B, was legally applicable and directed a refund to 
that basis. No finding was made therein that complainant paid 
and bore the charges. This was done, however, in 80 I. C. C. 
209. In the original report it was found that complainant had 
specifically routed the shipments via five different routes, none 
of which included, as a participant, the Wichita Valley Railroad, 
the line on which Petrolia (the base point) is located. 

Under the opinion of the Commission in this docket, it is 
evidently not necessary that the base point be located on one 
of the lines involved in the movement. 


Tariff Interpretation—Intermediate Application 
New Jersey.—Question: A certain trunk line carrier pub- 
lishes a tariff naming specific commodity rates on iron and 
steel articles, which tariff carries the following clause under 
the heading of “Application of rates to intermediate points:” 


To any point of destination to which a rate on a specific com- 
modity is not named in this tariff ‘‘located on the same line’’ between 
any two points of destination to which rates are named on the same 
commodity, the rate on such commodity to such intermediate point 
will be the same as the rate to the next more distant point to which 
a rate is named herein except when rate to more distant point is 
issued to meet competition, in which case the rate will be the same 
as the more distant point not issued to meet competition, provided 
no specific rate on the same commodity from the same point of 


origin to the same point of destination is published in some other 
tariff. 


Kindly give your opinion as to the application of the above 
clause. 

Answer: With reference to the phrase, “located on the 
same line,” our view is that this is not restricted to the line 
of a single carrier, but will likewise inelude all connecting 
carriers forming a through route from origin to destination. 
In the instance covered by the Commission’s Informal Ruling 
No. 86432, shipment moved from Sandusky, O., to Detroit, Mich., 
via D. T. & S. L. Railroad to Detroit, and then was switched 
for delivery by the Grand.Trunk Railway.. There was a through 
class rate of 17 cents from Sandusky to Royal Oak, Mich., a 
point beyond Detroit and on the line of the Grand Trunk, and 
the tariff carrying this joint through rate provided: 


Except as otherwise provided the rate at unnamed intermediate 
point will be the same as to the next point beyond on the same line. 


The effect of the Commission’s decision was that the 17-cent 
rate would apply at Detroit, on the theory that “same line” 
meant “same route” and not “railroad.” This ruling was appar- 
ently predicated on the Commission’s holdings in 1, I. C. C. 158, 
wherein it held that the meaning of the word “line” as used 
in section 4 of the act to regulate commerce (at that time) 
meant, without doubt, a physical line of track and not a mere 
business arrangement. 

With respect to the rule which bases rates to intermediate 
points on rates provided at points which were not established 
to meet competition, we think such a rule is indefinite unless 
every raté at points more distant on the same line carries 
some provision that it is or is not published to meet competi- 
tion. The shipper cannot be charged with knowledge of things 
not inserted in the published tariff, in determining, in such 
cases, what are his applicable rates. Unless the “non-competi- 
tive” rates are indicated in the tariff, we think the intermediate 
rule would fail of effect in establishing rates at intermediate 
points, because of this indefiniteness. 

Regarding the last provision in this clause, reading, “pro- 
vided no specific rate on the same commodity is published in 
some other tariff,’ we rather think this is in contravention of 
rule 4-H, I. C. C. Tariff Circular 18-A, which provides in part: 

No rule or regulation shall be included which in any way au- 


thorizes substituting. for any rate named in the tariff a rate found 
in any other tariff. 


Damages—Special 

West Virginia—Question: Shipper forwarded privately 
owned tank car, which was furnished by carrier, and was de- 
layed en route account of hot boxes and broken flange, result- 
ing in consignee’s plant being closed account delay of raw 
material contained in shipment. Privately owned tank car was 
not the property of the shipper. 

Please advise if carrier is responsible for loss of profit in 
consignee’s plant being closed. 

Answer: Damages recoverable for delay in transportation 
must be such as might reasonably have been contemplated by 
the parties at the time the contract of carriage was made. 
Special damages for delay are recoverable only in case the 
shipper, at or before the time he tendered his goods for ship- 
ment, informed the carrier of special circumstances which 
rendered a prompt transportation and delivery of the goods 
at their destination necessary. In order to recover special 
damages the shipper must communicate to the carrier all the 
facts and circumstances of the case which do not ordinarily 
attend the carriage of such freight, or the peculiar character 
and value of the property carried. 

However, if it appears from the nature of the goods shipped 
or from other circumstances that the carrier ought to have 
known of the consequences which would follow from a delay 
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in transportation, it is charged with notice of such circum- 
stances, although no actual notice was given. Whether the 
facts in any given case satisfy this rule is often a very close 
question. Where a carrier’s delay occurred after a car was 
loaded with oil and returned to the carrier with notification 
of the purpose of transporting the oil, the carrier was held 
liable for such damage as would ordinarily result from the 
failure to deliver the oil for the use to which it was to be 
applied. San Antonia, etc., Oil Co. vs. Houston Packing Co., 
167 S. W. 228. However, it was held in Haberzettle vs. Trinity, 
etc., R. Co., 103 S. W. 219, that a carrier was not liable for 


“damages resulting to the plaintiff because of delay in delivering 


fuel oil through being compelled to shut down an ice plant, for 
expenses paid employes while the plant was idle, for loss of 
profits, and for loss sustained by not having ice to save meat, 
etc., in cold storage, where the carrier did not know when the 
contract was made that such results might follow delayed 
delivery of the oil, that the shipment was made to the “Home 


Ice Factory,” and that it was fuel oil, not putting the carrier 
on notice. 


Storage Charges—Refund of Charges Accruing as Result of 
Refusal of Damaged Shipment by Consignee 


Itlinois—Question: Some time ago we shipped from our 
Georgia warehouse to a point in North Carolina, a machine with 
an attachment to be used for certain class of work in connec- 
tion with the machine proper. 

The shipment arrived at destination short the main part 
of the machine and as, after a week or two, the railroad com- 
pany could not. give any information regarding the missing 
piece, the consignee refused the entire shipment, leaving the 
portion that did arrive in the hands of the railroad agent. These 


parts were absolutely useless, as they could not be used without 
the missing piece. 


Our agent negotiated a sale for the attachment which came 
without the machine to a party who had a similar machine 
on which he wished to use the attachment. The railroad agent 
refused to allow him to take this one piece without payment 
of freight and storage charges on the entire lot. In order to 
complete his sale, he paid the amount demanded to the agent. 

In your opinion, was the assessment of storage charge on 
this incomplete shipment legal, or would the error of the rail- 
road company, which prevented prompt delivery, be authority 
for canceling that feature? We understand that if the entire 
machine had reached destination damaged, but not so badly as 
to prevent being repaired, that the consignee would not have 
been justified in refusing, but as the parts which did arrive 
were without any value, we hardly think that the storage charge 
is one that should ,jhave been assessed. Kindly let us lave 
your opinion. 

Where goods are damaged in transit but are not rendered 
wholly or practically worthless, the consignee, if the owner 
thereof, should accept the goods and file claim for the amount 
of the damage with the carrier. If, however, the goods, as 
tendered by the carrier, are worthless or have no value for the 
purpose intended, they may be refused by the consignee, even 
though he be the owner thereof. 

The Commission has held that demurrage charges accruing 
as the result of the refusal, by the consignee, of a shipment 
damaged in transit cannot, under the provisions of the demur- 
rage tariff, be refunded by the carrier. See Buchanan Coal Co. 
vs. C. R. I. & P. Ry. Co., Unreported Opinion 2018. 

However, if, in the instant case, the goods were of no value 
to the consignee for the purpose for which they were intended, 
the carrier cannot lawfully assess and retain storage charges 
thereon, as against the consignee, as he has not, in effect, per- 
formed a transportation service for which he may assess trans 
portation charges, either for hauling or warehousing the ship- 
ment. 

If title to the goods had passed to the consignee at the 
time the goods were delivered to the carrier, the carrier did 
not, during the time the storage charges accrued, hold the ship- 
ment for the consignee’s account, if the goods were worthless 
to him, while if the title to the goods had not passed to the 
consignee but remained in the shipper, even though it be con- 
ceded that the goods were not worthless to the shipper, the 
storage charge can, in our opinion, under the decision in Davis 
vs. Clement Grain Co., 251 S. W. 545; be recovered by the ship- 
per. In this case the court said: 


The proof in this case shows that the demurrage charges were 
the direct result of the negligence of the appellant, in that he deliv- 
ered the hay in such bad condition that the consignee would not 
accept it upon arrival, necessitating its remaining in the car until 
such time as appellee could assort and market it. The trial court 
found that appellee did assort and handle the hay within a reason- 
able time under the circumstances of this case. We are of the opinion 
that to permit appellant in this case to retain such demurrage charges 
would be authorizing him to take advantage of his own negligence, 
as well as to reimburse himself for this own wrong. Ry. Co. V® 
Gray, 160 S. W. 434; Ry. Co. vs. Kolp, Jr., 88 S. W. 417. 


The act of the shipper, in disposing of the attachment, was 
in fact, if title to the goods was in the consignee during the 
transportation of the shipment, a gratuitous act ‘on the part 





Janu 


TI 





4 January 26, 1924 THE TRAFFIC WORLD 253 


igs Am TEXAS || MEMPHIS 


TENNESSEE 


The South’s Most Centrally Located 
Distributing Center 















The Home of the World’s Largest 
Cotton Warehouses, operating » 
deparments for the 


STORAGE 


of General Merchandise 
Automobiles , 
and 


Pool Car Distribution 


Lowest Rates, Insurance 


ne 11 TRUNK LINES 
es 17 OUTLETS 


= Distribution of Pool Cars and Merchandise 
for Storage. 


r to FORT WORTH WAREHOUSE 
> on AND STORAGE COMPANY 


L. C. ABBOTT, Manager 





Facts Concerning Our Warehouses: 


200 Acres Concrete Warehouses 
All on Ground Floor 















Automatically Sprinkled 
Finest Fire Alarm System Privately Policed 


value 
onded, 
larges 
t, per- 
trans- 


Ten Miles Standard Railroad Served by 10 Railroads 
Mississippi Warrior Barge Line 
Tracking Facilities 500 Cars 











» shi 

me Our Own Fleet Motor Trucks 
at the 
er did 
e ship- An organization of experienced operatives permitting 
vies | Fireproof Warehouses on Track i ae arises 
ye CON For the Storage of Merchandise ; : 
=, Household Goods and Machinery Information gladly furnished 
a We specialize in the DISTRIBUTION of local 

‘i and pool car shipments 

Ww ‘ 
eel Consign via any Railroad into Denver . > . 
a Free Switching to Warehouse MemphisTerminal Corporation 
reason: Storage capacity 350,000 square feet 
opens Insurance rate 15c General Offices 
. i 2, - s e 
Co. VE Negotiable Warehouse Receipts Issued 15th Floor Central Bank Building 
nt, was | The Weicker Transfer & Storage Company Member: American Warehouseman’s Association 
‘ing 


he part 








254 


of the shipper, which, no doubt, however, resulted in a benefit 
to the carrier, who should, in fairness to the shipper, refund 
the storage charges assessed on the shipment. 

Damages—Freight Charges on Shipments Destroyed in Transit 

Pennsylvania.—Question: We had occasion to file claim for 
the value of goods consigned to us, having been advised by 
the carrier that the shipment was destroyed or damaged in 
transit to such an extent ag to render delivery impossible. 

The consignor, in rendering bill against us, made an allow- 
ance on invoice covering the freight charges which, of course, 
we were to pay to the carrier on delivery of the goods. 

This allowance was made on the face of the invoice by 
deduction and in filing our claim we included the amount of 
freight charges, taking the ground that the carrier failed to 
perform their contract as per bill of lading issued by them, and 
for that reason were not entitled to freight charges, further 
explaining that we had lost our legitimate profit on goods, ac- 
count of non-delivery. 

The carrier asks that we render an amended bill and we 
are taking the liberty of asking that you advise us if the stand 
we have taken is not correct. 

Answer: Where damages are based on the destination 
value, freight charges are to be deducted, as the shipper is 
not entitled to a refund thereof in addition to the enhanced 
value of the shipment at destination, due to its transportation 
from point of origin. 

If, however, the origin value of the goods is used, freight 
charges, in addition thereto should be allowed by the carrier 
in the amount of the claim, as it may be presumed that the 
invoice price at point of origin, plus the freight charges to 


point of destination, will approximate the destination value of 
the shipment. 


Notice of Refused or Unclaimed Shipments—Obligation of Car- 
rier to Notify Consignor When Word “From” Does Not 
Precede Shipper’s Name ‘ 
Ohio.—Question* On June 1 we made a shipment on an 

order bill of lading, but consignee was not in position to accept 

this shipment. After some time, when we received no return 
check, we asked the original carrier to trace the shipment in 
our letter of July 7. On July 30 we learned from another source, 
not in any way related to the transportation company, that 
our customer was not in position to take in the shipment, and 

a few days later we were notified by the transportation company 

that the shipment was at destination unclaimed and they asked 

us for disposition. 

We immediately instructed the carrier to reconsign the 
shipment to us and when it was returned to us we were asked 
to pay storage charges from the time that it arrived, which 
was early in June, until they received our letter requesting 
return of the goods. We entered claim to recover part of these 
storage charges, as we felt that since we were not notified by 
the railroad company that the shipment was at destination un- 
claimed, that the storage charges should apply only from the 
date that they actually notified us that the shipment remained 
on hand. 

The transportation company has declined our claim on the 
ground that they cannot make any refund in this case, due to 
the fact that their storage tariff, rule 2, section B, requires, as 
a condition precedent to the obligation of the destination agent 
to extend notice to shippers of the refusal or non-delivery of 
L. C. L. freight, that the packaes be plainly marked with the 
mame and address of the consignor, preceded by the word 
“From,” and as this was not done in this case, the agent could 
not notify the shipper and to refund the storage charges would 
be illegal. 

All of our shipping cases are imprinted with our name and 
address, but the word “From” does not appear. It seems un- 
reasonable to claim that they could not notify us if the word 
“From” did not precede our name and address. Do you believe 
that the railroad company has sufficient grounds to reject our 
claim under the circumstances? 

Answer: We can locate no opinion of the Interstate Com- 
merce Commission covering this question. 

It is our opinion, though, that as the storage tariff spe- 
cifically provides that the word “from” shall precede the name 
of the consignor, this provision, being a lawfully published 
regulation, must be adhered to and that in its absence the 
carrier is under no obligation to notify the consignor that it 
has on hand a refused or unclaimed shipment. 
Delay—tLiability of Carrier in Delivery of Shipment to Steam- 

ship at Port of Export 

Louisiana.—Question: A miller at an inland point shipped 
ua car of flour to Scotland routed via carriers A, B and C, to port 
xX, thence Y S. S. Co. 

Booking is made on a certain vessel of the Y S. S. Co., 
which is scheduled to sail about the last of July, and shipper 
notifies destination carrier C that shipment is intended for late 
July loading and must take this loading without fail. Shipment 
arrived at port X in due time and was unloaded on steamship 
wharf on July 30, but about half of the shipment was water 
damaged and steamship company refused to accept. Carrier’s 
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agent wired shipper for instructions, and shipper instructed that 
flour be reconditioned, if it could be done in time to make the 
steamer on which it was booked, otherwise to have it dried out 
and delivered to the steamship company with exceptions. Car- 
rier’s agent ascertained from the steamship company that their 
steamer on which this shipment was booked would not leave 
the dock until about the middle of August, thereupon shipment 
was reconditioned and was receipted for by steamship company 
on August 6. Shipment was loaded on vessel named in original 
booking, which did not clear until August 20. This, by the 
Way, was the only vessel that cleared during July and August 
and, therefore, shipment suffered no delay in reaching foreign 
port by reason of delay in effecting delivery to steamship com- 
pany. : 

Shippers, however, claim that their contract with their cus- 
tomer called for July loading and failure of the rail carriers to 
effect delivery to steamship company in July gave the consignee 
an opportunity to demand an allowance. 

It has not been shown that this allowance represents a 
decline in market, but, apparently, it was simply a penalty 
imposed by the consignee against shippers, not because contract 
carried any penalty clause, but because they saw a chance to 
capitalize on shipper’s default. 

Shippers, probably because they had no other means of dis- 
posing of flour or probably because they thought to pass the 
loss on to the carriers, acceded to consignee’s demand and are 
now trying to secure reimbursement from rail carriers. 

The status of the steamship company in regard to this con- 
tract is not definitely known, but it is assumed they had con- 
tracted to clear port before August 1, but, even though their 
vessel was delayed about twenty days for reasons other than 
the delay in delivering this shipment, they claim immunity on 
the grounds that they did not receipt for shipment until August 
5, and, therefore, could not have cleared port in July. 

Will you kindly advise whether, in your opinion, rail car- 
riers are liable for the loss sustained by shippers? 

Answer: Where damages are sought to be recovered on 
the ground of delay in shipment, the delay must be the proxi- 
mate cause of the loss, or the injury complained of. Texas 
Central R. Co. vs. Shopshire, 125 S. W. 369; Engineering Co. 
vs. R. etc., Co., 82 Sou. 413; Milling Co. vs. R. Co., 160 N. W. 
1028; Rezsek vs. Sou. Pac. Co. 181 N. Y. S. 117. 

The delay in the delivery of the goods to the steamship 
company which resulted from the damage to the goods, caused 
presumably by the negligence of the rail carriers, apparently, 
did not in any way contribute to the failure of the shipment 
to leave the port of export during July. 

Furthermore, unless the terms of the contract of sale made 
delivery to the steamship company during July an essential 
element thereof, the breach of which by the seller would justify 
the buyer in terminating.the contract or discounting the sale 
price, the shipper has no claim against the carrier, but only 
against the consignee. 

However, even if we assume that the failure to deliver the 
shipment to the steamship company for shipment during July 
justified the consignee in discounting the sale price, no recovery 
can be had against the carrier unless notice of the special cir- 
cumstances which rendered a prompt transportation and de 
livery of the goods at their destination necessary was given 
the carrier at the time the goods were delivered to it for trans- 
portation at point of origin. See International R. Co. vs. 


Hatchell, 55 S. W. 186; Cowherd vs. St. Louis, etc., R. Co., 131 
S. W. 755. 


Apparently notice was given only to the destination carrier, 
although it is possible, though not disclosed in your letter, that 
the initial carrier received this notice at the time the shipment 
was delivered to that line. 


Reconsignment—Stopping in Transit to Partly Unload, Com- 
plete Loading, or Otherwise Changing Car Contents Under 
Transit Tariff Does Not Void Application of Reconsigning 


Tariff Restricted to Shipments Which Have Not Broken 
Bulk 


Illinois.—Question: A commodity with the privilege of stop- 
ping in transit to finish loading is shipped to Chicago. At one 
of the stop-over points, there is given by shippers a notice to 
change consignee and destination to New York. Can a recon: 
signing charge be made, as also the stop-over charge? The 
reconsigning rules state that such cannot be applied to ship 
ments that have “broken bulk.” 

Answer: The particular point outlined does not seem to 
have been the subject of a case before the Commission. For 
a carrier to publish a tariff authorizing the removal or addition 

* of goods at an intermediate point and the restoration of a part 
or all of the same or similar goods the carrier and the 
entire transaction treated as a through and uninterrupted move 
ment under a single contract from original shipping point to 
final destination (and this is the spirit and essence of transit 
privileges), and then when the shipper subsequently requests 
a reconsignment or so handles his shipment as to bring it within 
the purview of the reconsigning tariff in all other respects—te 
say that the reconsigning tariff is not applicable because shi 
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NAWSCO LINES 


recuar INTERCOASTA 


PORTLAND, ME. 
PHILADELPHIA BOSTON 


LOS ANGELES 


FREIGHT 
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PORTLAND 






SAN DIEGO ASTORIA 

SAN FRANCISCO SEATTLE 

OAKLAND TACOMA 
VANCOUVER 









Sailings Every Ten Days 


NORTH ATLANTIC AND WESTERN S. $. CO. 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 Se. 4th St. PITTSBURGH: 601 Bessemer Bldg 
PORTLAND: 36 Exchange St. 


or 


THE ROBERT DOLLAR COMPANY 
Pacific Coast Ports 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS. 
Baltimore NewYork Norfolk 
Jan. 22 Jan. 31 Feb. 1 
Feb. 2 Feb. 7 Feb. 9 
Feb. 9 Feb. 14 Feb. 16 
THEREAFTER EVERY WEEK 
EASTBOUND SAILINGS 
San Francisco Los Angeles 
Feb. 5 Feb. 7 . 
Feb. 9 Feb. 11 
Feb. 16 Feb. 18 


THEREAFTER EVERY WEEK 
*Calling at Manzanillo, San de Guatemala, La 
Gusintn, Gast Genel Sem, Sows avec (ostbound bound), Beltinen (eons (East- 
bound), Norfolk 


FARES, te iviehnartantl teat FIRST CLASS, $250 and up 


PANAMA SERVICE 
Between San Francisce, Los Angeles, Mexice, Central America and Canal Zene 
S.S. NEWPORT sails from San Francisco Jan. 30 


and sailings about every 22 days thereafter 


PACIFIC MAIL S.S. COMPANY 


10 Hanover Square, New Yor Ste Caeate St., San Franeisce 
605 Central Bide. ey alif.° 


Hoge Building ‘Norfolk. - Sout Fwd. & Stg. 
uitable Buil Cleveland... 
‘hs. ca 





THE LOGICAL ROUTE 
Through Los Angeles Harbor 


With its millions of dollars worth of waterfront improvements and with its thousands of feet of wharves of 
which more than 15,000 feet are owned by the city, the Harbor of Los Angeles offers manufacturers and 
traders a gateway to and from world ports that is unequalled in the great Pacific Southwest. 


The City of Los Angeles owns and operates eight transit sheds having a uniform width of 100 feet and a com- 


bined length of 6,000 feet. 


The entire waterfront is served on equal terms by the Santa Fe, Southern Pacific, Union Pacific and Pacific 
Electric Railway Companies through the Municipal Terminal System which has approximately 25 miles of 


trackage. 


Fifty-five steamship services reach from the Harbor of Los Angeles to more than 100 world markets. 


For these reasons and many others, DIRECT YOUR SHIPMENTS VIA THE LOGICAL ROUTE. 


Write at once for a free illustrated book 
and port maps giving complete informa- 
tion on the port facilities and charges. 


< 


BOARD OF HARBOR COMMISSIONERS 


LOS ANGELES, U. S. A. 
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ment has’ broken bulk would be, in our opinion, directly in 
contravention of the spirit of transit itself. 

That a shipment accorded transit privileges is entitled to 
and subject to other charges, privileges, regulations and rules 
applicable to continuous through shipments (other than charges 
incidental to the transit operation itself), just as if the ship- 
ment had not stopped for transit, is a rule so well established 
we hardly think the Commission or courts would ever hold that 


changing the contents of a car under an authorized arrange-» 


ment without impairing the continuity of the through contract 
and through movement, amounts to the sort of “break of bulk” 
that is prohibited by the reconsigning rules. We think a carrier 
which granted, and a shipper who accepted, transit under such 
authority, would either or both be estopped from saying that 
the shipment had “broken bulk” within the meaning of the re- 
consigning tariff. 


The above construction would seem to be borne out when we 
recognize that the manifest purpose of the reconsigning rule 
prohibiting the privilege on cars which have broken bulk is 
that the carriers will not continue the shipment to a new des- 
tination as a through contract from original starting point when 
the shipper steps in, assumes dominion over the goods, breaks 
their bulk, then desires the carrier to resume transportation on 
the through rate and original contract as if transportation had 
not been interrupted. The carrier could not comply with his 
request to give him this sort of transit privilege unless there 
was some transit tariff in effect authorizing him to break the 
bulk, such as milling-in-transit tariff, etc. In other words, it 
would seem that under the reconsigning-in-transit tariff the 
carrier reserves the right to have the contents of car undis- 
turbed by the shipper, except in those cases where the carrier 
by transit tariff authorizes the goods to be removed in whole 
or in part from the car. Where such authority is granted by 
tariff, we see nothing inconsistent with the application of the 
reconsigning rules. The reconsigning rule may be said to be 


modified by the stop-over-in-transit, and only unauthorized break- 
ing of bulk prohibited. 





Digest of New Complaints 


No. 15526. San Diego Chamber of Commerce, San Diego, Cal., vs. Ala- 
bama & Vicksburg et al. 

Unjust, unreasonable, prejudicial, discriminatory and preferen- 
tial class and commodity rates between points in California, rep- 
resentative of which are Los Angeles, Riverside and points south 
thereof, and points in Arizona, New Mexico, Texas and the south- 
ern portion of California, representative of which are El Centro 
and Calexico, Cal., Yuma, Phoenix and Nogales, Ariz., Lordsburg 
and Deming, New Mexico, and El Paso, Tex. Asks cease and de- 
sist order, through routes and just and reasonable local and 
through joint class and commodity rates and routes. 

No. 15530. Claude C. Winkler, Vincennes, Ind., vs. Alabama, Florida 
& Gulf et al. A 

Unjust and unreasonabie rates on carload shipments of water- 
melons from various points in Alabama, Georgia and Florida 
various points in Illinois, Indiana, Ohio, Michigan and Wisconsin. 
Asks reparation, 

No. 15534. Northern Grain & Warehouse Co., Portland, Ore., vs. Ore- 
gon Short Line et al. in 

Unjust and unreasonable rates on carload shipments of grain from 
Paul, Idaho, to Los Angeles, Cal., because in excess of those 
rates found reasonable by the Commission in No. 12929, in the 
matter of interstate rates on grain, etc., between points in the 
western and Mountain-Pacific groups, 64 I. C. C. 85-107. Asks 
reparation. 

No. 15534, Sub. No. 1. Same vs. Same et al. : 

Same complaint and prayer on shipments of wheat from points 
in Idaho to points in Oregon and Washington. 

No. 15534, Sub. No. 2. Same vs. Great Northern et al. 

Same complaint and prayer as to shipments of wheat from 

points in Montana to points in Oregon and Washington. 
No. 15534, Sub. No. 3. Same vs. Camas Prairie et al. 

Same complaint and prayer as to shipment of wheat from Lew- 
iston, Ida., to Portland, Ore. 

No. 15534, Sub. No. 4. Same vs. Northern Pacific et al. 

Same complaint and prayer as to shipments of oats from Gar- 
field, Wash., to Bend, Ore. 

No. 15534, Sub. No. 5. Same vs. Camas Prairie et al. 

Same complaint and prayer as to shipments of wheat from 
Almonta, Wash., to Portland, Ore. 

No. 15534, Sub. No. 6. Same vs. Oregon Short Line et al. 

Same complaint and prayer as to shipments of wheat from 
points in Idaho to St. Louis, Mo. 

No. 15534, Sub. No. 7. Same vs. Same et al. 

Same complaint and prayer as to shipment of wheat from Eden, 
Ida., to Chattanooga, Tenn. 

No. 15534, Sub. No. 8 Same vs. Same et al. 

Same complaint and prayer as to shipment of wheat from Cald- 
well, Ida., to Nashville, Tenn. 

No. 15535. Wegdahl Elevator Co., Wegdahl, Minn. vs. C. M. & St. P. 
et al. 

Unjust and unreasonable rates and charges on shipment of rye 
from Wegdahl, Minn., to Duluth, Minn., and switched to Superior. 
Wis. Asks reparation. 

No. 15536. Clinton, Davenport & Muscatine Ry. Co., Davenport, Iowa, 
vs. Davenport, Rock Island & Northwestern. 

Alleges that defendant refuses to file the necessary tariff with 
the Commission providing for switching charges on carload freight, 
interstate, moving through complainant’s interchange track at 
Mound street, in Davenport, Iowa, and that defendant by refusal 
to recognize the interchange track at Mound street creates asit- 
uation of unreasonable advantage, preference or prejudice as be- 
tween persons or localities in intrastate commerce, on the one 
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hand, and interstate or foreign commerce, on the other hand. Asks 
cease and desist order and the customary switching charge of 
$2.70 per car or such switching charge as the Commission may 
deem just and reasonable and non-prejudicial. 

15537. Rodney Milling Co., Kansas City, Mo., vs. Missouri Pacific, 

Unjust, unreasonable, discriminatory and prejudicial rates, in 
violation of sections 4 and 6, on wheat from various stations ip 
Kansas to Kansas City, Mo., where wheat was ground into flour 
and feed and said flour and feed were forwarded under milling-in- 
transit rules to Atchison, Kan. Asks cease and desist order, just 
and reasonable rates and reparation. 

15538. Austin Motor Co. et al., Tuscaloosa, Ala., vs. Alabama 
Great Southern et al. 

Unjust, unreasonable, prejudicial, preferential charges, in viola- 
tion of section 4, on automobiles in carload lots from Detroit, 
Evansville, Flint, Kenosha, Milwaukee, Toledo and South Bend 
to Tuscaloosa, Ala., as compared with rates to Birmingham, Ala, 
Columbus and Meridian, Miss., and Montgomery and Mobile Ala 
mong cease and desist order, just and reasonable rates and repara- 

on. 

Beg cag Reno Wheclesale Grocery Co., El Reno, Okla., vs. Santa 

e et al. 

Excessive, unreasonable and unlawful rates on apples, in car- 
loads, from Manzanola, Vroman and other points on the Santa Fe 
in Colorado grouped therewith to points.in Oklahoma on the Rock 
Island. Asks cease and desist order, just and reasonable rates an 
reparation. ‘ 

15540. Sauquoit Paper Co., Utica, N. Y., vs. Director-General, as 
agent, Boston & Maine et al. 

Unjust and unreasonable rates on tissue paper from Northum- 
berland, N. H., to South Utica, N. Y. Asks reparation. 

Same vs. Same. 

Same complaint and prayer as to shipments of tissue paper from 
Northumberland, N. H., to New Hartford, N. Y. . 
15541. Saco-Lowell Shops, Boston, Mass., vs. United Electric 
Railways Co. et al. 

Unjust, unreasonable and discriminatory rates and charges on 
sea sand from Bellefonte, R. I., to Biddeford, Me. Asks cease 
and desist order and reparation. 


No. 15542, Los Angeles Pressed Brick Co., Los Angeles, Cal.,. vs. Pa- 


No. 1 


No. 


No. 15546. 


No. 


No. 


No. 


No. 


No. 


cific Electric et al. 

Unjust, unreasonable, preferential and prejudicial rates and 
charges on hollow building tile from Sunset, Cal., to Prescott, 
Ariz. Asks cease and desist order, just, reasonable and non- 
prejudicial rates and reparation. 

5543. Turpentine & Rosin Producers’ Association, New Orleans, 
La., vs. Alabama & Vicksburg et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
rosin and rosin dross and turpentine and pine oil from producing 
points in southwestern territory to various destinations in Kan- 
sas City territory, St. Louis territory, Omaha-Davenport territory, 
Chicago territory, Louisville territory, Cincinnati territory, Day- 
ton-South Bend territory, Detroit-Cleveland territory, Pittsburgh 
territory, Milwaukee territory and Fox River territory. Asks 
cease and desist’ order, just, reasonable and non-discriminatory 
rates, and reparation. 


~ No, 15544. Standard Mineral Co., Inc., et al., New York City, vs. Nor- 


folk Southern et al. 

Unjust, unreasonable, discriminatory, prejudicial and preferen- 
tial rates on various carload shipments of tale from Hemp, N. 
C., to points in Maryland, Illinois, Florida, New Jersey and Penn- 
Sylvania, because in excess of subsequently established rates. 
.— cease and desist order, just and reasonable rates and rep- 
.aration. 

15545. Turner-Oklahoma Co. et al., Oklahoma City, 
Atlantic Coast Line et al. 

Unjust and unreasonable charges on fruits and _ vegetables 
from Florida points to Arkansas City, Kans., and Oklahoma points. 
Asks just and reasonable rates and waiver of undercharges. 

Iola Cement Mills Traffic Association et al., Kansas City, 
Mo., vs. Santa Fe et al. 

Unjust, unreasonable and prejudicial rates, in violation of sec- 
tion 4, on cement from Chanute, Fredonia, Mildred and Hum- 
boldt, Kan., and Dewey, Okla., via interstate routes to destinations 
in Kansas, Missouri, Nebraska and other states, and from Iola 
and Independence, Kan., to destinations in Kansas and Missouri. 
Asks cease and desist order, just and reasonable rates. 

15547. Woolner Distilling Co., Peoria, Ill., vs. Director-General, a$ 
agent, Minneapolis & St. Louis. 

Unjust and unreasonable rates and charges on whiskey. alcohol, 
brandy and gin from Peoria, Ill., to Minneapolis and St. Paul, 
Minn., from March 8, 1918, to and including June 12, 1919. Asks 
reparation. 

15548. The Cudahy Packing Company, Chicago, Ill., vs. Director 
General, as agent. 

Unjust and unreasonable rates and charges on live hogs and 
sheep from points in Iowa and ‘Nebraska to Kaasas City, Kav. 
Asks reparation. 
hs -y Pi Johnson-Porter Clay Co., McKenzie, Tenn., vs. C. B 

. et al. 

Unjust and unreasonable rates on second-hand contractor's ovt- 
fit western dump cars from Clyde, Ill, to McKenzie, Tenn. Asks 
reparation. 

15550. Board of Railroad Commissioners of Iowa, Des Moines, Ia, 
vs. Ann Arbor et al. . a 

Unjust, unreasonable, prejudicial and preferential rates in V!0- 
lation of the fourth section on soft coal from points in Pennsyl- 
vania, Maryland, West Virginia, Virginia, Kentucky and Tennes- 
see to points in Iowa. Asks just, reasonable and non-prejudicial 
rates. 


15552. J. K. Dering Coal Co., Chicago, vs. C. C. C. & St. L. 

Alleges that defendant’s refusal to construct and operate 4 
switch track connecting complainant’s mine track with defend- 
ant’s line in Saline county, IIl., is arbitrary and unlawful. Asks 
that defendant be required to construct, maintain and operate 
switch track and accept in interstate commerce shipments of 
coal tendered to it and pay reparation for all damages sustained 
by complainant after December 1, 1923. 


Okla., vs. 





BELT RAILWAY APPLICATION 
The Belt Railway Company of Chicago has applied to the 


Commission for approval of a lease between that company 42 
the Chicago & Western Indiana Railroad Company and assump 
tion thereunder of liability as lessee in respect of securities 
of the C. & W. I. Under the lease the belt railway will operalé 
certain tracks of the C. & W. I. in the Chicago district. 
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Of Interest to Santa Fe Patrons 


Have you compared after-the-war prices of what you buy and sell with those of a 
pre-war normal year—say, 1922 with 1915? 


Santa Fe System Lines have made such a comparison, and you will be interested 


in the result: 


The Santa Fe System sells transportation 
only, but buys steel, fuel, lumber and all kinds of 
building and construction material: and is a very 
large user of labor. 


The Santa Fe System received in 1922, 
$1.45 for hauling the same amount of freight the 
same distance that it received $1.00 for in 1915, 
and $1.60 for hauling a passenger the same dis- 
tance it received $1.00 for in 1915. Or, combining 
freight and passenger, it received $1.50 for the same 
service it received $1.00 for in 1915, the increase 
being 50 per cent. Pr bar use 


The Santa Fe System paid $2.11 for the 
same quantity of fuel that $1.00 paid for in 1915; 


$1.77 for the same quantity of materials and sup- 
plies, other than fuel, that $1.00 paid for in 1915; 
$2.22 for the same number of hours of labor worked 
in 1922 as $1.00 paid for in 1915. Aggregating all 
operating expenses, it paid in 1922, $2.05 for the 
same number of hours worked and same quantity 
of materials and supplies as it paid $1.00 for in 
1915. It paid $2.90 in taxes in 1922 for every 
$1.00 paid in 1915. 


Santa Fe System employes received an 
average annual compensation in 1922 of $1.81 for 
every $1.00 received in 1915, and the cost of living 


of such employes was $1.62% in 1922 for every 
$1.00 in 1915. 


Freight rates and passenger fares cannot be reduced until taxes and the cost of operation 


are reduced. 


Cost of operation cannot be substantially reduced until the price of labor and material is 
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W. B. STOREY, President ' 
The Atchison, Topeka and Santa Fe Railway System 


View at Smith’s Cove Public Terminals—Showing Piers 40 and 41 


for handling your Imports from the Orient 


SILK — GUNNIES—TEA — RATTAN—VEGETABLE OILS, ETC. 


Write Traffic Dept. for Information 





Seattle, Washington 


reduced. And the price of labor and material cannot be reduced until the cost of living is reduced. 


Port of Seattle Public Terminals are unexcelled on the Pacific 
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CHICAGO BASIS EXTENDED 


The Trafic World Washington Bureau 


The Commission, in Special Permission 66067, has uthor- 
ized Agent Lowrey, on five days’ notice, to publish a supple: 
ment to his I. C. C. 56, establishing a rate basis, to and from 
McKinley Park, Chicago, otherwise known as Union Freight 
Station No. 6, on the Chicago Junction Railway, in accordance 
with the agreement between the parties in interest reached in 
a conference on thé subject involved in the schedules sus- 
pended in I. and S. 1957. Under the tariffs to be filed, the 
Chicago basis of rates will be extended to the point mentioned by 
such trunk lines as so desire, and the further discussion in 
the case will be as to the divisions to be made, to each of the 
contending railroads, out of the Chicago rates. 

In a special permission given to the Chicago Junction Rail- 
way, No. 66060, the Commission authorized, on five days’ notice, 
the publication by carriers, not covered by the special permis- 
sion given to Lowrey, to do what was necessary to carry into 
effect the agreement reached by the interested parties in the con- 
ference held by Director Hardie on December 21. Under that 
agreement the Chicago basis will be extended to the new station 
on the Chicage Junction and the question of what divisions the 
trunk lines and the terminal lines shall recive will be left for 
decision by the Commission. The tariffs suspended in I. and 
S. No. 1957, it is said, were the only things that could have 
been filed by the terminal lines to open the new station and the 
implication that the New York Central was trying to obtain 
an advantage, it is said, was not warranted. The settlement 
enables the Commission to consider the case wholly from the 
point of view of a dispute betwéen carriers to the proper divi- 
sions to be aHowed out of the Chicago rates and continues the 
plan of the Lowrey tariffs, of a flat rate for the whole of the 
Chicago district, with settlements between the carriers to give 
each its proper share of the revenue. 


REDUCTION OF CROSSING ACCIDENTS 


The Traffic World Washington Bureau 


The personnel of the special committee which will determine 
the winners of the contest now being conducted by the Ameri- 
can Railway Association for the most appropriate poster and 
slogan to be used in connection with the intensive campaign 
to be inaugurated by the American Railway Association in an 
effort to reduce the number of grade crossing accidents follows: 


Cc. C.McChord, member of the Interstate Commerce Commission; 

H,. G. Taylor, Lincoln, Neb., president, National Association of Rail- 
way & Utilities Commissioners; Thomas P. Henry, Detroit, Mich., 
peeaicens, American Automobile Association; L. A. DeBlois, Chicago, 
«+ president, National Safety Council; Col. Charles Clifton, Buffalo, 
N. Y., president, National Automobile Chamber of Commerce, and 
H. A. Rowe, 90 West street, New York city, chairman, Committee on 


— of Highway Crossing Accidents, American Railway Asso- 
ciation. 


The contest opened on January 7 and will continue until 
February 11. To the winner of the first prize for the best pos- 
ter the committee will award a cash prize of $500, while to the 
winner of the second prize will be paid $200 in cash. There 
will also be a third prize of $100. In addition. a cash prize of 
$100 will be paid to the person submitting the most appropriate 
slogan. 

Immediately after the contest closes on February 11, the 
special committee will meet in Washington to go over the var- 
ious posters and slogans submitted and the awards will be an- 
nounced shortly afterwards. 

The contests are being conducted by the Committee for the 
Prevention of Highway Crossing Accidents of the American 
Railway Association and entrants should send their posters and 
slogans directly to H. A. Rowe, chairman of that committee at 
90 West Street, New York, N. Y., who also may be addressed 
for information on the subject. 


GUARANTY AND DEFICIT CERTIFICATES 

Under section 209 of the transportation act additional final 
settlements on account of the guaranty have been certified by 
the Commission to the Secretary of the Treasury as follows: 
Philadelphia & Beach Haven, $4,648.79; Virginian, $165,985.63; 
Rockingham, $952.11 in addition to an advance of $8,000; Kan- 
sas, Oklahoma & Gulf of Texas, $40,770.22 in addition to an ad- 
vance of $262,000, and Wichita Northwestern, $3,870.17 in addi- 
tion to advance of $35,000. Under section 204, reimbursement 
of deficits, the Commission certified a payment of $49,351.78 to 
the Wichita Northwestern. 


Cc. M. & ST. P. BONDS 


The Chicago, Milwaukee & St. Paul Railway Company has 
applied to the Commission for authority to issue and sell $14,- 
000,000 of ten-year 6 per cent first mortgage bonds and to pledge 
as collateral therefor $20,000,000 of general mortgage 5 per cent 
gold bonds. The proceeds of the issue are to be used to repay 
bank loans of.$7,000,000, to provide additional funds necessary 
to meet obligations maturing in 1924, and to complete the com- 





Vol. XXXIII, No. 4 


pany’s program of additions and betterments. The bonds will be 
sold for cash to Kuhn, Loeb & Co. and the National City Com- 
pany of New York at 92% per cent of face value and accrued 


interest to date of delivery, subject to the approval of the Com- 
mission. 


CHANGE IN DOCKET 


Hearing in I. and S. No. 2001, roofing and building material 
from eastern points to the Southeast, assigned for January 25 
at York. Pa., was postponed to a date to be hereafter fixed. 

Hearing in I. and S. No. 1971, cancellation of commodity 
rates on nitric acide, from New Jersey and Pennsylvania to 
New Jersey, New York and Pennsylvania, assigned for January 
21, at Philadelphia, was canceled. 


N. C. & E. APPLICATION 


The Northern Colorado & Eastern Railroad Company, a com- 
pany that will be organized pursuant to the general law of Col- 
orado relating to railroad companies, for the purpose of acquir- 
ing and operating the properties of the Colorado, Wyoming & 
Eastern Railway Company, has applied to the Commission for 
authority to issue $424,000 of 6 per cent preferred class A stock 
or such lesser amount as may be required in accordance with the 
plan of reorganization; $550,000 of 6 per cent class B preferred 
stock, or such lesser amount as may be necessary, and 25,000 
shares of common stock without nominal or par value. The ap- 
plicant also asks for authority to acquire and operate the exist- 
ing line of railroad of the Colorado, Wyoming & Eastern. The 
termini of said line are Coalmont, Colo., and Laramie, Wyo. The 
line embraces.about 112 miles of main track. 


TRAFFIC CLUBS 


Fag Gewese list of traffic clubs will be published from time 
to e. We that readers notify us of any errors or of any 
ehanges or additions of which they have any knowledge.) 


Akron, O.—Traffic Study Club of Akron. H. L. Sovacool, 
Pres.; J. J. King, Secy. 

Akron (0O.) Traffic Association, H. J. Zimmerman, Pres.; 
H. L. Sovacool, Secy, 

Atlanta—Traffic Club of Atlanta. J. W. White, Pres; 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. R. B. Arthur, Pres.; BD. R. 
Johnson, Secy. 

Baltimore—tTraffic Club of Baltimore. H. A. Thoman, Pres.; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. G. H. 
Wilcox, Pres.; C. E. Jones, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston, G. W. Hammond, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
R. D. Simons, Pres.; F. EB. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
H. H. Marsales, Pres.; H. J. Bryant, Secy. 

Buffalo Transportation Club. Godfrey Morgan, Pres.; J. P. 
DeVaughn, Secy. and Treas. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. E. K. Fleming, Pres.; E. S. Buck- 
master, Secy. 

Cincinnati—tTraffic Club of the Chamber of Commerce. B. 
C. Rentz, Chairman; C. G. Fredericks, Secy. 

Cleveland Traffic Club. F. P. Barr, Pres.; R. A. Morman, 
Secy. 

Cortland, N. Y.—Industrial Traffic Club of Courtland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. R. B. Mann, Pres.; 
M. T. Otto, Secy.-Treas. 

Dallas Traffic Club. Julian Nance, Pres.;A. J. Stone, Secy~ 
Treas. 

Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
M. M. Cooper, Secy. 

Des Moines Traffic Club. W. I. Laird, Pres.; E. J. Heck, 
Secy. 
Denver Traffic Club. J. C. North, Pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. A. W. Kirkpatrick, Pres. 
C. J. Hotchkiss, Secy.-Treas. 

Detroit Transportation Club. W. S. Roger, Pres.; G. W- 
Musson, Secy. 

Elmira (N. Y.) Traffic Club. A. W. Stebbings, Pres.; J. C. 
Field, Secy. 

El Paso Traffic Club. B. F. Littleton, Pres.; C. W. Water 
man, Secy.-Treas. 

Erie Traffic Club. F. L. Talcott, Pres.; M. W. Hismant, 
Secy. 

Evansville (Ind.) Transportation Club. H. P. Cornick, 
Pres.; W. H. Orr, Secy.-Treas. 
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Flint, Mich.,: Transportation Club. L. F. Burchart, Pres.; 
H. A. Griggs, Secy. 


Fort Wayne, Ind.—tTraffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
J. A. Curtin, Vice-Chairman. 

Fort Worth Traffic Club, F. G. Abbey, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. H. C. Filson, 
Pres.; L. A. Martin, Secy. 


Freeport, I1l—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 


Grand Rapids Traffic Club. M. G. Koon, Pres.; W. H. Cow- 


Hartford Traffic Asso. of Hartford (Conn.) and Vicinity. 
W. P. Price, Pres.; O. R. Peterson, Secretary and Treasurer. 
ni Houston Traffic Club. S. G. Reed, Pres.; A. R. Canfield, 
cy. 

indianapolis.—The Traffic Club of Indianapolis. F. A. Doeb- 
ber, Pres.; S. C. Farrington, secy. 

Jackson (Mich.) Transportation Club. J. J. Lynch, Pres.; 
J. C. Holzworth, Secy. 

Jacksonville Traffic Club. E. C. Hulett, Pres.; J. P. Mid- 
dleton, Secy. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. Archie Turk, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 


Kalamazoo Traffic Club. .G. E. Hazen, Pres.; C. H. Wins- 
low, Secy. : 


Kansas City Traffic Club. C. D. Dooley, Pres.; Peter J. 
Rose, Secy.-Treas. 


Lansing (Mich.) Traffic Club. W. G. Davis, Pres.; C. V. 
Colvin, Secy. 


Los Angeles Transportation Club. O. A. Smith, Pres.; L. G. 
Wilson, Secy.-Treas. 


Louisville Transportation Club. J. D: Marney, Pres:; W. T. 
Vandenburg, Secy. 

Macon, Ga.—Industrial Traffic Managers’ Association. 
Gilman, Pres.; T. J. Abrams, Secy. 

Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 

Marion (Ohio) Traffic Club. W. R. Aukland, Pres.; S. D. 
Ross, Secy. 
se Memphis Traffic Club. J. B. McGinnis, Pres.; H. H. Schutt, 
cy. 

Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Uecke, 
Secy. and Treas. 


Minneapolis Traffic Club. W. H. Perry, Pres.; W. W. Gib- 
son, Secy. 


Nashville, Tenn.—The Traffic Club of Nashville. 
Herbert, Pres.; Earl Roach, Secy. 


Ben 


R. DD 


Newark Traffic Club. E. F. Neagle, Pres.; R. W. Tims, Secy. . 


New England Traffic Club, Boston. A. P. Russell, Pres.; 
P. L. Stuart, Secy. 


a New York Traffic Club. P. M. Ripley, Pres.; C, A. Swope, 
ecy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Traffic Forum. E, H. Mayerhofer, Pres.; B. H. 
Thome, Secy. 

New York University Traffic Club. Charles Israel, Pres.; 
Louis Harber, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. J. C. Helms, 


Pres.; E. E. Ellis, Secy. 


Oklahoma City Traffic Club. L. W. Price, Pres.; L. M. 
Voss, Secy.-Treas. 


Oshkosh, Wis., Traffic Club. C. M. Starks, Pres.; R. J. 
Hodson, Secy.-Treas. 


Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Secy.-Treas. 


Pensacola (Fla.) Traffic Club. R. K. Wallace, Pres.; P. W. 
Reed, Secy. 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 

January 28—New York City, N. Y.—Examiner Money: 
1. and S. 2013 (first supplemental order)—Cement from Eastern 

Trunk Line points to New England. 

January 28—Austin, Texas—Railroad Commission of Texas: 
Finance Docket No. 2951—In the matter of the application of the 
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Peoria Transportation Club. N.M. Love, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. Lewis Eckel, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia, 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. J. C. Moffett, 
Pres.; C. H. Beard, Secy. 3 
Pittsburgh Traffic Club.—J. M. Morris, Pres.; E. A. Hynes, 
Secy 


Pittsburgh Traffic and Transportation Association. R. F., 
Heil, Pres. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. W.H. Marble, Pres.; C. D. Tuer, Secy. ~ 

Portland (Ore.) Industrial Traffic Club. ‘Walter Rose, Pres.; 
Frank Kensinger, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce, A. E. Paddock, Chairman; E. C. Southwich, Secy. 

Richmond (Va.) Traffic Club. R. P. Saunders, Pres.; R. A. 
Saunders, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. B. C. Wedd, Chairman; F. W. Burton, Secy. 
o St. Louis Traffic Club. B. H. Daily, Pres.; S. E. Wilson, 

ecy. : 

St. Paul Transportation Club. P..R. Flanagan, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. 
Pres.; R. L, Gohmert, Secy.-Treas. 

San Francisco Transportation Club. W. C. Fitch, Pres.; 
E. A. Senneff, Secy. 

San Francisco.—Pacific Traffic Association. 
Pres.; J. H. Todd, Secy. 

Savannah (Ga.) Traffic Club. T. E. Grady, Pres.; H. L 
Fulton, Secy. 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A. 
Nichols, Secy.-Treas. 

Sioux City Traffic Club. T. A. Lewis, Pres.; O. Tronvold, 
Secy.-Treas. 

Springfield (Mass.) Traffic Club. S. Robert Hart, Pres.; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. T. B. Ray, Pres.; L. D. 
Ellis, Secy. 

Syracuse Traffic Club. M. V. B. Weaver, Pres.; F. M. 
Varah, Secy. 

Toledo Transportation Club. L. G. Macomber, Pres.; W. J. 
Chisholm, Secy. 

Trenton (N. J.) Traffic Club. J. R. Gaddis, Pres.; J. H. 
Morgan, Secy. and Treas. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. E. C. Kitching, 
Pres.; R, R. Trimble, Secy. 

Utica (N. Y.) Traffic Club. J. M. Page, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 

Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hewitt, Secy- 
Treas. ° 

Washington Traffic Club. O. B. George, Pres.; R. F. Rich 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. C. W. Henry, rres.; P. M. 
Neigh, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. F. E. Walling, Pres.; K. C. Parkhurst, 
Secy. 

Windsor, Ontario. Can.—Horder Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. F. A. Champagne, 
Pres.; J. H. Lane, Secy. 

York (Pa.) Traffic Club. S. B. Drenning, Pres.; G. E. Gart- 
man, Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.; 
P. B. Wait, Secy.-Treas. 


Wallace Carnahan, Jr,, 


W. O. Banks, 


W. J. Cipperly, 





Nueces Valley, Rio Grande & Gulf R. R. Co. for a certificate of 
ublie convenience and necessity authorizing it to construct § 
ine of railroad, \ 
January 29—Argument at Washington, D. C.: os 
* Finance No. 3169—Denver & Rio Grande Western Reorganization. 
January 28—Reno, Nevada—Examiner Pattison: ities 
Fourth Section Application No. 12436—Reduced rates on commod 


from originating territory west of the Indiana state line to Pa- 
cific coast terminals. 
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Of Value to Shippers 
. BALSA WOOD BOXES—AN INNOVATION 


M. 

“% A new and unique type of shipping box, ideally strong 
j. HL and providing perfect insulation against heat or cold. 
ly, : , 

_ , These new Balsa Wood Boxes have effected a big saving 
—_, in refrigeration for The Fleischmann Company by 

Dar- replacing ice-packs. 
mi Long-lived; accident-proof! Strong but light-weight. 
ni They cannot chip or split. Defy rough handling. Save 
P. M. you from any and all pilferage losses. May be used 
neil again and again. Invaluable for perishable or semi- 
” perishable goods. 
hurst 
Club. If these practical advantages would be of use to you, 
P communicate with address nearest you and we will 
ons send local representative. 
Gart- 
Pres.; 
Balsa Box Department 
a 
The Fleischmann Transportation Company 
wn 699 Washington Street, 327 South La Salle Street, 
tract & New York, N. Y. Chicago, III. 


ation. 
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January 28—New York City, N. Y.—Examiner Money: 
1. and S. No. 2013—Cement from Eastern Trunk Line points to 
New England. 
January 29—Salt Lake City, Utah—Examiner Jewell: 
14973—Utah Idaho Sugar Company vs. Director-General. 


January 29—San Francisco, Calif.—Examiner Pattison: 
Fourth Section Application No. 12436—Reduced rates on commodities 


from ee gee | territory west of the Indiana state line to Pa- 
cific coast terminals. 


January 30—Argument at Washington, D C.: 

1. and S. No. bgt oe first and second supplemental order)— 
Brick and clay products from, to and between points in south- 
ern territory. 

* Fourth Section App. No. 12407, et al., filed by J. H. Glenn—Con- 
cerning rates on brick and clay products from, to and between 
territory on and east of the Miss. River on and south of the 
Ohio and Potomac Rivers, also to and from St. Louis, Mo. and 
related points, etc. 

January 31—Chicago—Examiner Butler. 

* I. and S. No. 1948, Limestone from Illinois points to St. Louis, Mo. 

January 31—Washington, D. C.—Examiner Mackley: 

* |. and S. No. 2018—Minimum weights on lumber Central Freight As- 
sociation to Trunk Line and Canadian territories. 

opuey 31—Kansas City, Mo.—Examiners Keene and Beach: 


3—Public Utilities Commission of Kansas vs, Santa Fe Ry. et al. 
15263—I 


ucts. 


January 31—Salt Lake City, Utah—Examiner Jewell: 
12821—Utah Fuel Company vs. Director-General. 
February 1—Pittsburgh, Pa.—Examiner Satterfield: 
15411—Pittsburgh Steel Company vs. B. O. R. R. et al. 
February 1—Knoxville, Tenn.—Examiner Trezise: 
14763—Shearman Concrete Pipe Co. vs. Southern Ry. et al. 
15258—Traffic Bureau of Knoxville et al. vs. Can. Pac. Ry. et al. 
February 1—Chicago, Ill.—Examiner Butler: 
15221—Swift & Company vs. Director. General. 
15221 (Sub. No. 1)—Armour & Company vs. Director General. 


February 1—Argument at Washington, D. 
1. and S. No. 1727. 


n the matter of rates and charges on grain and grain prod- 


C.: 
—Rules for storing and sacking cement in transit 
at Davenport, Ia., on the C. R. I. & P. 


; ae. 
12701—The Atlas Portland Cement Co. vs. C. B. & Q. et al. 
February 1—Fresno, Cal.—Examiner Pattison: 


Fourth Section App. No. 12436—Reduced rates on commodities from: 


originating territory west of the Indiana state line to Pacific coast 
terminals. 

February 2—Chicago, Ill_—Examiner Butler: 

15180—Swift & Company et al vs. Grand Trunk Ry. of Can. et al. 

February 4—Washington, D. C.—Asst. Chief Examiner Gerry: 

* 11756—Bangor & Aroostook R. R. Co. et al. vs. Aberdeen & Rock- 
fish R. R. Co. et al, 

February 4—Sheridan, Wyo.—Public Service Commission of Wyoming 
and the Board of Railroad Commissioners of Montana: 

Finance No. 3287—In the matter of the application of the North and 
South Railway Company for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad in 
Montana and Wyoming, etc. 

Finance No. 2839—In the matter of the application of the Wyoming 
Railway Company for a certificate of public convenience and ne- 
cessity authorizing it to construct an extension to its line. 

February 4—Oklahoma City, Okla.—Examiner Howell: 

15254—Texas Cement-Plaster Company vs. Ala, & Miss, R. R. et al. 

15288—Oklahoma Traffic Association et al. vs. Santa Fe et al. 

February 4—Chattanooga, Tenn.—Examiner Trezise: 

15455—Dixie Portland Cement Company vs. N. & W. Ry. et al. 

February 4—Wheeling, W. Va.—Examiner Satterfield: 

15367—The Superior Coal Company vs. Director General, P. & W. 
Va. Ry. et al. 

February 4—Colorado Springs, Colo.—Examiner Jewell: 

14227—W. D. Corley vs. Director-General, 

February 4—Washington, D. C.—Examiner Marchand: 

‘Val, Dkt. No. 312—In re tentative valuation of the properties of 
Georgia Railroad and the Georgia Railroad and Banking Company. 

February 5—Washington, D. C.—Examiner McChord: 

ie Collieries, Inc. vs. Southern Ry. et al. continued 

earing). 


February 5—Nashville, Tenn.—Examiner Trezise: 
15256—Middle Tennessee Milling Company vs. N. C. & St. L. Ry. 


et al. 
15285—Allen Manufacturing Co. et al. vs. N. C. & St. L. Ry. et al. 
February 5—Baton Rouge, La.—Examiner Cassidy: 
15356—Kentwood Ice Manufacturing & Bottling Works, Ltd., vs. 
American Railway Express Company. 
February 5—Denver, Colo.—Examiner Jewell: 
14429—The Continental Oil Company vs. Director-General. 


15069 (and Sub. Nos. 1 to 9, incl.)—The Continental Oil Company 
vs. Director-General, et al. 


15086—The Continental Oil Company vs. Director-General. 
February 6—Nashville, Tenn.—Examiner Trezise: 
15276—Dyer Fruit Box Manufacturing Company vs. B. & O. R. R. 


et al. 
15286—Traffic Bureau of Nashville vs. L. & N. R. R. et al. 
February 6—Tulsa, Okla.—Examiner Howell: 
15398—The Oklahoma Union Railway Company vs. St. L.-S. F. Ry. 


et al. 
15418—Maloney Tank Manufacturing Co. vs. C. & EB. I. Ry. 
February 6—Denver, Colo.—Examiner Jewe 


ll: 
'14966—The Conejos Co-operative Roller Mills & Mfg. Co. vs. Direc- 
tor-General, D. & R. G. W. et al. 


February 6—Argument ‘at Washington, D. C.: 
10420—Donner Steel Company, Inc., vs. D. L. & W. R. R., Directore 
General, et al. 
11703—In the matter of intrastate rates within the state of Illinois. 
11975—Montrose Oil Refining Company, Inc., vs. St. L.-S. F. Ry. et al. 
February 7—Nashville, Tenn.—Examiner Trezise: 
15294—-Traffic Bhreau of Nashville vs. Ill Cent. R. R. et al. 
18456—Traffis Bureau of Nashville vs. A. C. L. R. R. et al. 
February 7—Chicago, Ill.—Examiner Butler: 
15304—Briggs and Turivas vs. C. & O. Ry. et al. 
February 7—Tulsa, Okla.—Examiner Howell: 
15364—Ch 


as. B. Cox vs. St. L.-S. F. Ry. et al. 
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15465—Empire Refineries, Inc., et al. vs. Houston & Texas Cent. 
R. R. et al. 
February 7—Cleveland, Ohio—Examiner Satterfield: 
15468—The Cleveland Provision Company et al. vs. Santa Fe et al. 
February 7—Argument at Washington, D. C.: ; 
11788—Traffic Bureau, Davenport Commercial Club et al. vs. Di- 
rector-General, Santa Fe et al. 
12394—Ottumwa Chamber of Commerce et al. vs. Director-General, 
Santa Fe et al. 
— Malleable Iron Company vs. Director-General, Santa Fe 


et 
12003—Burlington Shippers’ Association et al. vs. Director-General, 
Ark. Cent. R. R. et al. 

12725—United States Steel Products Company vs. Director-General, 
A. & V. Ry. et al. 

14209—Mitsui & Co. vs. Director-General. 

February 7—Denver, Colo.—Examiner Jewell: 

Portions of fourth section applications Nos. 637 and 12050, filed by 
F, A. Leland, relating to rates on cement:from Ada, Okla., to 
Shreveport, Herdon, Zimmerman, Boyce and Alexandria, La., 
also New Orleans, La., etc. (in connection with I. & S. No. 1981). 

1. and S. No. 1981—Cement from Ada, Okla., to points in Louisiana. 

February 8&—Denver, Colo.—Examiner Jewell. 

Fourth Section Application No, 959 and others, filed by W. A. Poteet, 
agent, and others, concerning sugar, etc., from points in Colorado, 
Kansas and Nebraska to points in Colorado, Nebraska, Kansas, 
Missouri, Oklahoma, Arkansas, Iowa, Louisiana and New Mexico; 
also dealing with various other commodities from and to various 
U. S. points. 

Fourth Section Application No. 675, filed by F. A. Leland, concern- 
ing rates on classes and commodities from Colorado common 
points and from ints in Nebraska, New Mexico and Wyoming 
to Ft. Worth, D . Houston, San Antonio and other Texas pts, 

* 1. and S. No. 2020—Feeding stock cattle and sheep in transit at 
points in Missouri. 
February 8—Nashville, Tenn.—Examiner Trezise: 
15287—Traffic Bureau of Nashville vs. L. & N. R. R. et al. 
February 8&—Tulsa, Okla.—Examiner Howell: 
15156—The Sinclair Oil and Gas Company vs. P. R. R. et al. 
15157—The Sinclair Crude Oil Purchasing Co. vs. Santa Fe et al. 
February 8—Argument at Washington, D. C.: 

12744—-A. C. Dutton Lumber Corporation et al. vs. Direetor-General, 

Aberdeen & Rockfish R. R. et al. 


13121—Chas. K. Spaulding Logging Co. vs. Director-General, Sou. 
Pac. Co. et al. 


13374—Cascade Timber Co. et al. vs. Director-General, C. M. & 
St. P. Ry. et al. 

13576—B. J. Carney & Co. et al. vs. Director-General, Santa Fe et al. 

13511—Albers Brothers Milling Company vs. Director-General. 

February 9—Nashville, Tenn.—Examiner Trezise: 
* 14731—Lillie Mill Company et al. vs. L. & N. R. R. 
February 9—Jackson, Miss.—Examiner Cassidy: 
1. and S. 2005—Burlap bags and certain iron and steel articles from 
Cc. F. A. territory to Mississippi Valley. 
February 9—Chicago, Ill—Examiner Butler: 
14800—Allied Packers, Inc., et al. vs. B. & O. R. R. et al. 
February 9—Toledo, Ohio—Examiner Satterfield: 
*15452—The Harbauer Company vs. Ann Arbor R. R. et al. 
February 9—Phoenix, Ariz.—Examiner Pattison: 

Fourth Section Application No. 12436—Reduced rates on commodities 
from pee groan | territory west of the Indiana state line to Pa- 
cific coast terminals. 

February 11—Chicago, Ill.—Examiner Butler: 
ee Manufacturing Company et al. vs. N. Y. C. R. R. 


et al. 
15415—Armour Fertilizer Works vs. Western Pacific R. R. et al. 
February 11—Fort Smith, Ark.—Examiner Howell: 
-15296—Harding Glass Company vs. Santa Fe Ry. et al. 
February 11—Mayfield, Ky.—Examiner Trezise: 

15252—Mayfield Chamber of Commerce et al. vs. A. & W. Ry. et al. 

15301—Mayfield Chamber of Commerce et al. vs. A. C. & Y. et al. 

15302—Fulton Chamber of Commerce et al. vs. A. C. & Y. et al. 
February 11—Milwaukee, Wis.—Examiner Satterfield: 

15369—John Schroeder Lumber Company vs. A. C. & Y. et al. 
February 11—Jackson, Miss.—Examiner Cassidy: 

15273—Jackson Traffic Bureau vs. Gulf & Ship Island Ry. et al. 

= oo Traffic Bureau for Jackson Fertilizer Co. vs. A. & V- 

y. et al. 

February 11—Phoenix, Arix.—Examiner Pattison: 

Finance No. 3340—In the matter of the application of the Southern 
Pacific Co. to acquire control, by lease, of the railroads of the 
Arizona Eastern R. R. Co. and the Phoenix & Eastern R. R. Co. 

February 11—Washington, D. C.—Examiner Gibson: 

Val, Dkt. No. 130—In re tentative valuation of the property of the 
Kentwood & Eastern Ry. Co. 

February 11—Washington, D. C.—Examiner Marchand: 

Val. Dkt. No. 65—In re tentative valuation of the property of the 
Great Southern R. R. Co. 

February 11—Washington, D. C.—Examiner Hunter: 

I. and S. No. 1878—Refrigeration charges, Florida, Maryland, Penn- 
sylvania and West Virginia to interstate destinations (hearing 0? 
that portion covering charges from points on the Western Mary- 
land from points as above to interstate destinations). 

February 12—Chicago, Ill.—Examiner Butler: 

15430—Ford Roofing Products Company vs. Director General, C. & 

N. W. Ry., et al. 
February 12—Jackson, Miss.—Examiner Cassidy: 
*13985—Jackson Traffic Bureau vs. Aberdeen & Rockfish R. R. et al- 
February 12—Cincinnati, Ohio—Examiner Money: 

16891—‘The Philip Carey Company et al. vs. C. N. O. & T. P. Ry- 
et al. 

February 12—Washington, D. C.—Examiner Sweet: 

Val, Dkt. No. 97—In re tentative valuation of the property of Luf- 
kin, Hemphill & Gulf Ry. Co. 

February 12—Washington, D. C.—Examiner Kelley: . 

Val. Dkt. No. 117—In re tentative valuation of the property © 


the Moshassuck Valley R. R. Co. 
Peery 13—Dallas, Texas—Examiner Howell: 


Live Poultry & Dairy Shippers’ Traffic Assn. vs. Abilene & 
Southern Ry. et al. 


February 13—Chicago, Ill.—Examiner Butler: 


15450—National Laundry Owners’ Association vs. Amer. Ry. Ex- 
press Co. et al. 
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Union Pacific 
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on 
om The building of the Union Pacific, the 
first railroad across the west, was 
accomplished in. the face of almost 
unbelievable hardships and danger. 
is The dramatic finding of the pass 
al, GES eg , over the mountains in southern 
ou. as ., Wyoming was an instance. 
: General Dodge and an escort of six cavalry- 


men, searching for the pass, were attacked 
' se by Indians. 
ie The aCCI den f a ] d iscovery “After a long ride the little party reached 
| the main body of the troops. The ridge up- 
re) f th e k a gs Ss on which the Indians had driven them had 
ey P let them down a gentle slope without a 
break to the plain. The pass through the 
mountains had been found.”’ — When Rail- 


ities roads Were New. 
Pa- 

For over a half century this great railroad 
Rk has been indissolubly bound up with the 
' development of the West —a _ veritable 


builder of civilization. It provides the 
highest type of service for your journeys or 


v | shipments. 
al. 


Traffic Agencies 


& V. Complete information regarding passenger and freight service 
cheerfully furnished by any Union Pacific representative. 
a. Offices are maintained at principal cities throughout the country. 
e 
- Con ATLANTA, GA 49 N. Forsyth St. KANSAS CITY, MO 805 Walnut St. REDLANDS, CAL 14 Cajon St. 
¢ the BIRMINGHAM, ALA. ....1st Ave. & 20th St. LINGOEN, BED, .... ..cccccecces 204 N. 11th St- RENO, NEVADA....Second and Center Sts. 
BOISE, IDAHO 8th & Bannock Sts. LONG BEACH, CAL., ...120 W. Ocean Blvd. RIVERSIDE, CAL.. js 
BOSTON, MASS 294 Washington St. LOS ANGELES, CAL.... .. .221 S. Broadway 4 1006 Fourth St. 
f the BUTTE, MONT 4S. Main St. MILWAUKEE, WIS. ...... 221 Grand Ave. 4 521 Beacon St. 
CHEYENNE, WYO % MINNEAPOLIS, MINN... ...125S. Third St. SALT LAKE CITY, UTAH.... 10 S. Main St. 
— CHICAGO, ILL 58 E. Washington St. NEW ORLEANS, LA.....226 Carondelet St. SAN DIEGO, CAL......... 4th and Plaza Sts. 
a CINCINNATI, O. ........ 2.5. 4th & Vine Sts. NEW YORK, N.Y. .......... 280 Broadway SAN FRANCISCO, CAL. ...... 673 Market St. 
fary- CLEVELAND, O.........00- 1016 Euclid Ave. OAKLAND, CAL, 433 Fourteenth St. SEATTLE, WASH 1405 Fourth Ave. 
COUNCIL BLUFFS, IA 37 Pearl St. OCEAN PARK, CAL \. ; ‘ 520 Nebraska St. 
& DALLAS, TEX Commerce & Akard Sts. OGDEN, UTAH ; SPOKANE, WASH 727 Sprague Ave. 
C. DENVER, COLO 601 Seventeenth St. PASADENA, CAL........403 E. Colorado St. ST. JOSEPH, MO., Frederick Ave. & Felix St, 
DES MOINES, IA...........-.00. 209 Fifth St. PHILADELPHIA, PA.....15th & Market Sts. Rs DAIS Be wcdccccccescecces 611 Olive St, 
et ab DETROIT, MICH. .. 127 Lafayette Blvd., W. PITTSBURGH, PA. Smithfield St. & 6th Ave. TACOMA, WASH 106 S. Tenth St. 
FRESNO, CAL., Tulare St. & Van Ness Ave. PORTLAND, ORE Pittock Block TORONTO, ONT 69 Yonge St. 
>» Ry- 
W. H. MURRAY, General Passenger Agent, Omaha, Nebraska ANE, General Freight Agent, Omaha, Nebraska 
‘eal D. S. SPENCER, General Pass. Agent, Salt Lake City, Utah q EEVES, General Freight Agent, Salt Lake City, Utah 
da, WM. McMURRAY, Gen’! Passenger Agent, Portland, Oregon OUNSBURY, General Freight Agent, Portland, Oregon 
~ i T. C. PECK, Gen’l Passenger Agent, Los Angeles, California . LINCOLN, General Freight Agent, Los Angeles, Cal. 
133 
ene & 
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February 13—Argument at Washington, D. C.: 
14561—R. E. Givens vs. Director-General. 
14614—The Kansas City Brick Company vs. K. C. S. Ry. et al. 
14765—The McCloud River Lumber Company vs. Director-General, 
Santa Fe et al. 
February 14—La Crosse, Wis.—Examiner Satterfield: 


1. and S. No. rain and — products from Minnesota and 
Wisconsin to various destinations. 


February 14—Chicago, Ill—Examiner Butler: 
15410—United Fig & Date Company et al. vs. A. G. S. R. R. et al. 


February 14—St. Louis, Mo.—Examiner Money: 
15201—Liggett & Myers Tobacco Company vs. Director General. 
February 14—Memphis, Tenn.—Examiner Trezise: 
15337—Memphis Freight Bureau for Bry-Block Mercantile Co. et al. 
vs. A.C. L. R. R. et al. 
February 14—Argument at Washington, D. C.: 
12349—Kingan & Co., Inc., vs. Director-General. 
en Fibre Package Company, etc., vs. C. & N. W. Ry. 
et a 


14487—The Cleveland Sand and Gravel Co. vs. Director-General, 
B. & O. R. R. 

February 15—Washington, D. C.—Director Bartel: 

* 15552—J. K. Dering Coal Company vs. C. C. C. & St. L. Ry. 

weorpary 16-— Washington, D. C.—Examiner Pattison: 


Val, t. No. 327—In re tentative valuation of the Great Northern 
Railway et al. (continued hearing). : 


February 15—St. Louis, Mo.—Examiner Money: 
15363—M. W. Warren Coke Company vs. Santa Fe Ry. et al. 
neers, 15—Baltimore, Md.—Examiner Wagner: 


Tidewater Portland Cement Company et al. vs. Cumberland 
& Pennsylvania R. R. et al. 


February 15—Meridian, Miss.—Examiner Cassidy: 
1 and S. No, 2004—Cancellation, L. C. L., commodity rates on cit- 
rus fruit eastern cities to Alabama and Mississippi. 
February 15—Memphis, Tenn.—Examiner Trezise: 
1. and S. No, 1 (and first and second supplemental orders)—Grain 
and grain products from Memphis, Tenn., to Carolina territory. 
February 15—Argument at Washington, D. C.: 
14018—Watertown Chamber of Commerce vs. A. & W. Ry. et al. 
14444—Wash-Co. Alfalfa Milling Company, and R. W. Rice, trustee 
in bankruptcy, vs. Director-General. 
February 15—St. Louis, Mo.—Examiner Money: 
I. and S. No. 2012—Trackage charges at St. Louis, Mo. 
February 15—Casper, Wyo.—Examiner Jewell: 
15200—Cha 


roa mber of Commerce of Casper, Wyo., vs. C. & N. W. Ry. 
e 
1. 


and S. No. 1983—Class rates between Montana, Nebraska, South 
Dakota and Wyoming points. : 


15129—-Donald Thompson vs. Director-General. 
February 16—Fort Worth, Texas—Examiner Howell: 
Il. and S. No, 1988—Grain and grain products from defined terri- 
tories to certain points in Texas. 
February 16—Argument at Washington, D. C.: 
— Sand Company vs. Director-General, C. & N. W. 


y. 
14794—Virginia Can Company vs. A. & V. Ry. et al. 
14795—Charleston Traffic Bureau vs. A. G. S. R. R. et al. 
14902—-Savannah Traffic Bureau vs. A. G. S. R. R. et al. 
February 18—Little Rock, Ark.—Examiner Trezise: 
and related cases—Memphis Southwestern Investigation (further 
hearing in so far as they relate to the rates on fruits and vege- 
tables, except potatoes). 
February 18—Fort Worth, Texas—Examiner Howell: 
15467—Acme Brick Company et al. vs. Abilene & Southern Ry. et al. 
February 18.—Buffalo, N. Y.—Examiner Wagner: 
1. and S. No. 1989—Protective service against cold on perishable 
freight. 
February 18—Duluth, Minn.—Examiner Satterfield. 
14792—Duluth Boiler Works vs. Nor. Pac. Ry and Director General. 
February 18—St. Louis, Mo.—Examiner Money: 
15279—St. Louis Live Stock Exchange vs. Wabash Ry. 
February 18—Watertown, S. D.—Examiner Kephart: 
1. and S. No. 2007—Coal from Illinois, Indiana, Wisconsin and St. 
Louis, Mo., to Iowa, Minnesota, North Dakota and South Dakota. 
February 18—Argument at Washington, D. C.: 
14028—Mississippi Railroad Commission et al. vs. A. & V. Ry. et al. 
14245—Jackson Traffic Bureau vs. A. & V. Ry. et al. 
* Finance Na. 2722—Abandonment fo line by Central New York South- 
ern Railroad Corporation. 
Februa > enene. D. C.—Examiner Sweet: 


Val. kt. No. In re tentative valuation of the pro 
Muncie & Western R. R. Co. oy © 


February 19—Chicago, Ill._—Examiner Butler: 
11672—Mason City Brick & Tile Co. vs. Director General, Santa Fe, 


et al. 
12708—Ballou Brick Company et al. vs. Santa Fe et al. 
February 19—Montgomery, Ala.—Examiner Cassidy: 


15407—Alabama-Georgia Syrup Company vs. A. C. L. R. R. et al. 
15447—Montgomery Buick Company et al. vs. L. & N. R. R. et al 








T. D. GEOGHEGAN 
COMMERCE SPECIALIST 
Matters Before State and Federal Commissions 
and Departments 








TRANSPORTATION BUILDING 
WASHINGTON, D. C. 







age Claims settled 





THE TRAFFIC WORLD 


DIRECTORY OF ATTORNEY 


General Freight Service Association 
Traffic and Transportation Specialists for Shippers 
Laclede Gas Light Bidg., St. Louis, Mo. 


Interstate Commerce cases, Engineering and Legal Services 
furnished. Complete traffic department service. Freight 
and demurrage bills audited. 
3 Car tracing by rts. Ra 
routes furnished. Reference: St. Louis 





Vol. XXXIII, No. 4 


February 19—Austin, Texas—Railroad Commission of Texas: 
Finance No. 3197—Construction of line by Waco, Beaumont, Trinity 
& Sabine Railway. 

February 19—Washington, D. C.—Examiner Oberlin: 

* Finance No. 3399—In the matter of the application of the Texas & 
Pacific Railway Co. and Missouri Pacific R. R. Co. for authority, 
among other things, for the issue of stocks and notes and the 
assumption of obligations, etc. 

February 19—Minneapolis, Minn.—Examiner Satterfield: 

*15280 (and Sub. Nos. 1, 2 and 3)—The St. Anthony & Dakota Ele- 
vator Company vs. Director General, Great Northern Ry. 
15454—County of Becker, State of Minnesota, vs. Director General. 

February 19—Fort Worth, Texas—Examiner Howell: 

1. and S. No. 2011—Petroleum oil from Texas to Louisville, Ky., and 
related points. 

February 19—Argument at Washington, D. C.: 

18967_—The a of Commerce, Inc., of Lockport, N. Y., vs. N. Y. 

. .c.R. R. et al. 

13664—Chevrolet Motor Company of California vs. Director-General, 
Cc. R. lL. & P. et al. 
14599—Diamond Match Company vs. Director-General, N. Y. C. R. R. 


et al. 
bee ne ae es Match Company vs. Director-General, 2s. Cc 
R. R. et al. 
February 20—Washington, D. C.—Examiner. Marchand: 
Val. Dkt. No. 320—iIn re tentative valuation of the Wisconsin and 
Michigan Railway Co. (continued hearing). 
February 20—Argument at Washington, D. C.: 
14342—Tidewater Coal Exchange, Inc., Howard Adams, Chas. A. 
Owen and James E. Manter, receivers, et al. vs. B. & O. R. R. 


et al. 
February 20—Aberdeen, S. D.—Examiner Kephart: : i 
I. and S. No. 1953—Lignite coal from North Dakota to stations in 
North Dakota, South Dakota and Minnesota. 
February 21—Mason City, Ia.—Examiner Satterfield: 
15362—Jacob E. Decker & Sons et al. vs. C. R. I. & P. Ry. et al. 
February 21—Wichita Falls, Tex.—Examiner Howell: 
1. and S. No. 1994—Routing on grain and grain products from sta- 
tions in Oklahoma to Mobile, Ala, 
February 21—Auburn, N. Y.—Examiner Wagner: 
*12656—Michael S. Goss et al. vs. Director General, L. V., et al. 
12610—Albert H. Traphagen et al. vs. L. V. R. R. 
February 21—Kansas City, Mo.—Examiner Money: 
1. and S. No. 2008—Transit rules on grain and grain products at 
points on the St. L.-S. F. Ry. Co. 
February 23—Kansas City, Mo.—Examiner Money: 
* 15546—Iola Cement Mills Traffic Association et al. vs, Santa Fe et al. 
February 23—Detroit, Mich.—Examiner Butler: 
* 11980—Michigan Railroad Company vs. Pere Marquette R. R. et al. 
February 23—Birmingham, Ala.—Examiner Cassidy: 
15390—Ingham-Burnett Lumber Company vs. A. G. S. R. R. 
February 23—New York City, N. Y.—Examiner Wagner: 
1. and S. No. 1933—Commutation fares between points on the N. Y. 
N. H. & H. R. R. 
February 23—Kansas City, Mo.—Examiner Money: 
1. and S. No. 1996 (and first supplemental order)—Cement from Kan- 
sas City, Mo., district to St. Joseph, Mo., and related points. 
February 25—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 152—In re tentative valuations of the properties of 
the Chicago, Rock Island & Pacific Railway Company, and others, 
February 25—El Paso, Texas—Examiner Howell: 
15027—-Peyton Packing Company et al. vs. Arizona Eastern et al. 
15028—-Peyton Packing Company vs. Abilene & Southern et al. 
February 25—Birmingham, Ala.—Examiner Cassidy: 


y 
1. and S. No. 2014—Grate bars, East Birmingham, Ala., to Memphis, 
Tenn., for beyond. 


15167—Watters-Tonge Lumber Company vs. A. & W. P. R. R. et al. 
Portions of fourth section application No. 1952, filed by L. & N. 
R. R., concerning rates on yellow dressed pine lumber from 
Mobile, Ala., to Atlanta, Ga., etc. 
15196—J. J. Laumer and J. M. Griffith doing business as Laumer 
Lumber Company vs. A. C. L. R. R. et al. 
15226—Birmingham Traffic Bureau vs. St. L.-S. F. Ry. 
February 25—New York City, N. Y.—Examiner Wagner: 
15043—A. C. Martin et al. vs. P. R. R. et al. 
15173 (and Sub. Nos. 1 to 4, incl.)—Nestle’s Food Company, Inc., VS. 
Director General, Middletown & Unionville R. R. et al. 
February 25—Bismarck, N. D.—Examiner Kephart: ’ 
I. and S. No. 1953—Lignite coal from North Dakota to stations 
in North Dakota, South Dakota and Minnesota. 
15321—Zap Colliery Company vs. Nor. Pac. Ry. 
February 25—Kansas City, Mo.—Examiner Money: 
15428—Iola Cement Mills Traffic Association et al. vs. Arkansas 
Valley Interurban Ry. Co. et al. 
February 25—Muscatine, Iowa—Examiner Satterfield: 
15388—Pioneer Pearl Button Company vs. St. L.-S. F. Ry. et al. 
February 26—New York City, N. Y.—Examiner Wagner: 
13470—United Paperboard Company, Inc., vs. G. & J. Ry. et al. 
February 27—Terre Haute, Ind.—Examiner Satterfield: : 
I. and S. No. 1997 (first supplemental order)—Iron and steel articles 
between points’in Illinois, Indiana and Missouri. 
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Port Climatic Conditions 
Affect Your Shipments 


peeepom from extremes of tempera- 
ture is one of the outstanding charac- 
teristics of the Port of Norfolk. This 
ideal climatic condition means not only 
an ice-free harbor, but also insures ship- 
pers against abnormal temperature con- 
ditions which are so often the source of 
damage to goods in transit. 


The following figures, giving the average 
monthly temperature for each month in the year 
at Norfolk, are conclusive evidence of this port’s 
unusually equable climatic conditions: 


January 41.3 May 66.4 September 72.0 
February 41.9 June 74.4 October 61.8 
March 48.5 July 78.6 November 51.4 
April 56.9 August 77.2 December 43.0 


To the exporter or importer who is seeking 
a foreign trade gateway which is not affected by 
seasonal conditions, Norfolk offers a complete 
answer to every requirement. 


Exporters of leaf tobacco have demon- 
strated that humidity conditions here are ideal, 
and that the quality of the leaf has been actu- 
ally benefited by terms of storage here. No 
American port has a more satisfactory humidity 
condition. 


Exceptionally favorable climatic conditions, 
freedom from rail and terminal congestion, fre- 
quent general cargo sailings and perfectly co- 
ordinated railway and steamship facilities are 
some of the factors that have made of Norfolk 
the ‘‘Port of quick dispatch and economical 
handling.” 


For information write 


NORFOLK PORT COMMISSION 


NORFOLK, VIRGINIA 
‘Port of Quick Dispatch 


and Economical Handling’’ 





Vol. XXXII, No. 


February 


scheduled 


sailings 
to— 


Liverpool 
London 
Hull 
Leith 
Manchester 
Bristol 
Glasgow 
Avonmouth 
Amsterdam 
Rotterdam 
Antwerp 
Copenhagen 
Christiania 
Genoa 
Hamburg 
Bremen 
Australian Ports 
anila 
Yokohama 
Kobe 
Shanghai 
Hong Kong 


ru 

Itosaki 

Moji 
Singapore 
Havana 

South America 


West Coast U. S. A. 


- and others. 


5 
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Take the shortest cutto Ss 
“Your consumi ing Markets 


WE BRIDGE! THE GAP 


ANU AC . R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
AND IMPORTER: are strategic traffic pivots, linked by the rails of the Penn- 
es a sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


se omen cant nadie sec eracectncenni nite section icine iis 
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Power for Heavy Work 
Speed for Long Trips 


This 314-ton GMC truck equipped with a large 
covered body and operated by the Scott & Rice 
Company of Milwaukee, shows clearly the complete 
suitability of GMC for warehouse duty. Not only 
has GMC the strength and stamina to withstand the 
grind of such heavy work but because of the famous 
GMC Two-Range Transmission GMC Trucks con- 
siderably enlarge the radius in which this kind of 
trucking is profitable. The GMC Two-Range Trans- 
mission provides a surplus of power that will move a 
full load over roads and grades impassable with other 
trucks at the same time maintaining a speed on good 
roads that assures the maximum daily mileage. 


The full story of GMC Trucks, complete detailed 
description of their exclusive features and an ex- 
planation of the way these add to GMC earning 
power and cut operating cost are given in the illus- 
trated booklet ‘“‘Seven Steps Ahead.’’ A copy of 
this booklet is ready to mail to you. ‘Fill in the 
coupon below. Send it in today and your booklet 
will be forwarded by return mail. 


GENERAL MOTORS TRUCK COMPANY 


Division of General Motors Corporation 
Pontiac, Mich. 


General Motors 


Business 


Address 


Mail This Today 


GENERAL MOTORS TRUCK COMPANY, 

Dept. 41, Pontiac, Michigan 
Please send me literature on GMC Trucks including 
booklet ‘‘Seven Steps Ahead.” 


-“G.M.C. Trucks are seven steps ahead” 
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GULF 
OF 
: eM EX 1 C O 
SPEEDY, 
ACCURATE, 
AND 
ACCOMMODATING 
PERFORMANCE 
7 
7 Making close connection wih the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making th 
time between terminals shown below, also to Mexico via Laredo. , 
7 e ° se e . 
| — TO - List of Direct Connecting Rail Lines: 
; Waco Houston — —— ae ee Laredo via Alice Aransai s Harbor Terminal Railway 
“| Waco... aah, aeons = =. Ae ae ta 20 ~ 4 hey memes | & Northern Ry. 
ae Aire Ba | 30sghrs 20 ** 22s: vane Bn 
Sam Antonio! 23°" 18yhrs. |... 11“ Mes Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
TO oe Kansas & Texas Ry. 
.. _FROM  |——Waco | Houston | San Antonto | Corpus Christi | Alice [Laredo via Ale] © Southern Faciic Ties = ok 
ond Kansas City|........ 4 days 3% days aieave rif] days ae San Antonio Southern Ry. 
ae ee st iano : ee 354 o 312 « 34 « a4“ St. Louis Southwestern Ry.(Cotton Belt) 
New Orleans| 3 days 3% * 3.“ 3s « 3% * Sugar Land Ry. , 
= Proportionate service to above is rendered to all intermediate points. zenity B —,. = | : 
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FOR ANNIHILATION 


“The public is quibbling while 
the radicals are brazenly conspiring 
the utter annihilation of railroad 
progress. These railroad baiters do 
not plan economies or future de- 
velopment. The radicals do 
not care a whoop for earnings or 
solvency or fair returns—they sim- 
ply seek to crush and crash to the 
end of getting government owner- 
ship.”—Vincennes (Ind.) “Commer- 
cial.” 


BRICKS WITHOUT STRAW 


“Miracles cannot be performed by 
legislation. You cannot make bricks 
without straw. The devastating ef- 
fects of the greatest calamity in the 
history of civilization cannot be re- 
stored overnight. The painful and 
laborious struggle back to normal 
times and conditions calls for pa- 
tience, patriotism, forbearance, and 
an abiding courage. Remember 
that, while the railroad is the dray 
horse of the nation, you cannot beat 
and starve your horse and have him 
haul the load."—James C. Davis, 


Reproduced from New York Central's Weekly Pamphlet No. 35, entitled— 
‘FOOD FOR THOUGHT” 


Director-General, U. S. Railroad Ad- 
ministration. 


EVERYBODY BENEFITED 


“Proposed action of the railroads, 
as announced by the executives, 
concerning expenditures for the 
coming year, will undoubtedly have 
a decided effect upon the general 
business situation. It shows the 
great and growing necessities of the 
railroads for materials and, more 
than that, it is evidence of confi- 
dence on the part of men whose 
opinions are of influence. However 
much or little our companies may 
get of this business, the whole 
country will receive the benefits 
which will result in various depart- 
ments of activity from the produc- 
tion to the final utilization.”—Elbert 
H. Gary, Chairman, U. S. Steel Cor- 
poration. 


RAILROADS AS BUYERS 


“The railroads purchase directly 
one-quarter of the output of coal in 
the United States and one-ninth of 
the total petroleum production; di- 
rectly and indirectly about 30 per 
















































cent of the iron and steel output, at 
least 25 per cent of the lumber pro- 
duced, a considerable but indeter- 
minable amount of copper and brass 
output, and small percentages of 
many other‘products. This omits 
such second-hand railway consump- 
tion as coal by the iron and steel 
mills in producing railway steel.”— 
Julius H. Parmelee, Director of the 
Bureau of Railway Economics. 


LIMITED 


“Our facilities for transportation 
measure and limit our capacity for 
production. However inexhaustible 
our resources may be, no matter 
how eager capital may be to invest 
in. productive enterprises, if - the 
commodities which we are able to 
produce cannot be moved when they 
ought to be moved to the markets 
of the country or the places of use 
and consumption, they cannot be 
and will not be produced. Our 
transportation facilities must not 
only be enlarged to meet existing 
demands, but they must continue to 
expand from year to year, keeping 
pace with our capacity to produce.” 
—Senator Albert B. Cummins. 
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Where to reach them 





